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and  Average  Delay  for  Masonic  Avenue/Fell  Street  Existing  and 
Existing  plus  Project  Conditions  -  Weekday  PM  Peak  Hour  V.A.3-364 

Table  V.3-5  Cluster  3  -  Projects  3-1  and  3-2  Comparison  of  Level  of  Service  (LOS)  and 
Average  Delay  for  Masonic  Avenue/Fell  Street  2025  Cumulative  and  2025 
Cumulative  plus  Project  Conditions  -  Weekday  PM  Peak  Hour  V. A. 3-366 

Table  V.3-6  Cluster  3  -  Project  3-2  Intersection  Level  of  Service  (LOS)  and 

Average  Delay  -  Existing  and  Existing  plus  Project  Conditions  - 

Weekday  AM  Peak  Hour  V.A.3-371 

Table  V.3-7  Cluster  3  -  Project  3-2  Intersection  Level  of  Service  (LOS)  and 

Average  Delay  -  Existing  and  Existing  plus  Project  Conditions  - 

Weekday  PM  Peak  Hour  V.A.3-372 
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Table  V.3-8  Cluster  3  -  Project  3-2  Intersection  Level  of  Service  (LOS)  and 
Average  Delay  -  2025  Cumulative  and  2025  Cumulative  plus 
Project  Conditions  -  Weekday  AM  Peak  Hour  V.A.3-372 

Table  V.3-9  Cluster  3  -  Project  3-2  Intersection  Level  of  Service  (LOS)  and 

Average  Delay  -  2025  Cumulative  and  2025  Cumulative  plus  Project 
Conditions  —  Weekday  PM  Peak  Hour  V. A. 3-373 

Table  V.3-10        Cluster  3  Comparison  of  Level  of  Service  (LOS)  and 

Average  Delay  for  Masonic  Avenue/Fell  Street  Existing 

and  Existing  plus  Project  Conditions  -  Weekday  PM  Peak  Hour  V.A.3-373 

Table  V.3-11         Cluster  3  Comparison  of  Level  of  Service  (LOS)  and  Average  Delay 
for  Masonic  Avenue/Fell  Street  2025  Cumulative  and 
2025  Cumulative  plus  Project  Conditions  - 

Weekday  PM  Peak  Hour  V.A.3-374 

Table  V.3-12         Cluster  3  -  Projects  3-1  and  3-2  combined  Intersection 
Level  of  Service  (LOS)  and  Average  Delay  Comparison 
Existing  plus  Project  Conditions  with  Mitigation  Measures  - 
Weekday  PM  Peak  Hour  V.  A.3-400 

Table  V.3-13        Cluster  3  -  Project  3-2  Intersection  Level  of  Service  (LOS)  and 

Average  Delay  Comparison  Existing  plus  Project  Conditions  with 
Mitigation  Measures  -  Weekday  PM  Peak  Hour  V.A.3-403 

Table  V.3-14         Cluster  3  -  Project  3-2  Intersection  Level  of  Service  (LOS)  and 

Average  Delay  Comparison  2025  Cumulative  plus  Project  Conditions 

with  Mitigation  Measures  -  Weekday  PM  Peak  Hour  V.  A. 3-405 


Cluster  4 


Table  V.4-1  Cluster  4  -  Project  4-3  Intersection 

Level  of  Service  (LOS)  and  Average  Delay  - 

Existing  Conditions  Weekday  PM  Peak  Hour  V.A.3-101 

Table  V.4-2  Cluster  4  -  Project  4-3  Intersection  Level  of  Service  (LOS)  and 

Average  Delay  -  Existing  and  Existing  plus  Project  Conditions  - 

Weekday  PM  Peak  Hour  V.A.3-410 

Table  V.4-3  Cluster  4  -  Project  4-3  Intersection  Level  of  Service  (LOS)  and 
Average  Delay  -  2025  Cumulative  and  2025  Cumulative  plus 
Project  Conditions  -  Weekday  PM  Peak  Hour  V.A.3-411 
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Cluster  5 

Table  V.5-1  Cluster  5  -  Project  5-1  Intersection  Level  of  Service  (LOS)  and 

Average  Delay  -  Existing  Conditions  Weekday  PM  Peak  Hour  V.A.3-120a 

Table  V.5-2  Cluster  5  -  Project  5-2  Intersection  Level  of  Service  (LOS)  and 

Average  Delay  -  Existing  Conditions  Weekday  PM  Peak  Hour  V.A.3-122 

Table  V.5-3  Cluster  5  -  Project  5-3  Intersection  Level  of  Service  (LOS)  and 

Average  Delay  -  Existing  Conditions  Weekday  PM  Peak  Hour  V.A.3-124 

Table  V.5-4  Cluster  5  -  Project  5-4  Intersection  Level  of  Service  (LOS)  and 

Average  Delay  -  Existing  Conditions  Weekday  AM  Peak  Hour  V.A.3-126 

Table  V.5-5  Cluster  5  -  Project  5-4  Intersection  Level  of  Service  (LOS)  and 

Average  Delay  -  Existing  Conditions  Weekday  PM  Peak  Hour  V.A.3-127 

Table  V.5-6  Cluster  5  -  Project  5-5  Intersection  Level  of  Service  (LOS)  and 

Average  Delay  -  Existing  Conditions  Weekday  PM  Peak  Hour  V.A.3-129 

Table  V.5-7  Cluster  5  -  Project  5-6  Intersection  Level  of  Service  (LOS)  and 

Average  Delay  -  Existing  Conditions  Weekday  AM  Peak  Hour  V.A.3-130 

Table  V.5-8  Cluster  5  -  Project  5-6  Intersection  Level  of  Service  (LOS)  and 

Average  Delay  -  Existing  Conditions  Weekday  PM  Peak  Hour  V.  A. 3-131 

Table  V.5-9  Cluster  5  -  Project  5-9  Intersection  Level  of  Service  (LOS)  and 

Average  Delay  -  Existing  Conditions  Weekday  AM  Peak  Hour  V.A.3-137 

Table  V.5-10         Cluster  5  -  Project  5-9  Intersection  Level  of  Service  (LOS)  and 

Average  Delay  -  Existing  Conditions  Weekday  PM  Peak  Hour  V.A.3-138 

Table  V.5-1 1        Cluster  5  -  Project  5-12  Intersection  Level  of  Service  (LOS)  and 

Average  Delay  -  Existing  Conditions  Weekday  PM  Peak  Hour  V.  A. 3-141 

Table  V.5-12         Cluster  5  -  Project  5-1  Intersection  Level  of  Service  (LOS)  and 

Average  Delay  -  Existing  and  Existing  plus  Project  Conditions  - 

Weekday  PM  Peak  Hour  V.A.3-418a 

Table  V.5-13        Cluster  5  -  Project  5-1  Intersection  Level  of  Service  (LOS) 

and  Average  Delay  -  2025  Cumulative  and  2025  Cumulative 

plus  Project  Conditions  -  Weekday  PM  Peak  Hour  V.A.3-419 

Table  V.5-14        Cluster  5  -  Project  5-2  Intersection  Level  of  Service  (LOS)  and 

Average  Delay  -  Existing  and  Existing  plus  Project  Conditions  - 

Weekday  PM  Peak  Hour  V.A.3-424 

Table  V.5-15        Cluster  5  -  Project  5-2  Intersection  Level  of  Service  (LOS)  and 

Average  Delay  -  2025  Cumulative  and  2025  Cumulative  plus  Project 

Conditions  -  Weekday  PM  Peak  Hour  V.A.3-425 
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Table  V.5-16        Cluster  5  -  Project  5-3  Intersection  Level  of  Service  (LOS)  and 

Average  Delay  -  Existing  and  Existing  plus  Project  Conditions  - 

Weekday  PM  Peak  Hour  V. A.3-431 

Table  V.5-17         Cluster  5  -  Project  5-3  Intersection  Level  of  Service  (LOS)  and 

Average  Delay  -  2025  Cumulative  and  2025  Cumulative  plus  Project 
Conditions  -  Weekday  PM  Peak  Hour  V.A.3-432 

Table  V.5-18         Cluster  5  -  Project  5-4  Intersection  Level  of  Service  (LOS)  and 

Average  Delay  -  Existing  and  Existing  plus  Project  Conditions  - 

Weekday  AM  Peak  Hour  V. A.3-436a 

Table  V.5-19         Cluster  5  -  Project  5-4  Intersection  Level  of  Service  (LOS)  and 

Average  Delay  -  2025  Cumulative  and  2025  Cumulative  plus  Project 
Conditions  -  Weekday  AM  Peak  Hour  V.A.3-436a 

Table  V.5-20         Cluster  5  -  Project  5-4  Intersection  Level  of  Service  (LOS)  and 

Average  Delay  -  Existing  and  Existing  plus  Project  Conditions  - 

Weekday  PM  Peak  Hour  V.  A.3-438 

Table  V.5-21         Cluster  5  -  Project  5-4  Intersection  Level  of  Service  (LOS)  and 

Average  Delay  -  2025  Cumulative  and  2025  Cumulative  plus  Project 
Conditions  -  Weekday  PM  Peak  Hour  V.  A.3-438 

Table  V.5-22         Cluster  5  -  Project  5-5  Intersection  Level  of  Service  (LOS)  and 
Average  Delay  -  Existing  and  Existing  plus  Project  Conditions  - 
Weekday  PM  Peak  Hour  V.A.3-451 

Table  V.5-23        Cluster  5  -  Project  5-5  Intersection  Level  of  Service  (LOS)  and 

Average  Delay  -  2025  Cumulative  and  2025  Cumulative  plus  Project 
Conditions  -  Weekday  PM  Peak  Hour  V.A.3-453 

Table  V.5-24         Cluster  5  -  Project  5-6  Intersection  Level  of  Service  (LOS)  and 

Average  Delay  -  Existing  and  Existing  plus  Project  Conditions  - 

Weekday  AM  Peak  Hour  V.A.3-458 

Table  V.5-25        Cluster  5  -  Project  5-6  Intersection  Level  of  Service  (LOS)  and 

Average  Delay  -  2025  Cumulative  and  2025  Cumulative  plus  Project 
Conditions  -  Weekday  AM  Peak  Hour  V.A.3-459 

Table  V.5-26        Cluster  5  -  Project  5-6  Intersection  Level  of  Service  (LOS)  and 

Average  Delay  -  Existing  and  Existing  plus  Project  Conditions  - 

Weekday  PM  Peak  Hour  V.A.3-4()0 

Table  V.5-27        Cluster  5  -  Project  5-6  Intersection  Level  of  Service  (LOS)  and 

Average  Delay  -  2025  Cumulative  and  2025  Cumulative  plu^  Pn^joct 
Conditions  -  Weekday  PM  Peak  Hour  V.  A. 3-461 
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Table  V.5-28         Cluster  5  -  Project  5-9  Intersection  Level  of  Service  (LOS)  and 

Average  Delay  -  Existing  and  Existing  plus  Project  Conditions  - 

Weekday  AM  Peak  Hour  V.A.3-486 

Table  V.5-29         Cluster  5  -  Project  5-9  Intersection  Level  of  Service  (LOS)  and 

Average  Delay  -  2025  Cumulative  and  2025  Cumulative  plus  Project 
Conditions  -  Weekday  AM  Peak  Hour  V.A.3-487 

Table  V.5-30         Cluster  5  -  Project  5-9  Intersection  Level  of  Service  (LOS)  and 

Average  Delay  -  Existing  and  Existing  plus  Project  Conditions  - 

Weekday  PM  Peak  Hour  V.  A.3-488 

Table  V.5-31         Cluster  5  -  Project  5-9  Intersection  Level  of  Service  (LOS)  and 

Average  Delay  -  2025  Cumulative  and  2025  Cumulative  plus  Project 
Conditions  -  Weekday  PM  Peak  Hour  V.  A.3-488 

Table  V.5-32         Cluster  5  -  Project  5-10  Intersection  Level  of  Service  (LOS)  and 
Average  Delay  -  Existing  and  Existing  plus  Project  Conditions  - 
Weekday  AM  Peak  Hour  V.  A.3-505a 

Table  V.5-33         Cluster  5  -  Project  5-10  Intersection  Level  of  Service  (LOS)  and 
Average  Delay  -  Existing  and  Existing  plus  Project  Conditions  - 
Weekday  PM  Peak  Hour  V.  A.3-506 

Table  V.5-34         Cluster  5  -  Project  5-10  Intersection  Level  of  Service  (LOS)  and 

Average  Delay  -  2025  Cumulative  and  2025  Cumulative  plus  Project 
Conditions  -  Weekday  AM  Peak  Hour  V.A.3-515 

Table  V.5-35        Cluster  5  -  Project  5-10  Intersection  Level  of  Service  (LOS)  and 

Average  Delay  -  2025  Cumulative  and  2025  Cumulative  plus  Project 
Conditions  -  Weekday  PM  Peak  Hour  V.A.3-518 

Table  V.5-36         Cluster  5  -  Project  5-12  Intersection  Level  of  Service  (LOS)  and 
Average  Delay  -  Existing  and  Existing  plus  Project  Conditions  - 
Weekday  PM  Peak  Hour  V.A.3-519 

Table  V.5-37        Cluster  5  -  Project  5-12  Intersection  Level  of  Service  (LOS)  and 

Average  Delay  -  2025  Cumulative  and  2025  Cumulative  plus  Project 
Conditions  -  Weekday  PM  Peak  Hour  V.A.3-522 

Table  V.5-38        Cluster  5  -  Project  5-4  Intersection  Level  of  Service  (LOS)  and 
Average  Delay  Comparison  2025  Cumulative  plus 
Project  Conditions  with  Mitigation  Measures  - 

Weekday  PM  Peak  Hour  V.A.3-523 

Table  V.5-39        Cluster  5  -  Project  5-6  Intersection  Level  of  Service  (LOS) 
and  Average  Delay  Comparison  2025  Cumulative  plus 
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Project  Conditions  with  Mitigation  Measures  - 

Weekday  AM  Peak  Hour  V.A.3-526 

Table  V.5-40         Cluster  5  -  Project  5-6  Intersection  Level  of  Service  (LOS) 
and  Average  Delay  Comparison  2025  Cumulative  plus 
Project  Conditions  with  Mitigation  Measures  - 

Weekday  AM  Peak  Hour  V.A.3-526 

Table  V.5-41         Cluster  5  -  Project  5-6  Intersection  Level  of  Service  (LOS)  and 

Average  Delay  Comparison  Existing  plus  Project  Conditions  with 

Mitigation  Measures  -  Weekday  PM  Peak  Hour  V.  A. 3-529 

Table  V.5-42         Cluster  5  -  Project  5-6  Intersection  Level  of  Service  (LOS) 

and  Average  Delay  Comparison  2025  Cumulative  plus 

Project  Conditions  with  Mitigation  Measures  - 

Weekday  PM  Peak  Hour  V.A.3-529 

Table  V.5-43         Cluster  5  -  Project  5-6  Intersection  Level  of  Service  (LOS)  and 

Average  Delay  Comparison  Existing  plus  Project  Conditions 

with  Mitigation  Measures  -  Weekday  PM  Peak  Hour  V.  A. 3-530 

Table  V.5-44         Cluster  5  -  Project  5-6  Intersection  Level  of  Service  (LOS)  and 

Average  Delay  Comparison  2025  Cumulative  plus 

Project  Conditions  with  Mitigation  Measures  - 

Weekday  PM  Peak  Hour  V.A.3-534 

Table  V.5-45         Cluster  5  -  Project  5-6  Intersection  Level  of  Service  (LOS)  and 
Average  Delay  Comparison  2025  Cumulative  plus 
Project  Conditions  with  Mitigation  Measures  - 

Weekday  PM  Peak  Hour  V.A.3-534 

Cluster  6 

Table  V.6-1  Cluster  6-  Project  6-2  Intersection  Level  of  Service  (LOS)  and 

Average  Delay  -  Existing  Conditions  Weekday  PM  Peak  Hour  V.A.3-151 

Table  V.6-2  Cluster  6-  Project  6-3  Intersection  Level  of  Service  (LOS)  and 

Average  Delay  -  Existing  Conditions  Weekday  PM  Peak  Hour  V.A.3-153 

Table  V.6-3  Cluster  6  -  Project  6-5  Intersection  Level  of  Service  (LOS)  and 

Average  Delay  -  Existing  Conditions  Weekday  AM  Peak  Hour  V.A.3-156 

Table  V.6-4  Cluster  6  -  Project  6-5  Intersection  Level  of  Service  (LOS)  and 

Average  Delay  -  Existing  Conditions  Weekday  PM  Peak  Hour  V.A.3-156 

Table  V.6-5  Cluster  6  -  Project  6-6  Intersection  Level  of  Service  (LOS)  and 

Average  Delay  -  Existing  Conditions  Weekday  PM  Peak  Hour  V.A.3-158 
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Table  V.6-6  (Revised)  Cluster  6  -  Comparison  of  Level  of  Service  (LOS)  and 

Average  Delay  for  Burnett  Avenue/Clipper  Street/Portola  Drive 
Existing  and  Existing  plus  Project  Conditions  - 

Weekday  PM  Peak  Hour  V.A.3-541 

Table  V.6-7          (Revised)  Cluster  6  -  Comparison  of  Level  of  Service  (LOS)  and 
Average  Delay  for  Burnett  Avenue/Clipper  Street/Portola  Drive 
2025  Cumulative  and  2025  Cumulative  plus  Project  Conditions  - 
Weekday  PM  Peak  Hour  V.A.3-541 

Table  V.6-8  Cluster  6  -  Project  6-3  Intersection  Level  of  Service  (LOS)  and 

Average  Delay  -  Existing  and  Existing  plus  Project  Conditions  - 

Weekday  PM  Peak  Hour  V.A.3-549 

Table  V.6-9  Cluster  6  -  Project  6-3  Intersection  Level  of  Service  (LOS)  and 

Average  Delay  -  2025  Cumulative  and  2025  Cumulative  plus  Project 
Conditions  -  Weekday  PM  Peak  Hour  V.A.3-549 

Table  V.6-10         Cluster  6  -  Projects  6-5  and  6-6  Comparison  of 

Level  of  Service  (LOS)  and  Average  Delay  for  Woodside 

Avenue/O'Shaughnessy  Boulevard/Portola  Drive  Existing 

and  Existing  plus  Project  Conditions  -  Weekday  AM  Peak  Hour  V.A.3-556 

Table  V.6-11         Cluster  6  -  Comparison  of  Level  of  Service  (LOS)  and 
Average  Delay  for  Woodside  Avenue/O'Shaughnessy 
Boulevard/Portola  Drive  Existing  and  Existing  plus 

Project  Conditions  -  Weekday  PM  Peak  Hour  V.A.3-557 

Table  V.6-12         Cluster  6  -  Comparison  of  Level  of  Service  (LOS)  and 

Average  Delay  for  Woodside  Avenue/O'Shaughnessy  Boulevard/ 

Portola  Drive  2025  Cumulative  and  2025  Cumulative  plus 

Project  Conditions  -  Weekday  AM  Peak  Hour  V.A.3-558 

Table  V.6-13         Cluster  6  -  Comparison  of  Level  of  Service  (LOS)  and 

Average  Delay  for  Woodside  Avenue/O'Shaughnessy  Boulevard/ 

Portola  Drive  2025  Cumulative  and  2025  Cumulative  plus 

Project  Conditions  -  Weekday  PM  Peak  Hour  V. A.3-559 

Table  V.6-14        Cluster  6  -  Comparison  of  Level  of  Service  (LOS)  and 

Average  Delay  for  Burnett  Avenue/Clipper  Street/Portola  Drive 
Existing  and  Existing  plus  Project  Conditions  - 

Weekday  PM  Peak  Hour  V.A.3-563 

Table  V.6-15        Cluster  6  -  Comparison  of  Level  of  Service  (LOS)  and 

Average  Delay  for  Burnett  Avenue/Clipper  Street/Portola  Drive 
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2025  Cumulative  and  2025  Cumulative  plus  Project  Conditions  - 

Weekday  PM  Peak  Hour  V.A.3-564 

Table  V.6-16         Cluster  6  -  Comparison  of  Level  of  Service  (LOS)  and 

Average  Delay  for  Woodside  Avenue/O'Shaughnessy  Boulevard/ 

Portola  Drive  Existing  and  Existing  plus  Project  Conditions  - 

Weekday  AM  Peak  Hour  V.A.3-573 

Table  V.6-17        Cluster  6  -  Comparison  of  Level  of  Service  (LOS)  and 

Average  Delay  for  Woodside  Avenue/O'Shaughnessy  Boulevard/ 

Portola  Drive  Existing  and  Existing  plus  Project  Conditions  - 

Weekday  PM  Peak  Hour  V.A.3-574 

Table  V.6-18         Cluster  6  -  Comparison  of  Level  of  Service  (LOS)  and 

Average  Delay  for  Woodside  Avenue/O'Shaughnessy  Boulevard/ 

Portola  Drive  2025  Cumulative  and  2025  Cumulative  plus 

Project  Conditions  -  Weekday  AM  Peak  Hour  V.A.3-575 

Table  V.6-19         Cluster  6  -  Comparison  of  Level  of  Service  (LOS)  and 

Average  Delay  for  Woodside  Avenue/O'Shaughnessy  Boulevard/ 

Portola  Drive  2025  Cumulative  and  2025  Cumulative  plus 

Project  Conditions  -  Weekday  PM  Peak  Hour  V.A.3-576 

Table  V.6-20         Cluster  6  -  Project  6-6  Intersection  Level  of  Service  (LOS)  and 

Average  Delay  -  Existing  and  Existing  plus  Project  Conditions  - 

Weekday  PM  Peak  Hour  V.A.3-579 

Table  V.6-21  Cluster  6  -  Project  6-6  Intersection  Level  of  Service  (LOS)  and 
Average  Delay  -  2025  Cumulative  and  2025  Cumulative  plus 
Project  Conditions  -  Weekday  PM  Peak  Hour  V.A.3-579 

Cluster  7 

Table  V.7-1  Cluster  7-  Project  7-1  Intersection  Level  of  Service  (LOS)  and 

Average  Delay  -  Existing  Conditions  Weekday  PM  Peak  Hour  V.A.3-168 

Table  V.7-2  Cluster  7-  Project  7-2  Intersection  Level  of  Service  (LOS)  and 

Average  Delay  -  Existing  Conditions  Weekday  PM  Peak  Hour  V.A.3-170 

Table  V.7-3  Cluster  7-  Project  7-3  Intersection  Level  of  Service  (LOS)  and 

Average  Delay  -  Existing  Conditions  Weekday  PM  Peak  Hour  V.A.3-172 

Table  V.7-4  Cluster  7  -  Project  7-1  Intersection  Level  of  Service  and 

Average  Delay  -  Existing  and  Existing  Plus  Project  Conditions  - 

Weekday  PM  Peak  Hour  V.A.3-598 
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Table  V.7-5  Cluster  7  -  Project  7-1  Intersection  Level  of  Service  (LOS)  and 

Average  Delay  -  2025  Cumulative  and  Cumulative  plus 

Project  Conditions  -  Weekday  PM  Peak  Hour  V.A.3-599 

Table  V.7-6  Cluster  7  -  Project  7-2  Intersection  Level  of  Service  and 

Average  Delay  -  Existing  and  Existing  plus  Project  Conditions  - 

Weekday  PM  Peak  Hour  V.A.3-601 

Table  V.7-7  Cluster  1  -  Project  7-2  Intersection  Level  of  Service  (LOS)  and 

Average  Delay  -  2025  Cumulative  and  Cumulative  plus 

Project  Conditions  -  Weekday  PM  Peak  Hour  V.A.3-602 

Table  V.7-8  Cluster  7  -  Project  7-3  Intersection  Level  of  Service  and 

Average  Delay  -  Existing  and  Existing  Plus  Project  Conditions  - 

Weekday  PM  Peak  Hour  V.  A.3-605a 

Table  V.7-9  Cluster  1  -  Project  7-3  Intersection  Level  of  Service  (LOS)  and 

Average  Delay  -  2025  Cumulative  and  Cumulative  plus 
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TABLES  FROM  COMMENTS  AND  RESPONSES^ 
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PROJECT  AND  CUMULATIVE  IMPACTS 


CLUSTER  1:  FINANCIAL  DISTRICT/NORTH  BEACH  AREA 


This  section  provides  a  description  of  the  Existing  plus  Project,  2025  Cumulative,  and  2025 
Cumulative  plus  Project  transportation  conditions  within  Cluster  1.  Only  one  option  is  being 
proposed  for  each  of  the  near-term  improvements  within  Cluster  1. 

A  preferred  project  design  has  not  been  developed  for  Project  1-1.  The  preferred  project  design 
for  Project  1-2  is  described  and  analyzed  below  with  no  text  changes.  Project  1-3  is  the  modified 
project  as  described  and  analyzed  in  this  section. 

Figures  showing  the  turning  movement  traffic  volumes  and  lane  configurations  at  those  study 
intersections  for  Existing  conditions  may  be  found  within  the  transportation  impact  analysis 
discussion  for  Cluster  1  within  the  Transportation  Impact  Study.  Level  of  service  calculation 
sheets  for  those  study  intersections  and  transit  delay  calculation  sheets  for  the  affected  transit 
routes  may  be  found  in  the  appendices  of  the  Transportation  Impact  Study.^ 

|>ROJECT  1-1:  BROADWAY  BICYCLE  LANES,  POLK  STREET  TO  WEBSTER  STREET  ^ 

Project  1-1  would  add  Class  II  bicycle  lanes  in  both  directions  and  a  two-way  center  left-turn 
lane  along  Broadway  between  Van  Ness  Avenue  and  Webster  Street.  Project  1-1  would  also 
remove  one  travel  lane  each  way  between  Webster  Street  and  Van  Ness  Avenue,  add  a  two-way 
center  left-turn  lane  from  Franklin  Street  to  approximately  280  feet  eastward,  and  remove 
approximately  26  on-street  parking  spaces  on  the  south  side  of  Broadway  between  Franklin  and 
Polk  Streets.  The  proposal  would  change  the  existing  westbound  low-away  lane  (4:00  p.m.  to 
6:00  p.m.)  between  Larkin  and  Van  Ness  Avenue  to  a  tow-away  Must  Turn  Right  lane  during 
the  same  period. 

TRAFFIC:  INTERSECTION  LEVEL  OF  SERVICE  (LOS) 

Intersection  LOS  calculations  were  performed  for  the  PM  peak  hour  period.  Only  one  study 
intersection  is  included  in  Project  1-1  for  the  PM  peak  period. 


Unless  otherwise  indicated,  all  intersection  analysis  is  for  PM  Peak  I  lour  conditions. 
Wilbur  Smith  Associates.  2008.  Snii  Irnm  i^co  Pic\/clc  VUui  Ujuiatc  I  rnnsj'ortntioti  Inifuut  >tutti/.    I  Ins 
document  is  available  for  review  by  appointment  at  the  San  I  rancisco  Planning  l">e|Mrlnu'nt,  1650 
Mission  Street,  Suite  400,  San  Francisco,  CA  94103  as  part  of  Case  File  No  2007.0347F.. 
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Intersection  53:  Van  Ness  Avenue/Broadway 
Existing  and  Existing  plus  Project  Conditions 

Under  Existing  conditions,  this  intersection  operates  at  LOS  D  with  42.8  seconds  of  delay.  Due 
to  the  narrowing  of  three  travel  lanes  from  11  to  10  feet  and  the  change  in  lane  configuration,  for 
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the  westbound  approach  from  two  through  lanes  and  a  shared  through-right  turn  lane  to  two 
through  lanes  and  an  exclusive  right-turn  lane  the  westbound  delay  would  increase,  which  in 
turn  would  increase  the  average  intersection  delay  by  0.5  seconds,  compared  to  Existing 
conditions.  Nonetheless,  the  intersection  would  operate  satisfactorily  at  LOS  D,  with  43.3 
seconds  of  average  delay  under  Existing  plus  Project  conditions.  Therefore,  the  Project  1-1 
would  not  cause  a  significant  traffic  impact  to  the  Van  Ness  Avenue/Broadway  intersection. 
Table  V.1-3,  p.  V.A.3-193,  summarizes  these  results. 

TABLE  V.1-3 
CLUSTER  1  -  PROJECT  1-1 
INTERSECTION  LEVEL  OF  SERVICE  (LOS)  AND  AVERAGE  DELAY  -  EXISTING  AND  EXISTING 
PLUS  PROJECT  CONDITIONS  WEEKDAY  PM  PEAK  HOUR 

Existing  Existing  plus  Project 

Intersection  Average  Delay^       LOS     Average  Delay^  LOS 

53.      Van  Ness  Avenue/Broadway  42.8  D  43.3  D 

Source:     Wilbur  Smith  Associates,  October  2008 
Notes: 

 a.     Delay  in  seconds  per  vehicle.  

2025  Cumulative  and  2025  Cumulative  plus  Project  Conditions 

The  Van  Ness  Avenue/Broadway  intersection  would  operate  satisfactorily  at  LOS  D,  with  43.9 
seconds  of  delay  under  2025  Cumulative  conditions.  Due  to  the  narrowing  of  three  lanes 
from  11  to  10  feet  and  the  change  in  lane  configuration  for  the  westbound  approach,  the 
westbound  delay  would  increase,  in  turn  increasing  the  average  intersection  delay  by  0.5 
seconds  to  46.4  seconds  per  vehicle  under  2025  Cumulative  plus  Project  conditions.  Therefore 
Project  1-1  would  not  cause  a  significant  impact  to  the  Van  Ness  Avenue/Broadway  intersection 
under  2025  Cumulative  plus  Project  conditions.  Table  V.1-4,  p.  V.A.3-194,  summarizes  Ihesi' 
results. 

TRANSIT 

Muni  bus  line  30X  travels  eastbound  (inbound)  one  block  between  Van  Ness  A\enue  and  l\>ik 
Street,  during  the  AM  peak  period,  with  approximately  12  buses  per  hour,  and  Ir.nels 
westbound  (outbound)  during  the  PM  peak  period,  with  approximati-K  eight  busi's  pi*r  hour 
There  are  no  bus  stops  on  this  segment  of  Broadway. 
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TABLE  V.1-4 
CLUSTER  1  -  PROJECT  1-1 
INTERSECTION  LEVEL  OF  SERVICE  (LOS)  AND  AVERAGE  DELAY  -  2025  CUMULATIVE  AND 

CUMULATIVE  PLUS  PROJECT  CONDITIONS  -  WEEKDAY  PM  PEAK  HOUR  

 2025  Cumulative   2025  Cumulative  plus  Project 

Intersection  Average  Delay^         LOS         Average  Delay^  LOS 

53.       Van  Ness  Avenue/Broadway  45.9  D  46.4  D 

Source:     Wilbur  Smith  Associates,  October  2008. 

Nolef: 

a.     Delay  in  seconds  per  vehicle.  

Existing  and  Existing  plus  Project  Conditions 

Under  Existing  plus  Project  conditions,  the  change  of  striping  of  westbound  travel  lanes 
between  Van  Ness  Avenue  and  Polk  Street  would  increase  Muni  bus  delay  in  the  PM  peak  hour 
by  approximately  two  seconds  per  vehicle  westbound  with  no  additional  delay  in  the 
eastbound  direction.  The  headway  for  Muni  bus  line  SOX  in  the  PM  peak  period  is  eight 
minutes;  the  total  added  delay  of  two  seconds  resulting  from  Project  1-1  would  be  less  than  the 
transit  delay  threshold  of  six  minutes.  Therefore,  there  would  be  no  significant  impacts  on 
transit  capacity,  operation,  or  travel  time,  or  on  the  interactions  between  buses  and  bicyclists 
under  Existing  plus  Project  conditions  for  Project  1-1. 

2025  Cumulative  and  2025  Cumulative  plus  Project  Conditions 

Under  2025  Cumulative  plus  Project  conditions,  transit  delay  would  be  increased  in  the  PM 
peak  hour  by  approximately  one  second  per  vehicle  westbound  with  no  change  in  the 
eastbound  direction.  The  headway  for  Muni  bus  line  30X  in  the  PM  peak  period  is  eight 
minutes;  the  total  added  delay  of  one  second  resulting  from  Project  1-1  would  be  less  than  the 
transit  delay  threshold  of  six  minutes.  Therefore,  there  would  be  no  significant  impacts  on 
transit  capacity,  operation,  or  travel  time,  as  well  as  on  the  interactions  between  buses  and 
bicyclists  with  Project  1-1  under  2025  Cumulative  plus  Project  conditions  for  Project  1-1. 

PARKING 

There  are  approximately  190  existing  on-street  parking  spaces  on  both  sides  of  Broadway 
between  Polk  and  Webster  Streets.  Project  1-1  would  remove  approximately  21  on-street 
parking  spaces  on  the  south  side  of  Broadway  between  Franklin  and  Polk  Streets.  Eight  of  those 
parking  spaces  would  be  removed  between  Franklin  Street  and  Van  Ness  Avenue,  and  13 
would  b^  removed  between  Van  Ness  Avenue  and  Polk  Street.  Since  existing  parking 
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occupancy  along  Broadway  is  generally  high,  the  loss  of  21  spaces  in  these  two  blocks  would 
increase  the  occupancy  rate  in  the  area. 

In  San  Francisco,  parking  supply  is  not  considered  a  permanent  physical  condition,  and  changes 
in  the  parking  supply  would  not  be  a  significant  environmental  impact  as  under  the  CEQA  but 
rather  a  social  effect.  The  loss  of  parking  may  cause  potential,  indirect  physical  effects,  which 
would  include  cars  circling  and  looking  for  a  parking  space  on  neighboring  streets.  The 
secondary  effects  of  drivers  searching  for  parking  is  typically  offset  by  a  reduction  in  vehicle 
trips  due  to  others  who  are  aware  of  constrained  parking  conditions  in  a  given  area.  Hence,  any 
secondary  environmental  impacts  that  may  result  from  a  shortfall  in  parking  in  the  vicinity  of 
Project  1-1  would  be  minor.  The  changes  in  on-street  parking  also  would  not  cause  any 
secondary  physical  impacts,  such  as  traffic  congestion,  air  quality  impacts,  or  noise  impacts 
caused  by  congestion.  Therefore,  there  would  be  no  significant  parking  impacts  with 
implementation  of  Project  1-1. 

PEDESTRIAN 

Pedestrian  volumes  are  generally  low  during  the  day  except  at  the  school  locations  during 
school  arrival  and  dismissal.  There  would  be  no  changes  in  sidewalk  width  or  crosswalk  layout, 
and  the  interactions  between  pedestrians  and  bicyclists  would  not  change  as  a  result  of 
Project  1-1.  Therefore,  there  would  be  no  pedestrian  impacts  caused  by  Project  1-1. 

BICYCLE 

The  proposed  Class  II  bicycle  lane  would  provide  a  clear  right-of-way  for  bicyclists,  but  would 
be  affected  by  substantial  passenger  unloading  and  loading  during  the  school  arrival  and 
dismissal  periods. 

As  a  result  of  the  removal  of  eight  on-street  parking  spaces  on  the  .south  side  of  Broadway 
between  Franklin  Street  and  Van  Ness  Avenue  in  front  of  Saint  Brigid  School,  Ihi"  sUulont  pick- 
up and  drop-off  activities  would  occur  in  the  proposed  bicycle  lane  and  coiiUl  r.iisi<  .)  potential 
safety  concern  for  bicyclists  caused  by  the  change  in  the  bicycling  en\'irt>niniMit,  when 
eastbound  bicyclist  would  be  forced  to  merge  with  motor  vehicles  in  the  eastboiinil  tr.uel  l.uu*. 
Currently,  bicyclists  ride  with  general  traffic;  but  with  Project  I-l,  eastbound  bicycli.sts  passing 
by  Saint  Brigid  School  during  pick-up/drop-off  hours  would  likelv  be  lorciul  li>  merge  with 
general  traffic  to  avoid  cars  stopped  in  the  bicvcU^  l.ine.  Since  this  wmilil  ndl  he  substantially 
different  from  existing  conditions,  [here  would  bt'  no  signilic.mt  bic\  Ji'  imi|\u  Is  due  lo  Project 
1-1  at  this  location. 
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School  children  pick-up  activities  and  vehicle  queuing  occurring  on  the  north  side  of  Broadway 
between  Laguna  and  Webster  Streets  near  the  Hamlin  and  Convent  of  the  Sacred  Heart  schools 
would  also  take  place  in  the  proposed  bicycle  lane  due  to  the  removal  of  one  of  the  two 
westbound  travel  lanes.  Westbound  bicyclists  would  be  required  to  pass  to  the  left  of  vehicles 
waiting  in  front  of  Hamlin  School  and  merge  with  the  general  traffic.  Furthermore  under  these 
conditions,  there  would  also  be  potential  for  bicycle/motor  vehicle  conflicts  at  the  Webster 
Street  intersection  where  Convent  School  vehicles  would  pull  over  to  the  passenger  zone  lane  at 
the  curb,  cutting  across  the  bicycle  lane.  However,  because  this  would  not  be  substantially 
different  from  existing  conditions  and  westbound  bicycle  volumes  during  the  peak  school 
arrival  and  dismissal  periods  are  low,  there  would  be  no  significant  bicycle  impacts  due  to 
Project  1-1  at  this  location. 

LOADING 

The  segment  of  Broadway  west  of  Van  Ness  Avenue  is  mostly  residential  but  also  includes  two 
schools.  Between  Van  Ness  Avenue  and  Polk  Street,  there  are  some  commercial  uses  that  rely 
on  on-street  parking  spaces  for  loading.  After  the  removal  of  on-street  parking  on  the  south  side 
of  Broadway  between  Polk  and  Franklin  Streets,  delivery  vehicles  would  be  forced  to  look  for 
alternative  spaces  on  Polk  Street  or  Van  Ness  Avenue  or,  alternatively,  to  stop  and  load/unload 
in  the  bicycle  lane. 

The  San  Francisco  Transportation  Code  Section  38N  allows  vehicles  to  temporarily  block  a  bicycle 
lane  during  weekday  midday,  but  not  during  the  AM  (7:00  a.m.  to  9:00  a.m.)  and  PM  (4:00  p.m. 
to  6:00  p.m.)  peak  periods.  Thus,  any  delivery  to  be  made  during  the  AM  and  PM  peak  periods 
must  seek  a  space  one  block  away  or  along  the  perpendicular  streets.  Parked  trucks  using  the 
bicycle  lane  for  delivery  during  weekday  midday  would  temporarily  block  the  proposed  bicycle 
lane  and  partially  encroach  onto  the  eastbound  travel  lane.  Because  truck  loading  demand  in 
general  is  low  in  these  two  blocks  and  no  double  parking  has  been  observed,^  no  significant 
commercial  freight  loading  impacts  would  be  expected  from  Project  1-1  at  this  location. 

The  removal  of  on-street  parking  between  Franklin  Street  and  Van  Ness  Avenue  would  affect 
school  passenger  loading  in  front  of  Saint  Brigid  School  during  school  arrival  and  dismissal 
times.  Double  parking  would  likely  occur  for  passenger  loading,  causing  temporary  traffic 
congeshon.  Similarly,  the  removal  of  one  westbound  travel  lane  on  the  north  side  of  Broadway 
between  Buchanan  and  Webster  streets  would  affect  passenger  loading  in  front  of  the  Hamlin 
School  during  school  arrival  and  dismissal  times.  This  would  also  likely  lead  to  double  parking 

^     Field  surveys  were  conducted  by  CHS  Consulting  on  Tuesday,  August  21,  2007  during  the  midday. 
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and  associated  temporary  congestion  including  potential  traffic  impacts  affecting  vehicles 
attempting  to  reach  the  Covenant  of  the  Sacred  Heart  School  one  block  to  the  west  on  the  north 
Side  of  Broadway  between  Webster  and  Fillmore.  Therefore,  Project  1-1  would  result  in 
significant  impacts  to  passenger  loading  under  Existing  plus  Project  and  2025  Cumulative  plus 
Project  conditions  (Significant  Impact  TR-Pl-la,  TR-Pl-lb,  TR-Pl-lc,  and  TR-Pl-ld). 

Significant  Impact  TR-Pl-la: 

As  a  result  of  the  parking  lane  removal  on  the  south  side  of  Broadway  between  Franklin  Street 
and  Van  Ness  Avenue,  school  children  loading  activities  in  front  of  Saint  Brigid  School  could 
continue  to  occur  in  the  afternoon  (before  4  p.m.),  but  passenger  loading  activities  would  have 
to  be  prohibited  during  the  weekday  AM  peak  period  (7:00  a.m.  to  9:00  a.m.)  because  of  City  of 
San  Francisco  Transportation  Code  Section  38N  which  prohibits  blocking  of  a  bicycle  lane 
during  peak  periods.  This  prohibition  would  represent  a  significant  impact  on  passenger 
loading  on  the  south  side  of  Broadway  between  Franklin  Street  and  Van  Ness  Avenue  for  the 
students  of  Saint  Brigid  School  under  Existing  plus  Project  conditions  for  the  AM  peak.  Parking 
removal  would  not  include  changes  to  passenger  loading  during  non-peak  periods  on 
weekdays  or  at  any  time  on  weekends. 

Significant  Impact  TR-Pl-lb: 

Similar  to  that  described  above  for  Significant  Impact  TR-Pl-la,  above.  Project  1-1  would  result 
in  a  significant  impact  to  passenger  loading  on  the  south  side  of  Broadway  between  Franklin 
Street  and  Van  Ness  Avenue  for  students  of  Saint  Brigid  School  under  2025  Cumulative  plus 
Project  conditions. 

Significant  Impact  TR-Pl-lc: 

As  a  result  of  the  elimination  of  one  westbound  travel  lane  on  the  north  side  of  Broadway 
between  Buchanan  and  Webster  Streets,  school  children  loading  activities  in  front  oi  Hamlin 
School  would  also  be  prohibited  during  the  weekday  AM  peak  period.  Tliis  prohibilit>n  would 
represent  a  significant  impact  on  passenger  loading  for  the  students  of  Hamlin  SchiH>l  under 
Existing  plus  Project  conditions. 

Significant  Impact  TR-Pl-ld: 

Similar  to  that  described  above  for  Significant  Impact  1  K -Pl-k,  above,  l'ri>|ecl  l-l  would  result 
in  a  significant  impact  to  passenger  loading  on  the  north  side  ol  Bri>adway  between  Buchanan 
and  Webster  Streets  for  the  students  of  Hamlin  School  under  2025  Cuinul.iti\-e  plus  Project 
conditions. 
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P R OJ E Cf  1  -2:' 1 R O ADWAY TUNNE L  S IGNAG eWW5^ 

Project  1-2  would  add  a  blank-out  advance  v^aming  sign  in  for  eastbound  traffic  at  Hyde  Street 
that  vv'ould  be  activated  by  a  push-button  and  loop  detector  located  at  Larkin  Street.  Project  1-2 
would  also  add  a  non-electronic  warning  sign  advising  westbound  bicyclists  use  Broadway 
Street  instead  of  the  Broadway  Tunnel,  mid-block  between  Mason  and  Powell  Streets.  Sharrows 
would  be  painted  in  the  tunnel  in  the  eastbound  direction  and  along  the  Broadway  frontage 
road  in  the  westbound  direction. 

TRAFFIC:  INTERSECTION  LEVEL  OF  SERVICE  (LOS) 

Please  see  discussion  under  Setting:  Study  Intersection  on  p.  V.A.3-3  of  this  EIR. 
TRANSIT 

Muni  bus  line  30X  travels  eastbound  (inbound)  on  Broadway  during  the  AM  peak  period,  with 
approximately  12  buses  per  hour,  and  travels  westbound  (outbound)  during  the  PM  peak 
period,  with  approximately  eight  buses  per  hour.  There  are  no  Muni  bus  stops  in  this  segment 
of  Broadway.  Currently,  buses  and  bicyclists  share  the  road  and  yield  to  each  other. 

The  proposed  flashing  sign  would  warn  drivers,  including  Muni  drivers,  and  increase  their 
awareness  of  bicycle  travel  within  the  tunnel;  these  changes  would  improve  the  current 
interactions  between  buses  and  bicyclists  and  would  not  impact  transit  capacity,  operation,  or 
travel  time.  Therefore,  there  would  be  no  significant  transit  impacts  with  implementation  of 
Project  1  -2 

PARKING 

There  is  no  parking  allowed  in  the  Broadway  Tunnel;  therefore,  there  would  be  no  parking 
impacts  resulting  from  Project  1-2. 

PEDESTRIAN 

Pedestrians  walking  in  the  Broadway  Tunnel  use  the  elevated  sidewalks  which  are  physically 
separated  from  vehicular  and  bicycle  traffic.  No  changes  to  the  sidewalks  are  proposed  as  part 
of  the  Project  1-2,  therefore,  there  would  be  no  pedestrian  impacts  resulting  from  Project  1-2. 

BICYCLE 

Bicyclists  would  benefit  from  the  proposed  signage  and  activation  devices  because  activating 
the  advance  flashing  warning  signs  would  alert  motorists  about  the  presence  of  bicyclists 
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sharing  the  road  within  the  tunnel.  The  installation  of  sharrow  would  increase  motor  vehicle 
drivers'  awareness  that  bicyclists  may  be  on  the  road.  Therefore,  Project  1-2  would  not  result  in 
a  significant  impact  to  bicyclists,  but  could  have  the  beneficial  effect  of  improving  roadway 
conditions  and  safety  for  bicyclists. 

LOADING 

Loading  activity  is  not  permitted  in  the  Broadway  Tunnel;  therefore,  there  would  be  no  loading 
impacts  as  a  result  of  Project  1-2. 

PROJECT  1-3:  NORTH  POINT  STREET  BICYCLE  LANES,  THE  EMBARCADERO  TO  VAN 
NESS  AVENUE  iMft 

Modified  Project  1-3  would  add  Class  II  bicycle  lanes  in  both  directions  on  North  Point  Street 
and  would  remove  one  westbound  travel  lane  between  Stockton  Street  and  Van  Ness  Avenue 
plus  one  eastbound  travel  lane  between  Stockton  Street  and  The  Embarcadero.  Modified  Project 
1-3  would  also  extend  the  existing  six  bus  stops  by  approximately  5  -50  feet  for  each  bus  zone 
for  a  total  of  approximately  170  feet  along  this  segment  of  North  Point  Street  along  North  Point 
Street.  Parking  changes  to  accommodate  bus  zone  changes  would  result  in  the  net  loss  of  eight 
parking  spaces. 

TRAFFIC:  INTERSECTION  LEVEL  OF  SERVICE  (LOS) 

Intersection  LOS  calculations  were  performed  for  the  PM  peak  hour  period.  Four  sludv 
intersections  are  included  in  Project  1-3  for  the  PM  peak  period.  Tables  V.1-5,  p.  V.A.3-200,  and 
Table  V.1-6,  p.  V.A.3-200  summarize  the  intersection  levels  of  service  and  delay  results  for  all 
the  study  intersections  for  both  Existing  plus  Project  and  2025  Cumulative  plus  Project 
conditions.  For  the  purposes  of  this  Project  1-3  discussion,  please  refer  to  Table  1-5  for  Existing 
plus  Project  results  and  to  Table  1-6  for  Cumulative  plus  Project  results. 

Tables  C&R-2  and  C&R-3,  p.  V.A.3-212a  and  V.A.3-212b,  summarize  these  results. 
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TABLE  C&R-2 
PROJECT  1-3 

INTERSECTION  LOS  AND  AVERAGE  DELAY  -  WEEKEND  PEAK  HOUR 


Existing 

Existing  plus  Project 

2025  Cumulative 

2025  Cumulative  plus 
Project 

Intersection 

LOS 

Average 
Delay 

V/C 

LUo 

Average 
Delay 

LUo 

Average 
Delay 

v/i* 

Average 
ueiay  yiy^ 

#45  -  Van  Ness 
Avenue/  North 
Point  Streeta 

C 

18.7 

0.71 

E 

42.2 

1.03 

D 

26.3 

0.85 

F 

75.9  1.21 

#46  -  Columbus 
Avenue/  North 
Point  Street 

B 

16.6 

0.50 

B 

17.6 

0.51 

B 

17.3 

0.56 

B 

18.7  0.58 

#47  -  The 
Embarcadero/ 
North  Point 
Street 

C 

24.3 

0.45 

C 

25.3 

0.57 

C 

25.1 

0.51 

C 

26.9  0.65 

#51  -  Polk 
Street/  North 
Point  Street 

B 

13.6 

0.53 

B 

15.2 

0.53 

B 

15.4 

0.64 

B 

17.2  0.64 

Source:  Wilbur  Smith  Associates,  February,  2009. 
Note: 

a.     Intersection  45  is  an  unsignalized  intersection.  The  LOS  definitions  for  unsignaized  intersections  differ  from  those  for  signalized  intersections. 


TABLE  C&R.3 
PROJECT  1-3 

INTERSECTION  LOS  AND  AVERAGE  DELAY  COMPARISON  2025  CUMULATIVE  PLUS  PROJECT  CONDITIONS 

WITH  MITIGATION  MEASURES-  WEEKEND  PEAK  HOUR 

2025  Cumulative  plus 
2025  Cumulative  plus  Project 
2025  Cumulative   Project    With  Mitigation 

Average  Average  Average 

Intersection  LOS         Delay  V/C      LOS         Delay  V/C      LOS  Delay  V/C 

#45  -  Van  Ness  Avenue/  D  26.3  0.85         F  75.9  1.21        C  29.0  0.84 

North  Point  Streeta 


Source:  Wilbur  Smith  Associates,  February,  2009. 

Note: 

a.     Intersection  45  is  an  unsignalized  intersection.  The  LOS  definitions  for  unsignaized  intersections  differ  from  those  for  signalized  intersections. 
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TABLE  V.1-5 

CLUSTER  1  -  PROJECT  1-3  INTERSECTION  LEVEL  OF  SERVICE  (LOS)  AND  AVERAGE  DELAY  - 
EXISTING  AND  EXISTING  PLUS  PROJECT  CONDITIONS  -  WEEKDAY  PM  PEAK  HOUR 


Existing   Existing  plus  Project 


Intersection  Average  Delay^  LOS  Average  Delay^  LOS 

45.  Van  Ness  Avenue/North  Point  Street  14.4  B  28.4  C 

46.  Columbus  Avenue/North  Point  Street  14.7  B  15.6  B 

47.  The  Embarcadero/North  Point  Street  26.0  C  27.1  C 
51.       Polk  Street/North  Point  Street                           16.2                   B  17.6  B 


Source:     Wilbur  Smith  Associates,  October  2008. 

Note: 

a.     Delay  in  seconds  per  vehicle.  


TABLE  V.1-6 
CLUSTER  1  -  PROJECT  1-3 
INTERSECTION  LEVEL  OF  SERVICE  (LOS)  AND  AVERAGE  DELAY  -  2025  CUMULATIVE  AND 
CUMULATIVE  PLUS  PROJECT  CONDITIONS  -  WEEKDAY  PM  PEAK  HOUR 


2025  Cumulative 

2025  Cumulative  plus  Project 

Intersection 

Average 
Delay^ 

LOS 

Average  Delay* 

LOS" 

45. 

Van  Ness  Avenue/North  Point  Street 

17.6 

B 

57.6 

E 

46. 

Columbus  Avenue/North  Point  Street 

15.4 

B 

16.5 

B 

47. 

The  Embarcadoro/North  Point  Street 

30.1 

C 

32.4 

C 

51. 

Polk  Street/North  Point  Street 

35.7 

D 

37.0 

D 

Source: 

Notes: 
a. 
b. 

Wilbur  Smith  Associates,  October  2008. 
Delay  in  seconds  per  vehicle. 

Intersections  opcratinj^  al  LOS  E  or  LOS  F  conditions  are  highlighted  in  bold. 

Intersection  45:  Van  Ness  Avenue/North  Point  Street 
Existing  and  Existing  plus  Project  Conditions 

Under  Existing  conditions,  this  intersection  operates  al  LOS  B  with  14.4  seconds  of  delay.  The 
westbound  lane  configuration  at  the  intersection  of  Van  Ness  Avenue/North  Point  Strivt  wtmld 
be  modified  from  on  exclu.sive  left-turn  Inne  .imi  <i  split  U"ll-rij;hl  liirn  Line  to  one  split  left-right 
turn  lane.  Due  to  the  reiTH)val  of  the  exclusive  ii'M-liun  l.inc   llu-  \\ i-stboiiiul  del.u  iimliM 
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Existing  plus  Project  conditions  would  increase,  increasing  the  average  intersection  delay  by  14 
seconds,  compared  to  Existing  conditions.  The  intersection  would  still  operate  satisfactorily  at 
LOS  D,  with  28.4  seconds  of  overall  delay  under  Existing  plus  Project  conditions.  Therefore, 
Project  1-3  would  not  cause  a  significant  impact  to  the  Van  Ness  Avenue/North  Point  Street 
intersection. 

2025  Cumulative  and  2025  Cumulative  plus  Project  Conditions 

The  Van  Ness  Avenue/North  Point  Street  intersection  would  operate  unsatisfactorily  at  LOS  E, 
with  57.6  seconds  of  delay  under  2025  Cumulative  plus  Project  conditions,  compared  to  LOS  B 
and  17.6  seconds  of  delay  under  2025  Cumulative  conditions.  Because  the  westbound  critical 
movements  at  Van  Ness  Avenue/North  Point  Street  either  deteriorate  or  would  operate  at  an 
unacceptable  LOS  F,  with  more  than  80  seconds  of  average  delay  under  2025  Cumulative 
conditions  a  significant  impact  (Significant  Impact  TR-Pl-3a)  would  occur  at  the  Van  Ness 
Avenue/North  Point  Street  intersection  with  the  implementation  of  Project  1-3. 

Intersection  46:  Columbus  Avenue/North  Point  Street 

Existing  and  Existing  plus  Project  Conditions 

Under  Existing  conditions,  this  intersection  operates  at  LOS  B  with  14.7  seconds  of  delay.  The 
westbound  lane  configuration  at  the  intersection  of  Columbus  Avenue/North  Point  Street 
would  be  modified  from  a  shared  through-left  turn  lane  and  a  shared  through-right  turn  lane  to 
a  shared  left- through-right  turn  lane.  Due  to  the  reduction  of  capacity  in  the  westbound 
approach  under  Existing  plus  Project  conditions,  there  would  be  a  slight  increase  in  delay.  The 
average  intersection  delay  would  increase  by  0.9  seconds,  compared  to  Existing  conditions  but 
the  intersection  would  continue  to  operate  satisfactorily  at  LOS  B,  with  15.6  seconds  of  delay 
under  Existing  plus  Project  conditions.  Therefore,  Project  1-3  would  not  cause  a  significant 
traffic  impact  to  the  Columbus  Avenue/North  Point  Street  intersection. 

2025  Cumulative  and  2025  Cumulative  plus  Project  Conditions 

Under  2025  Cumulative  plus  Project  conditions,  the  intersection  delay  at  Columbus 
Avenue/North  Point  Street  would  increase  by  1.1  seconds,  compared  to  2025  Cumulative 
conditions  and  would  continue  to  operate  satisfactorily  at  LOS  B,  with  16.5  seconds  of  delay 
under  2025  Cumulative  plus  Project  condition.  Therefore,  Project  1-3  would  not  cause  a 
significant  impact  to -the  Columbus  Avenue/North  Point  Street  intersection. 
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Intersection  47:  The  Embarcadero/North  Point  Street 
Existing  and  Existing  plus  Project  Conditions 

Under  Existing  conditions,  this  intersection  operates  at  LOS  C  with  26  seconds  of  delay.  The 
eastbound  lane  configuration  at  the  intersection  of  The  Embarcadero/North  Point  Street  would 
be  modified  from  an  exclusive  right- turn  lane  and  a  shared  left- through-right  turn  lane  to  one 
shared  left-through-right  turn  lane.  Due  to  the  proposed  removal  of  the  exclusive  right-turn 
lane,  the  eastbound  delay  would  increase  under  Existing  plus  Project  conditions  and  the 
average  intersection  delay  would  in  turn  increase  by  1.1  seconds,  compared  to  Existing 
conditions.  The  intersection  would  continue  to  operate  satisfactorily  at  LOS  C,  with  27.1 
seconds  of  delay  under  Existing  plus  Project  conditions.  Therefore,  Project  1-3  would  not  cause 
a  significant  impact  to  The  Embarcadero/North  Point  Street  intersection. 

2025  Cumulative  and  2025  Cumulative  plus  Project  Conditions 

The  Embarcadero/North  Point  Street  intersection  delay  under  2025  Cumulative  plus  Project 
conditions  would  increase  by  2.3  seconds  compared  to  2025  Cumulative  conditions.  The 
intersection  would  continue  to  operate  satisfactorily  at  LOS  C  with  32.4  seconds  of  delay  under 
2025  Cumulative  plus  Project  conditions.  Therefore,  Project  1-3  would  not  cause  a  significant 
impact  to  The  Embarcadero/North  Point  Street  intersection. 

Intersection  51:  Polk  Street/North  Point  Street 

Existing  and  Existing  plus  Project  Conditions 

Under  Existing  conditions,  this  intersection  operates  at  LOS  B  with  16.2  seconds  of  delay.  The 
westbound  lane  configuration  at  the  intersection  of  Polk  Street/North  Point  Street  would  bo 
modified  from  a  shared  through-left  turn  lane  and  a  shared  through-right  turn  lane  U>  a  shared 
left-through-right  turn  lane.  Under  Existing  plus  Project  conditions,  with  Ihc  reduction  of 
capacity  in  the  westbound  approach,  there  would  be  an  increase  in  delay.  The  overall 
intersection  delay  would  increase  by  1.4  seconds,  compared  to  Existing  conditions  but  the 
intersection  would  continue  to  operate  satisfactorily  at  LOS  B,  with  17.6  seconds  of  delay  under 
Existing  plus  Project  conditions  as  shown  in  Table  V.1-5,  p.  V. A. 3-200.  Thus,  Project  1-3  would 
not  cause  a  significant  impact  to  the  Polk  Street/North  Point  Street  intersection. 

2025  Cumulative  and  2025  Cumulative  plus  Project  Conditions 

Under  2025  Cumulative  plus  Project  conditions,  the  (ni>r.ill  ilrl.n  .it  iIh'  intersection  of  Polk 
Street/North  Point  Street  would  increase  by  1.3  seconds  compared  to  2025  Cumulative 
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conditions,  and  it  w^ould  continue  to  operate  satisfactorily  at  LOS  D  with  37  seconds  of  delay 
under  2025  Cumulative  plus  Project  conditions  as  showoi  in  Table  V.1-6,  p.  V.A.3-200.  Thus, 
Project  1-3  would  not  cause  a  significant  impact  to  the  Polk  Street/North  Point  Street 
intersection. 

Significant  Impact  TR-Pl-3a: 

The  three-way  controlled  intersection  at  Van  Ness  Avenue/North  Point  Street  would  operate  at 
LOS  E  under  2025  Cumulative  plus  Project  conditions,  compared  to  LOS  B  under  2025 
Cumulative  conditions. 

TRANSIT 

Nine  Muni  bus  lines  (9X,  9BX,  10,  19,  20,  30,  39,  47,  and  91  owl)  and  17  Golden  Gate  Transit 
(GGT)  bus  lines  (2,  4,  8,  18,  24,  26,  27,  38,  44,  54,  56,  58,  60,  72,  73,  74,  and  76)  run  on  some 
portion  of  North  Point  Street  within  the  limits  of  Project  1-3. 

Project  1-3  includes  the  lengthening  of  three  existing  westbound  bus  stops  on  North  Point 
Street:  at  Polk  Street  (from  60  feet  to  100  feet),  at  Hyde  Street  (from  70  feet  to  120  feet),  and  at 
The  Embarcadero  (from  75  feet  to  80  feet).  There  would  also  be  extension  of  three  eastbound 
bus  stops  on  North  Point  Street:  at  Hyde  Street  (from  85  feet  to  120  feet),  at  Jones  Street  (from 
80  feet  to  100  feet),  and  at  The  Embarcadero  (from  75  feet  to  100  feet).  Currently,  because  of  high 
transit  volumes,  when  several  buses  simultaneously  arrive  at  the  same  bus  stop,  some  are 
forced  to  protrude  into  the  travel  lane  or  the  intersection  due  to  lack  of  space.  Extending  the 
length  of  bus  zones  would  allow  more  buses  to  be  accommodated  at  the  bus  stops  without 
obstructing  the  proposed  bicycle  lane  and  thus,  minimize  the  potential  conflicts  with  bicyclists 
and  potentially  reduce  the  dwell  time  for  bus  loading.  Temporary  localized  conflicts  between 
transit  and  double-parked  trucks  could  increase  because  of  the  removal  of  a  travel  lane. 
However,  the  traffic  analysis  shows  that  there  is  adequate  roadway  capacity  to  handle  these 
temporary  conflicts  without  a  significant  impact  to  transit. 

Existing  and  Existing  plus  Project  Conditions 

Under  Existing  plus  Project  conditions  in  the  PM  peak  hour  for  the  full  length  of  Project  1-3,  the 
removal  of  one  travel  lane  on  North  Point  Street  between  Van  Ness  Avenue  and  The 
Embarcadero  would  add  approximately  55  seconds  of  delay  per  transit  vehicle  westbound  and 
decrease  delay  by  approximately  2  seconds  per  vehicle  eastbound.  For  transit  vehicles  operating 
along  some  portion  of  North  Point  Street  between  The  Embarcadero  and  Columbus  Avenue, 
Project  1-3  would  add  approximately  20  seconds  of  delay  per  vehicle  westbound  with  no 
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change  in  delay  eastbound.  For  transit  vehicles  operating  along  some  portion  of  North  Point 
Street  betw^een  Columbus  and  Van  Ness  Avenues,  Project  1-3  would  add  approximately  36 
seconds  of  delay  per  vehicle  westbound  with  no  change  in  delay  eastbound. 

Muni.  For  Muni  bus  lines  10  and  47  operating  along  all  or  a  significant  portion  of  Project  1-3, 
approximately  53  seconds  of  total  delay  per  vehicle  would  be  added  in  the  PM  peak  hour.  For 
Muni  bus  lines  9X  and  9BX  operating  westbound  on  North  Point  Street  between  Kearny  and 
Powell  Streets,  approximately  20  seconds  of  total  delay  per  vehicle  would  be  added.  For  Muni 
bus  lines  20  and  30  operating  only  between  Columbus  and  Van  Ness  Avenues,  a  total  of  36 
seconds  of  delay  per  vehicle  would  be  added.  No  delay  would  be  added  to  Muni  bus  lines  19 
and  39  since  they  travel  along  North  Point  Street  in  the  eastbound  direction  only.  The  headways 
for  Mimi  bus  lines  operating  on  North  Point  Street  in  the  PM  peak  period  are  greater  than  six 
minutes  with  the  exception  of  Muni  bus  line  30  which  is  4.5  minutes.  The  total  added  delay  per 
vehicle  for  the  Muni  bus  lines  discussed  above  resulting  from  Project  1-3  would  be  less  than  the 
transit  delay  threshold  of  six  minutes  or  the  headway  of  Muni  bus  line  30. 

GGT.  For  GGT  bus  lines  (2,  4,  8,  18,  24,  26,  27,  38,  44,  54,  56,  58,  60,  72,  73,  74,  and  76)  operating 
on  North  Point  Street  in  the  westbound  direction,  approximately  53  seconds  of  total  delay  per 
vehicle  would  be  added  in  the  PM  peak  hour.  The  headways  for  these  GGT  bus  line  are  10 
minutes  or  greater  in  the  PM  peak  hour;  the  total  added  delay  per  vehicle  for  the  GGT  bus  lines 
discussed  above  resulting  from  Project  1-3  would  be  less  than  the  transit  delav  threshold  of  six 
minutes. 

Since  the  total  added  delay  for  Muni  and  GGT  bus  lines  operating  on  North  Point  Street  in  the 
PM  peak  hour  would  be  less  than  the  transit  delay  threshold  of  six  minutes  or,  in  the  case  of 
Muni  bus  line  30,  the  bus  line  headway  and  modifications  to  the  bus  stops  would  not  negatively 
affect  transit  operations,  a  significant  transit  impact  would  not  occur  with  implementation  ot 
Project  1-3  under  Existing  plus  Project  conditions. 

2025  Cumulative  and  2025  Cumulative  plus  Project  Conditions 

Under  2025  Cumulative  plus  Project  conditions  in  the  PM  peak  hour  li>r  ihc  lull  length  o\ 
Project  1-3,  the  removal  of  one  travel  lane  on  North  Point  Street  between  Van  Ness  Avenue  and 
The  Embarcadero  would  add  approximately  106  seconds  (1.8  minutes)  of  dela\  per  transit 
vehicle  westbound  and  approximately  10  seconds  of  delay  per  vehicle  eastbound.  Vor  transit 
vehicles  operating  along  some  portion  of  North  Point  Street  between  The  Embarcadero  and 
Columbus  Avenue,  Project  1-3  would  add  approximately  20  seconds  of  delav  per  vehicle 
.  westbound  and  10  seconds  of  delay  per  vehicle  eastbound.  For  transit  vehicles  operating  along 
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some  portion  of  North  Point  Street  betw^een  Columbus  and  Van  Ness  Avenues,  Project  1-3 
vs^ould  add  approximately  80  seconds  (1.3  minutes)  of  delay  per  vehicle  westbound  with  no 
change  in  delay  eastbotmd. 

Muni.  For  Muni  bus  lines  10  and  47  operating  along  all  or  a  significant  portion  of  Project  1-3, 
approximately  96  seconds  (1.6  minutes)  of  total  delay  per  vehicle  would  be  added  in  the  PM 
peak  hour.  For  Muni  bus  lines  9X  and  9BX  operating  westbound  on  North  Point  Street  between 
Kearny  and  Powell  Streets,  approximately  80  seconds  (1.3  minutes)  of  total  delay  per  vehicle 
would  be  added.  For  Muni  bus  lines  20  and  30  operating  only  between  Columbus  and  Van  Ness 
Avenues,  a  total  of  30  seconds  of  delay  per  vehicle  would  be  added.  No  delay  would  be  added 
to  Muni  bus  lines  19  and  39  since  they  travel  along  North  Point  Street  in  the  eastbound  direction 
only.  The  headways  for  Muni  bus  lines  operating  on  North  Point  Street  in  the  PM  peak  period 
are  greater  than  six  minutes  with  the  exception  of  Muni  bus  line  30  which  is  4.5  minutes.  The 
total  added  delay  per  vehicle  for  the  Muni  bus  lines  discussed  above  resulting  from  Project  1-3 
would  be  less  than  the  transit  delay  threshold  of  six  minutes  or  the  headway  of  Muni  bus  line 
30. 

GGT.  For  GGT  bus  lines  (2,  4,  8,  18,  24,  26,  27,  38,  44,  54,  56,  58,  60,  72,  73,  74,  and  76)  operating 
on  North  Point  Street  in  the  westbound  direction,  approximately  96  seconds  (1.6  minutes)  of 
total  delay  per  vehicle  would  be  added  in  the  PM  peak  hour.  The  headways  for  these  GGT  bus 
line  are  10  minutes  or  greater  in  the  PM  peak  hour;  the  total  added  delay  per  vehicle  for  the 
GGT  bus  lines  discussed  above  resulting  from  Project  1-3  would  be  less  than  the  transit  delay 
threshold  of  six  minutes. 

Since  the  total  added  delay  for  Muni  and  GGT  bus  lines  operating  on  North  Point  Street  in  the 
PM  peak  hour  would  be  less  than  the  transit  delay  threshold  of  six  minutes  or,  in  the  case  of 
Muni  bus  line  30,  the  bus  line  headway  and  modifications  to  the  bus  stops  would  not  negatively 
affect  transit  operations,  a  significant  transit  impact  would  not  occur  with  implementation  of 
Project  1-3  under  2025  Cumulative  plus  Project  conditions. 

PARKING 

There  are  a  total  of  approximately  252  existing  on-street  parking  spaces  on  both  sides  of  North 
Point  Street  between  The  Embarcadero  and  Van  Ness  Avenue.  Due  to  the  extension  or  removal 
of  bus  zones.  Modified  Project  1-3  would  require  the  removal  of  approximately  eight  on-street 
parking  spaces  at  th'e  following  locations  of  North  Point  Street:  north  side,  west  of  Polk  Street 
two  spaces;  north  side  east  of  Hyde  Street  two  spaces;  south  side  east  of  Hyde  Street  two  spaces; 
south  side  west  of  Jones  Street  one  space;  south  side  west  of  The  Embarcadero  one  space;  for  a 
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net  loss  of  eight  parking  spaces.  Parking  occupancy  in  the  area  is  typically  moderate  to  high,  but 
this  minor  parking  change  would  not  substantially  increase  the  occupancy  rates  in  the  area. 
The  removal  of  eight  parking  spaces  on  North  Point  Street  may  cause  some  of  the  vehicles  to 
park  on  the  adjacent  streets.  However,  this  amount  of  parking  loss  would  not  be  considered  a 
significant  impact. 

In  San  Francisco,  parking  supply  is  not  considered  a  permanent  physical  condition,  and  changes 
in  the  parking  supply  would  not  be  a  significant  environmental  impact  under  CEQA,  but  rather 
a  social  effect.  The  loss  of  parking  may  cause  potential  indirect  physical  effects,  which  would 
include  drivers  circling  and  looking  for  a  parking  space  in  neighboring  streets.  The  secondary 
effects  of  drivers  searching  for  parking  is  typically  offset  by  a  reduction  in  vehicle  trips  due  to 
some  drivers,  aware  of  constrained  parking  conditions  in  a  given  area,  shifting  travel  modes. 
Hence,  any  secondary  environmental  impacts  that  may  result  from  a  shortfall  in  parking  would 
be  minor.  Therefore,  any  net  reduction  in  on-street  parking  supply  would  not  result  in 
significant  parking  impacts.  Thus,  there  would  be  no  significant  parking  impacts  with 
implementation  as  a  result  of  Modified  Project  1-3. 

PEDESTRIAN 

Pedestrian  volumes  are  generally  low  to  moderate  in  this  corridor  except  near  the  Fisherman's 
Wharf  area  which  experiences  heavy  pedestrian  volumes.  There  would  be  no  changes  in 
sidewalk  width,  crosswalk  layout  or  in  the  interaction  between  pedestrians  and  bicyclists  as  a 
result  of  Project  1-3.  Therefore,  there  would  be  no  pedestrian  impacts  as  a  result  of  Project  1-3. 

BICYCLE 

Current  loading  activity  and  double-parking  along  the  mid-section  of  the  North  Point  Street 
corridor  would  continue,  and  it  is  possible  that  double-parking  could  occur  in  the  proposed 
Class  II  bicycle  lane,  partially  blocking  the  adjacent  travel  lane.  This  activity  would  raise  a 
potential  safety  concern  for  bicyclists  because  of  the  change  in  the  bicycle  environment  anil 
bicyclists  riding  in  the  bicycle  lane  would  be  forced  to  merge  with  general  traffic  to  avoid  a 
parked  vehicle.  In  general,  loading  activity  at  this  location  typically  lakes  place  during  the 
midday  when  bicycle  volumes  are  generally  low.  In  addition,  the  necessil\  \or  bicyclists  to 
avoid  double  parked  vehicles  either  in  the  bicycle  lane  or  tr.ni'l  occurs  undiT  current 
conditions.  Therefore,  the  interactions  between  loading  \ehiiles  .iiul  bicyclists  wi>uld 
change  with  implementation  of  Project  1-3;  therefore,  there  wouKl  be  \yo  significant  bicycle 
impacts.  Bicyclists  would  benefit  from  the  installation  ol  bicw  li-  I.mh's  with  the  designation  »>f  a 
clear  right-of-way  for  their  use.  Hence,  Project  1-3  would  not  havi-  a  significant  impact  on 
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cyclists,  but  could  have  the  beneficial  effect  of  improving  roadway  conditions  and  safety  for 
bicyclists. 

LOADING 

Land  uses  along  this  segment  of  North  Point  Street  vary  between  sections  east  and  west  of 
Columbus  Avenue.  East  of  Columbus  Avenue,  there  are  several  hotels,  the  North  Point 
Shopping  Center,  and  active  commercial  uses  in  the  mid-section.  Loading  demand  in  this 
section  of  North  Point  Street  is  heavier  than  the  west  side  and  occasional  double  parking  has 
been  observed."^  The  east  side  has  mostly  residential  uses,  except  the  section  near  Larkin  Street 
where  there  are  small-scale  commercial  uses.  Because  there  is  heavy  loading  activity  and 
frequent  double-parking  along  the  mid-section  of  this  corridor,  the  removal  of  one  westbound 
travel  lane  with  Project  1-3  could  potentially  increase  the  impact  of  this  double-parking  on 


Field  surveys  were  conducted  by  CHS  Consulting  on  Tuesday,  August  21,  2007  during  the  midday. 
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bicyclists  and  general  traffic  because  the  proposed  bicycle  lane  and/or  the  single  travel  lane 
would  be  obstructed.  Double  parking  along  the  single  travel  lane  could  potentially  result  in  a 
safety  issue  because  in  order  to  bypass  double-parked  trucks,  vehicles  would  have  to  use  the 
opposing  lane  which  could  lead  to  conflicts  with  oncoming  vehicles.  No  designated  yellow 
commercial  freight  loading  spaces  would  be  removed  as  part  of  Project  1-3.  However,  as  a 
result  of  Project  1-3,  there  may  be  safety  issues  resulting  from  vehicles  crossing  into  the 
opposing  travel  lane  to  navigate  around  double-parked  vehicles.  Therefore,  there  would  be  a 
significant  loading  impact  (Significant  Impact  TR-Pl-3b  and  TR-Pl-3c)  caused  by  Project  1-3. 

Significant  Impact  TR-Pl-3b: 

Due  to  double-parked  vehicles  and  the  removal  of  general  travel  lanes,  a  significant  loading 
impact  would  occur  along  North  Point  Street  east  of  Columbus  Avenue  as  a  result  of  Project  1-3 
under  Existing  plus  Project  conditions. 

Significant  Impact  TR-Pl-3c: 

Due  to  double-parked  vehicles  and  the  removal  of  general  travel  lanes,  a  significant  loading 
impact  would  occur  along  North  Point  Street,  on  the  east  side  of  the  street,  near  Larkin  Street  as 
a  result  of  Project  1-3  under  2025  Cumulative  plus  Project  conditions. 


CLUSTER  1:  SUMMARY  OF  SIGNIFICANT  IMPACTS 
AND  MITIGATION  MEASURES  ^ 


Significant  Impact  TR-Pl-la: 

As  a  result  of  the  parking  lane  removal  on  the  south  side  of  Broadway  between  Franklin  Street 
and  Van  Ness  Avenue,  school  children  loading  activities  in  front  of  Saint  Brigid  Schix>l  could 
continue  to  occur  in  the  afternoon  (before  4:00  p.m.),  but  passenger  loading  activities  would 
have  to  be  prohibited  during  the  weekday  AM  peak  period  (7:00  a.m.  to  9:00  a.m.)  because  ol 
City  of  San  Francisco  Transportation  Code  Section  38N  which  prohibits  blocking  of  a  bicycle 
lane  during  peak  periods.  This  prohibition  would  represent  a  significant  impact  on  passenger 
loading  on  the  south  side  of  Broadway  between  Franklin  Street  and  Van  Ness  Avenue  for  the 
students  of  Saint  Brigid  School  under  Existing  plus  Project  conditions  for  the  AM  peak.  Parking 
removal  would  not  include  changes  to  passenger  loading  during  non-peak  poritnis  on 
weekdays  or  at  any  time  on  weekends. 

M-TR-Pl-Ia: 

An  alternative  school  passenger  drop-off  location  would  have  to  be  identified  to  accomniiHlate 
,  passenger  loading  demand,  such  as  expanding  the  existing  pa.ssenger  drop-off  liKalion  along 
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the  east  side  of  Franklin  Street  between  Pacific  Avenue  and  Broadway  on  the  west  side  of  the 
school  building.  Alternatively,  the  passenger  drop  off  zone  on  Broadway  could  be  maintained 
by  eliminating  the  proposed  eastbound  bicycle  lane  between  Franklin  Street  and  Van  Ness 
Avenue  and  having  bicyclists  share  the  curb  lane  with  motor  vehicles,  similar  to  existing 
conditions.  With  the  implementahon  of  either  of  these  mitigation  measures,  the  significant 
impact  on  loading  for  the  students  of  Saint  Brigid  School  would  be  reduced  to  less  than 
significant  under  Existing  plus  Project  conditions  for  Project  1-1. 

Significant  Impact  TR-Pl-lb: 

Similar  to  that  described  above  for  Significant  Impact  TR-Pl-la,  above.  Project  1-1  would  result 
in  a  significant  impact  to  passenger  loading  on  the  south  side  of  Broadway  between  Franklin 
Street  and  Van  Ness  Avenue  for  students  of  Saint  Brigid  School  under  2025  Cumulative  plus 
Project  conditions. 

M-TR-Pl-lb: 

Refer  to  Mitigation  Measure  1-1  a,  above  for  mitigation  of  this  impact.  With  the  implementation 
of  either  of  these  mitigation  measures,  the  significant  impact  on  loading  for  the  students  of  Saint 
Brigid  School  would  be  reduced  to  less  than  significant  under  2025  Cumulative  plus  Project 
conditions  for  Project  1-1. 

Significant  Impact  TR-Pl-lc: 

As  a  result  of  the  elimination  of  one  westbound  travel  lane  on  the  north  side  of  Broadway 
between  Buchanan  and  Webster  Streets,  school  children  loading  activities  in  front  of  Hamlin 
School  would  also  be  prohibited  during  the  weekday  AM  peak  period.  This  prohibition  would 
represent  a  significant  impact  on  passenger  loading  for  the  students  of  Hamlin  School  under 
Existing  plus  Project  conditions. 

M-TR-P2-lc: 

Extend  the  existing  passenger  loading  zone  on  the  north  side  of  Broadway  near  Webster  Street 
towards  the  east,  all  the  way  to  Buchanan  Street.  The  passenger  zone  extension  would  be 
located  to  the  right  of  the  proposed  bicycle  lane  and  would  be  operational  during  school  arrival 
and  dismissal  periods  only  (typically  from  7:00  a.m.  to  8:30  a.m.  and  from  2:00  p.m.  to 
3:30  p.m.).  This  mitigation  would  reduce  or  eliminate  incidents  of  double  parking  related  to 
passenger  loading  ^d  alleviate  any  associated  congestion.  With  the  implementation  of  this 
mitigation  measure,  the  significant  impact  regarding  loading  for  the  students  of  Hamlin  School 
would  be  reduced  to  less  than  significant  under  Existing  plus  Project  conditions  for  Project  1-1. 
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Significant  Impact  TR-Pl-ld: 

Similar  to  that  described  above  for  Significant  Impact  M-TR-Pl-lc,  above.  Project  1-1  would 
result  in  a  significant  impact  to  passenger  loading  on  the  north  side  of  Broadway  between 
Buchanan  and  Webster  Streets  for  the  students  of  Hamlin  School  under  2025  Cumulative  plus 
Project  conditions. 

M-TR-Pl-ld: 

Refer  to  Mitigation  Measure  M-TR-Pl-lc,  above,  for  mitigation  of  this  impact.  With  the 
implementation  of  this  mitigation  measure,  the  significant  impact  on  loading  for  the  students  of 
Hamlin  School  would  be  reduced  to  less  than  significant  under  2025  Cumulative  plus  Project 
conditions  for  Project  1-1. 

Significant  Impact  TR-Pl-3a: 

The  three-way  controlled  intersection  at  Van  Ness  Avenue/North  Point  Street  would  operate  at 
LOS  E  under  2025  Cumulative  plus  Project  conditions,  compared  to  LOS  B  under  2025 
Cumulative  conditions. 

M-TR-Pl-3a: 

Per  the  California  Manual  on  Uniform  Traffic  Control  Devices  (MUTCD),  a  signal  warrant  analysis 
was  conducted  to  determine  the  feasibility  of  signalization  of  the  Van  Ness/North  Point  Street 
intersection.  The  criteria  for  signal  warrants  were  satisfied.'"  Therefore,  signalization  of  this 
intersection  was  proposed  as  the  mitigation  measure. 

The  intersection  shall  be  converted  from  a  three-way  stop-controlled  (FWSC)  intersection  to  a 
signalized  intersection  (with  the  application  of  90  seconds  of  cycle  length)  to  improve 
intersection  operations.  With  this  improvement,  the  intersection  operation  would  improve  to 
LOS  B,  with  19  seconds  of  delay  and  a  V/C  ratio  of  0.65.  The  intersection  operations  would 
improve  from  LOS  E  to  LOS  B  for  2025  Cumulative  plus  Project  conditions.  Minimum  grivn 
times  required  for  pedestrians  to  cross  the  intersection  would  be  m.iintaineil  lo  the  signal. 
Hence,  this  mitigation  measure  would  reduce  impacts  of  Project  1-3  to  a  less-lhan-significanl 
level.  Table  V.1-7,  p.  V.A.3-210,  summarizes  the  LOS  results  after  this  mitigation  measure  is 
applied. 


6     Wilbur  Smith  Associates.  2008.  The  result  may  be  found  in  the  Appendici's  for  the  US.  A  copv  ot 
this  report  may  be  viewed  by  appointment  at  the  I'lanning  I  Vp.irlmenI,  Mis«.ion  Slnvl.  Suite 

400,  San  Francisco,  CA  94103  as  part  of  Case  l  ile  2007.03471;. 
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TABLE  V.1-7 
CLUSTER  1  -  PROJECT  1-3 
INTERSECTION  LEVEL  OF  SERVICE  (LOS)  AND  AVERAGE 
DELAY  COMPARISON  2025  CUMULATIVE  PLUS  PROJECT  CONDITIONS  WITH 
MITIGATION  MEASURES  -  WEEKDAY  PM  PEAK  HOUR 

2025  Cumulative  plus 
2025  Cumulative  plus         Project  with  Mitigation 
Project   Measures  

Average  Average 
Intersection  Delay^  LOS"  Delay^  LOS 

45.       Van  Ness  Avenue/North  Point  Street  57.6  E  19  B 


Source:     Wilbur  Smith  Associates,  October  2008 
Notes: 

a.  Delay  in  seconds  per  vehicle. 
 b.  Intersections  operating  at  LOS  E  or  LOS  F  conditions  are  highlighted  in  bold.  

Significant  Impact  TR-Pl-3b: 

Due  to  double-parked  vehicles  and  the  removal  of  general  travel  lanes,  a  significant  loading 
impact  would  occur  along  North  Point  Street  east  of  Columbus  Avenue  as  a  result  of  Project  1-3 
under  Existing  plus  Project  conditions. 

M-TR-Pl-3b: 

No  feasible  mitigation  measures  have  been  identified  to  mitigate  this  loading  impact.  Therefore, 
a  significant  loading  impact  would  occur  along  North  Point  Street  east  of  Columbus  Avenue, 
with  implementation  of  Project  1-3  under  Existing  plus  Project  conditions. 

Significant  Impact  TR-Pl-Sc: 

Due  to  double-parked  vehicles  and  the  removal  of  general  travel  lanes,  a  significant  loading 
impact  would  occur  along  North  Point  Street,  east  of  Columbus  Avenue  as  a  result  of  Project  1-3 
under  2025  Cumulative  plus  Project  conditions. 

M-TR-Pl-3c: 

No  feasible  mitigation  measures  have  been  identified  to  mitigate  this  loading  impact.  Therefore, 
a  significant  loading  impact  would  occur  along  North  Point  Street,  east  of  Columbus  Avenue 
with  implementation  of  Project  1-3  under  2025  Cumulative  plus  Project  conditions. 
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CLUSTER  2:  SOUTH  OF  MARKET  AREA 


This  section  provides  a  description  of  the  Existing  plus  Project  and  2025  Cumulative  and  2025 
Cumulative  plus  Project  transportation  conditions  for  the  near-term  improvements  in  Cluster  2. 
Projects  2-3  (partially),  2-12,  and  2-13  (partially)  were  implemented  prior  to  the  Bicycle  Plan 
injunction.  Seven  of  the  near-term  improvements  include  two  design  options;  for  the  remaining 
nine  projects,  only  one  design  option  is  proposed. 

The  preferred  project  design  for  near-term  improvements  in  Cluster  2  are  the  following  options: 
Project  2-3  Option  1,  Project  2-5  Option  1,  Project  2-6  Option  2,  Project  2-7  Option  1,  Project  2-8 
Option  1,  Project  2-9  Option  1,  Project  2-12  Option  1,  and  Project  2-13  Option  1.  These  are 
described  and  analyzed  below  with  no  text  changes.  Project  2-1  Modified  Option  1,  Project  2-2 
Modified  Option  2,  Modified  Project  2-4  ,  Modified  Project  2-10,  Project  2-11  Modified  Option  1, 
Project  2-14,  and  Project  2-16  Modified  Option  1  are  the  modified  projects  as  described  and 
analyzed  in  this  section. 

Figures  showing  the  turning  movement  traffic  volumes  and  lane  configurations  at  the  study 
intersections  in  Cluster  2  for  Existing  plus  Project,  2025  Cumulative,  and  2025  Cumulative  plus 
Project  conditions  may  be  found  within  the  transportation  impact  analysis  discussion  for 
Cluster  2  within  the  Transportation  Impact  Study.  Level  of  service  calculation  sheets  for  those 
intersections  and  transit  delay  calculation  sheets  for  affected  transit  routes  may  be  found  in  the 
appendices  of  the  Transportation  Impact  Study.* 

PROJECT  2-1:  2^^^  STREET  BICYCLE  LANES,  KING  STREET  TO  MARKET  STREET 

Project  2-1  would  involve  the  installation  of  Class  II  and  Class  111  bicycle  facilities  in  bi>lh 
directions  on  2"*^'  Street  between  King  and  Market  Streets.  Project  2-1  includes  two  design 
options  in  the  Draft  EIR.  Both  options  in  the  Draft  EIR  provide  Class  II  bicycle  lanes  in  bi>th 
directions  by  removing  a  combination  of  traffic  lanes  and  on-strect  parking  and  adding  turn 
pockets  at  intersections.  The  preferred  design  is  a  modification  ol  Option  I,  which  will  bt» 
referred  to  as  Modified  Option  1.  The  modified  project  would  add  Class  II  bicycle  lanes  in  both 
directions  and  includes  traffic  engineering  elements,  such  as  restricting  left  turns  from  2'"'  Slnvt 
at  several  intersections,  designed  to  permit  better  traffic  lKn\  through  the  singli>  l.iiu-  of  traffic 
and  the  relocation  of  passenger  loading  zones.  l  or  some  short  segments  approaching  certain 

Unless  otherwise  indicated,  all  intiMseclion  .m.ilvsis  is  tor  I'M  I'r.ik  I  Iimii  nMulitions. 

8     Wilbur  Smith  Associates.  2008.  San  I  niiicisco  Bici/clc  Plan  Ufuialf  I  ran>{)ortHtion  Impacl  Study.  This 

document  is  available  for  review  by  appointment  at  the  San  I  rancisco  Planninj;  IVp.irtment.  16^1 
Mission  Street,  Suite  400,  San  I'rancisco,  CA  94 103  as  pari  of  Case  file  No  2()07.0."M7l- . 
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intersections  sharrows  would  be  implemented.  Project  2-1  Modified  Option  1  would  remove 
substantially  fewer  parking  spaces  and  freight  loading  zones  than  either  Option  1  or  2  analyzed 
in  the  Draft  EIR. 

Both  Options  1  and  2  would  add  a  Class  II  bicycle  lane  in  both  directions  between  King  and 
Market  Streets,  except  the  following  three  sections  where  sharrows  would  be  added  instead: 

•  Northbound  approach  to  Market  Street, 

•  The  section  between  Harrison  and  Bryant  Streets  in  the  northbound  direction,  and 

•  The  southbound  approach  to  King  Street 

Option  1  would  remove  one  southbound  travel  lane  between  Market  and  Mission  Streets,  one 
travel  lane  in  both  directions  between  Mission  and  Harrison  Streets,  and  one  northbound  travel 
lane  between  Harrison  and  Townsend  Streets.  Additional  left  turn  and  right  pockets  would  be 
added  at  various  intersections  in  both  northbound  and  southbound  directions. 
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Option  2  would  remove  one  southbound  travel  lane  betv^een  Market  and  Mission  Streets,  one 
travel  lane  in  both  directions  between  Mission  and  Harrison  Streets,  and  one  southbound  travel 
lane  between  Harrison  and  Townsend  Streets.  Additional  left  turn  and  right-turn  pockets 
would  be  added  at  various  intersections  in  both  northbound  and  southbound  directions. 

Option  1  would  also  remove  approximately  97  on-street  parking  spaces  and  Option  2  would 
remove  approximately  88  on-street  parking  spaces  between  Market  and  King  Streets. 

TRAFFIC:  INTERSECTION  LEVEL  OF  SERVICE  (LOS) 

Intersection  LOS  calculations  were  performed  for  this  project  for  the  PM  peak  hour  at  six 
intersections.  The  level  of  service  at  the  six  study  intersections  for  Project  2-1  were  recalculated 
and  two  new  study  intersections  were  added  to  analyze  the  lane  arrangement  of  Modified 
Option  1.  Tables  C&R-9  and  C&R-IO,  p.  V.A.3-212a  and  V.A.3-212b,  summarize  these  results. 

Six  study  intersections  are  included  for  the  PM  Peak  Hour  for  Project  2-1.  Table  V.2-13, 
p.  V.A.2-C,  and  Table  V.2-14,  p.  V.A.2-213,  summarize  these  results  under  Existing  plus  Project 
and  2025  Cumulative  plus  Project  conditions  respectively. 
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Table  C&R-9 

Project  2-1  Intersection  Level  of  Service  (LOS)  and  Average  Delay 
Existing  and  Existing  plus  Project  Conditions 
Weekday  PM  Peak  Hour 


Existing  plus 

Project  Existing  plus 

Existing  Modified  Option  1        Project  Option  1 


Draft  EIR  Study  Intersection 

Average 
Delay 

LOS"  1 

Average 
Delay 

LOS"  1 

v/c" 

Average 
Delay 

LOS"  1 
V/C** 

1. 

2nd  Street/Bryant 

O  LI  CCT  L 

E  ;  1.238 

E  ;  1.238 

62.1 

E  ;  1.238 

>80 

F;  1.379 

2. 

2nd  Street/Harrison 
Street 

E  ;  1.169 

E  ;  1.128 

79.2 

E  ;  1.128 

>80 

F;  1.171 

3. 

2nd  Street/Folsom 
Street 

D 

D 

35.8 

D 

76.5 

E;  1.063 

4. 

2nd  Street/Howard 
Street 

C 

C 

34.9 

C 

22.4 

C 

5. 

2nd  Street/Brannan 
Street 

B 

B 

16.5 

B 

15 

B 

6. 

2nd  Street/Townsend 
Street^ 

B 

B 

15.0 

B 

20 

C 

63. 
(additional) 

Howard  Street/New 
Montgomery  Street^ 

B 

B 

16.5 

B 

64. 
(additional) 

Folsom 
Street/Hawthorne 
Street  ^ 

B 

C 

16.3 

B 

Notes: 

a.  Delay  in  seconds  per  vehicle. 

b.  Intersections  operating  at  LOS  E  or  LOS  F  conditions  highlighted  in  bold. 

c.  LOS  and  average  delay  for  combined  impacts  for  Projects  2-1  and  2-16. 

d.  V/C  (Volume  to  Capacity)  ratio  for  intersections  operating  at  LOS  E  or  LOS  F. 

e.  Intersection  added  for  analysis  under  Modified  Option  1. 
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Table  C&R-10 

Project  2-1  Intersection  Level  of  Service  (LOS)  and  Average  Delay 
2025  Cumulative  and  2025  Cumulative  plus  Project  Conditions 
Weekday  PM  Peak  Hour 


Draft  EIR  Study 
Intersection 


2025  CUMULATIVE 


2025  CUMULATIVE 

plus  Project 
Modified  Option  1 


2025  CUMULATIVE 
plus  Project  Option  1 


Average 
Delay^ 


LOS"  I 
V/C' 


Average 
Delay^ 


LOS  I  Average 
V/C 


Delay"      LOS"  |  V/C'^ 


1.  2nd  Street/Bryant  >80 

Street 

2.  2nd  >80 
Street/Harrison 

Street 

3.  2nd  >80 
Street/Folsom 

Street 

4.  2nd  >80 
Street/Howard 

Street 

5.  2nd  16.1 
Street/Brannan 

Street 

6.  2nd  15.8 
Street/Townsend 

Street  ^ 

63.  Howard  24.7 
(additional)  Street/New 

Montgomery 
Street  ^ 

64.  Folsom  Street  43.2 
(additional)  /Hawthorne 

Street  ^ 


F ;  1.451  >80  F ;  1.451 

F  ;  1.428  >80  F  ;  1.358 

F  ;  1.558  >80  F  ;  1.388 

F ;  1.224  >80  F  ;  1.373 

B  31.7  C 

B  17.5  B 


>80 

>80 

>80 
>80 
52.4 
55.1 


F;  1.611 

F;  1.505 

F;  1.489 
F;  1.450 


E;  0.849 


D 


45.1 


23.3 


D 


Notes: 
a. 
b. 
c. 
d. 
e. 


Delay  in  seconds  per  vehicle. 

Intersections  operating  at  LOS  E  or  LOS  F  conditions  highlighted  in  tXDid. 
LOS  and  average  delay  for  combined  impacts  for  Projects  2-1  and  2-16. 
V/C  (Volume  to  Capacity)  ratio  for  intersections  operating  at  LOS  E  or  LOS  F. 
Intersection  added  for  analysis  under  Moditied  Option  1. 
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TABLE  V.2-13 
CLUSTER  2  -  PROJECT  2-1 
INTERSECTION  LEVEL  OF  SERVICE  AND  AVERAGE  DELAY  -  EXISTING  AND  EXISTING  PLUS 
PROJECT  CONDITIONS  -  WEEKDAY  PM  PEAK  HOUR 


Existing  plus  Project 


Existing  Option  1  Option  2 


Intersection 

Average 
Delay^ 

LOS" 

Average 
Delay^ 

LOS" 

Average 
Delay^ 

LOS" 

1. 

2nd  Street/Bryant  Street 

60.3 

E 

>80 

F 

51.4 

D 

2. 

2nd  Street/Harrison  Street 

64.9 

E 

>80 

F 

>80 

F 

3. 

2nd  Street/Folsom  Street 

44.7 

D 

76.5 

E 

76.5 

E 

4. 

2nd  Street/Howard  Street 

20.1 

C 

22.4 

C 

22.4 

C 

5. 

2nd  Street/Brannan  Street 

14.1 

B 

15 

B 

17.9 

B 

6. 

2nd  Street/Townsend  Street 

13.8 

B 

20 

C 

20 

C 

Source:     Wilbur  Smith  Associates,  October  2008. 
Notes: 

a.  Delay  in  seconds  per  vehicle. 

b.  Intersections  operating  at  LOS  E  or  LOS  F  conditions  highlighted  in  bold. 

c.  LOS  and  average  delay  for  combined  impacts  for  Projects  2-1  and  2-16. 
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TABLE  V.2-14 
CLUSTER  2  -  PROJECT  2-1  " 
INTERSECTION  LEVEL  OF  SERVICE  AND  AVERAGE  DELAY  -  2025  CUMULATIVE  AND  2025 
CUMULATIVE  PLUS  PROJECT  CONDITIONS  -  WEEKDAY  PM  PEAK  HOUR 


2025  Cumulative  plus  Project 


2025  Cumulative 

Option  1 

Option  2 

Intersection 

Average 
Delay' 

LOS" 

Average 
Delay'  LOS" 

Average 
Delay'  LOS" 

1. 

2nd  Street/Bryant  Street 

>80 

F 

>80  F 

>80  F 

2. 

2nd  Street/Harrison  Street 

>80 

F 

>80  F 

>80  F 

3. 

2nd  Street/Folsom  Street 

>80 

F 

>80  F 

>80  F 

4. 

2nd  Street/Howard  Street 

>80 

F 

>80  F 

>80  F 

5. 

2nd  Street/Brannan  Street 

16.1 

B 

19.2  B 

52.4  D 

6. 

2nd  Street/Townsend  Street^ 

15.8 

B 

55.1  E 

55.1  E 

Source 
Notes: 

a. 

b. 

c. 

Wilbur  Smith  Associates,  October  2008. 
Delay  in  seconds  per  vehicle. 

Intersections  operating  at  LOS  E  or  LOS  F  conditions  highlighted  in  bold. 
LOS  and  average  delay  for  impacts  of  combined  Projects  2-1  and  2-16. 

Intersection  1:  2"^^  Street/Bryant  Street 

•  Modified  Option  1 

•  Existing  and  Existing  plus  Project  Conditions 

Under  Existing  conditions  for  the  PM  peak  hour  this  intersection  operates  nt  LOS  E. 
Under  Existing  plus  Project  conditions  the  2"^'  Street/Bryant  Strtvt  intersection  would 
operate  at  LOS  E.  The  northbound  lane  configuration  would  remain  the  same  as  existing 
conditions,  with  two  northbound  through  lanes  and  one  tow-away  lane  that  must  turn 
right  (to  eastbound  Bryant  Street).  The  southbound  lane  configuration  would  be  reduce*.! 
from  two  lanes  to  one  lane.  Southbound  left  turns  arc  currently  prohibited  during  the 
PM  peak.  Under  Modified  Option  1  they  would  be  prohibited  at  all  times.  I'nder 
Existing  plus  Project  conditions  analyzed  for  Option  I  in  the  Pratt  \.\R,  the  intersoctit>ti 
of  2nd  Street/Bryant  Street  would  operate  at  LOS  F.  Modified  Caption  I  would  improve 
the  operating  conditions  for  the  intersection.  However,  Significant  Impact  TK-I*2-l.i 
would  still  occur  with  the  implementation  of  Project  2-1  Modified  Caption  I  under 
Existing  plus  Project  conditions  as  a  result  of  the  intersection  operating  at  I.C^  E. 

•  2025  Cumulative  and  2025  Cumulative  plus  Project  Conditions 

The  2"'  Street/Bryant  Street  intersection  would  operate  unsatisfactorily  at  I.C^  F,  with 
more  than  80  seconds  of  average  delay  under  2025  Cumulative  conditions  in  the  PM 
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peak  hour.  The  2"^^  Street/Bryant  Street  intersection  would  operate  unsatisfactorily  at 
LOS  F,  with  more  than  80  seconds  of  delay  under  2025  Cumulative  plus  Project 
conditions,  which  is  the  same  result  as  analyzed  for  Option  1  in  the  Draft  EIR.  The 
northbound  critical  movement  at  2"*^  Street  and  Bryant  Street  would  deteriorate  under 
Existing  plus  Project  conditions,  relative  to  Existing  Conditions.  As  a  consequence,  a 
corresponding  LOS  deterioration  is  expected  at  this  intersection  for  2025  Cumulative 
plus  Project  when  compared  to  2025  Cumulative  Conditions.  Therefore,  Significant 
Impact  TR-P2-lb  would  still  occur  at  the  2"'^  Street/Bryant  Street  intersection  for  the  PM 
peak  hour  with  implementation  of  Project  2-1  Modified  Option  1  under  2025  Cumulative 
plus  Project  conditions.  The  V/C  ratio  for  Option  1  and  Modified  Option  1  are  1.611  and 
1.451  respectively.  Therefore,  Modified  Option  1  would  not  increase  the  severity  of  the 
significant  impact  at  this  intersection. 

•    Option  1 

Existing  and  Existing  plus  Project  Conditions 

Under  Existing  conditions  for  the  PM  peak  hour  this  intersection  operates  at  LOS  E. 
However,  under  Existing  plus  Project  conditions  the  2"*^  Street/Bryant  Street  intersection 
would  operate  unsatisfactorily  at  LOS  F  with  more  than  80  seconds  of  delay.  The 
northbound  lane  configuration  would  be  modified  from  two  through  lanes  and  one 
exclusive  right-turn  lane  to  one  through  lane  and  one  shared  through-right  lane.  Due  to 
this  reduction  in  capacity,  there  would  be  an  increase  in  delay  along  this  approach. 
Because  the  northbound  critical  movements  at  2""^  Street/Bryant  Street  either  deteriorate 
or  would  operate  at  an  unacceptable  LOS  F,  with  more  than  80  seconds  of  average  delay 
under  Existing  plus  Project  conditions  a  significant  impact  (Significant  Impact  TR-P2-la) 
would  occur  at  the  2"^^  Street/Bryant  Street  intersection  with  the  implementation  of 
Project  2-1  Option  1. 

2025  Cumulative  and  2025  Cumulative  plus  Project  Conditions 

The  2"^^  Street/Bryant  Street  intersection  would  operate  unsatisfactorily  at  LOS  F,  with 
more  than  80  seconds  of  average  delay  under  2025  Cumulative  conditions  under  the  PM 
peak  hour.  The  2"^'  Street/Bryant  Street  intersection  would  operate  unsatisfactorily  at 
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LOS  F,  with  more  than  80  seconds  of  delay  under  2025  Cumulative  plus  Project 
conditions.  The  northbound  critical  movement  at  2nd  Street  and  Bryant  Street  would 
deteriorate  to  LOS  F  under  Existing  plus  Project  conditions,  relative  to  Existing 
Conditions.  This  is  deemed  a  significant  impact.  As  a  consequence,  a  corresponding 
LOS  deterioration  is  expected  at  this  intersection  for  2025  Cumulative  plus  Project  when 
compared  to  2025  Cumulative  conditions.  Therefore,  a  significant  impact  (Significant 
Impact  TR-P2-lb)  would  occur  at  the  2""^  Street/Bryant  Street  intersection  for  the  PM 
Peak  hour  with  implementation  of  Project  2-1  Option  1  under  2025  Cumulative  plus 
Project  conditions. 

•    Option  2 

Existing  and  Existing  plus  Project  Conditions 

Under  Existing  conditions,  for  the  PM  peak  hour,  this  intersection  operates  at  LOS  E. 
However,  under  Existing  plus  Project  conditions,  the  study  intersection  would  operate 
satisfactorily  at  LOS  D,  with  51.4  seconds  of  delay.  The  northbound  lane  configuration 
would  be  modified  from  two  through  lanes  and  an  exclusive  right-turn  lane  to  two 
through  lanes  and  one  shared  through-right  lane.  Due  to  the  additional  capacity 
provided  in  the  northbound  direction,  traffic  operations  along  the  northbound  critical 
movement  would  improve.  Therefore  LOS  at  this  intersection  would  also  improve. 
Since  the  intersection  operates  at  an  acceptable  level  of  service  under  Existing  plus 
Project  conditions,  no  significant  impacts  would  occur  at  the  2'"'  Street/Bryant  Street 
intersection  with  the  implementation  of  Project  2-1  Option  2. 

2025  Cumulative  and  2025  Cumulative  plus  Project  Conditions 

The  2"''  Street/Bryant  Street  intersection  would  operate  unsatisfactorily  at  LOS  F,  with 
more  than  80  seconds  of  average  delay  under  2025  Cumulative  conditions  under  the  PM 
peak  hour.  The  2'"^  Street/Bryant  Street  intersection  would  continue  to  operate 
unsatisfactorily  at  LOS  F,  with  more  than  80  seconds  of  delay  under  2025  Cumulative 
plus  Project  conditions.  Due  to  the  additional  capacity  provided  in  the  northbound 
direction,  traffic  operations  along  the  northbound  critical  movement  would  inipro\o 
resulting  in  an  improvement  in  the  LOS  at  this  intersection.  I  herefore,  there  would  be 
no  significant  impacts  to  the  2"^'  Street/Bryant  Street  intersection  for  the  PM  peak  hour  as 
a  result  of  Project  2-1  Option  2  under  2025  Cumulative  plus  Project  conditions. 

Intersection  2:  2"'^  Street/Harrison  Street 


•  Modified  Option  1 

•  Existing  and  Existing  plus  Project  Conditions 

Under  Existing  conditions  for  the  PM  peak  hour  this  intersection  operates  at  LOS  F. 
Under  Existing  plus  Project  conditions,  the  2'"'  Street/Harrison  Slrwt  intersection  would 
operate  at  LOS  E.  The  southbound  lane  configuration  would  he  ininhfied  from  one 
shared  through-left  and  one  shared  through-right  lani's  to  one  throuvji  l.uie  and  one 
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right  turn  lane.  Southbound  left  turns  would  be  prohibited  at  all  times.  The  northbound 
lane  configuration  would  be  the  same  as  existing  except  that  the  left  lane  would  be 
designated  a  left  turn  only  lane.  Sharrows  would  be  placed  in  the  shared  through-right 
lane  because  this  lane  serves  as  the  second  of  two  northbound  right  turn  lanes  at 
Harrison  Street  leading  to  the  I-80/Bay  Bridge  on-ramp.  Therefore  it  is  anticipated  that 
northbound  bicyclists  will  use  this  lane  to  bypass  the  right  turn  queue  during  peak 
hours.  Project  2-1  Modified  Option  1  preserves  existing  capacity  for  the  critical 
northbound  right  turn  approach  to  the  freeway  on-ramp  at  Essex  Street.  Southbound  left 
turning  vehicles  would  either  not  turn  into  2"*^  Street,  or  if  using  2'"*  Street,  use  alternate 
routes.  For  analysis  purposes,  southbound  left  turning  vehicles  going  eastbound  were 
assigned  to  Hawthorne  Street  via  Howard  Street.  They  have  been  added  as  eastbound 
Folsom  Street  vehicles  at  2"*^  Street.  Under  Existing  plus  Project  conditions  analyzed  for 
Option  1  in  the  Draft  EIR,  the  intersection  of  2nd  Street/Harrison  Street  would  operate  at 
LOS  F.  Modified  Option  1  would  improve  the  operating  conditions  for  the  intersection. 
However,  Significant  Impact  TR-P2-lc  would  still  occur  at  the  2"'^  Street/Harrison  Street 
intersection  with  implementation  of  Project  2-1  Modified  Option  1  under  Existing  plus 
Project  conditions. 

•  2025  Cumulative  and  2025  Cumulative  plus  Project  Conditions 

The  2"^'  Street/Harrison  Street  intersection  would  operate  unsatisfactorily  at  LOS  F,  with 
more  than  80  seconds  of  average  delay  under  2025  Cumulative  conditions.  The 
2""^  Street/Harrison  Street  intersection  would  operate  unsatisfactorily  at  LOS  F,  with 
more  than  80  seconds  of  average  delay  under  2025  Cumulative  plus  Project  conditions 
under  the  PM  peak  hour,  which  is  the  same  result  as  was  discussed  in  the  EIR  for  Project 
2-1  Options  1  and  2.  Modified  Option  1  would  preserve  capacity  for  the  critical 
northbound  right  turn  approach  to  the  freeway  on-ramp  at  Essex  Street.  The 
northbound  critical  movement  at  2"^'  Street  and  Harrison  Street  would  deteriorate  under 
Existing  plus  Project  conditions.  As  a  consequence,  a  corresponding  LOS  deterioration 
is  expected  at  this  intersection  for  2025  Cumulative  plus  Project  when  compared  to  2025 
Cumulative  Conditions.  Although  the  modified  project  would  improve  conditions 
relative  to  what  was  analyzed  in  the  Draft  EIR  for  Option  1,  Significant  Impact  TR-P2-le 
would  still  occur  at  the  2"*^  Street/Harrison  Street  intersection  with  implementation  of 
Project  2-1  Modified  Option  1  under  2025  Cumulative  plus  Project  conditions.  The  V/C 
ratio  for  Option  1  and  Modified  Option  1  are  1.505  and  1.358  respectively.  Therefore, 
Modified  Option  1  would  not  increase  the  severity  of  the  significant  impact  at  this 
intersection. 

•  Option  1 

Existing  and  Existing  plus  Project  Conditions 

Under  Existing  conditions,  for  the  PM  peak  hour,  this  intersection  operates  at  LOS  E. 
However,  under  Existing  plus  Project  conditions,  the  2"^'  Street/Harrison  Street 
intersection  would  operate  unsatisfactorily  at  LOS  F,  with  more  than  80  seconds  of 
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left  lane  and  one  shared  through-right  lane  under  Existing  conditions  to  one  exclusive 
left  lane,  one  through  lane,  and  one  exclusive  right  lane  under  Existing  plus  Project 
conditions.  The  northbound  lane  configuration  would  be  modified  from  a  shared 
through-left,  shared  through-right  and  an  exclusive  right-turn  lane  to  an  exclusive  left- 
turn,  a  shared  through-right  and  an  exclusive  right-turn  lane.  Due  to  the  modification  of 
lane  geometries,  there  would  be  an  increase  in  delay  along  these  approaches.  Because 
the  northbound  critical  movements  at  2"''  Street/Harrison  Street  would  either  deteriorate 
or  would  operate  at  an  unacceptable  LOS  F,  with  more  than  80  seconds  of  average  delay 
under  Existing  plus  Project  conditions,  a  significant  impact  (Significant  Impact  TR-P2-lc) 
would  occur  at  the  2""^  Street/Harrison  Street  intersection  with  the  implementation  of 
Project  2-1  Option  1. 

2025  Cumulative  and  2025  Cumulative  plus  Project  Conditions 

The  2"*^  Street/Harrison  Street  intersection  would  operate  unsatisfactorily  at  LOS  F,  with 
more  than  80  seconds  of  average  delay  under  2025  Cumulative  conditions  under  the  PM 
peak  hour.  The  2"^  Street/Harrison  Street  intersection  would  operate  unsatisfactorily  at 
LOS  F,  with  more  than  80  seconds  of  delay  under  2025  Cumulative  plus  Project 
conditions.  The  northbound  critical  movement  at  2"^'  Street  and  Harrison  Street  would 
deteriorate  to  an  LOS  F  under  Existing  plus  Project  conditions  relative  to  Existing 
Conditions.  This  is  deemed  a  significant  impact.  As  a  consequence  a  corresponding  LOS 
deterioration  is  expected,  at  this  intersection  for  2025  Cumulative  plus  Project  when 
compared  to  2025  Cumulative  conditions.  Therefore,  a  significant  impact  (Significant 
Impact  TR-P2-le)  would  occur  at  the  2nd  Street/Harrison  Street  intersection  for  the  PM 
peak  hour  with  implementation  of  Project  2-1  Option  1  under  2025  Cumulative  plus 
Project  conditions. 

•    Option  2 

Existing  and  Existing  plus  Project  Conditions 

Under  Existing  conditions,  for  the  PM  peak  hour,  this  intersection  operates  at  LOS  E. 
However,  under  Existing  plus  Project  conditions,  the  2'"'  Street/Harrison  Street 
intersection  would  operate  unsatisfactorily  at  LOS  F,  with  more  than  80  seconds  of  delay 
under  Existing  plus  Project  conditions.  The  southbound  lane  configuralii>n  would  bx* 
modified  from  one  shared  through-left  lane  and  one  shared  through-right  lane  uiuler 
Existing  conditions  to  one  exclusive  left  lane,  one  through  lane,  and  one  exclusive  right 
lane  under  Existing  plus  Project  conditions.  The  northbound  lane  configuration  would 
be  modified  from  a  shared  through  left,  shared  through-right  and  an  exclusive  right- 
turn  lane  to  an  exclusive  left-turn,  a  shared  through-right  and  an  e\i  IusIm'  right-turn 
lane.  Due  to  the  modification  of  lane  geometries,  there  would  be  an  increase  in  delay 
along  the  southbound  approach  for  Option  2.  Because  tin*  norlhbt>inid  critical 
movement  at  2"^'  Street/Harrison  Street  Because  the  northhound  critical  nu>\enu"nts  at 
2"^^  Street/Harrison  Street  would  either  deteriorate  or  wouKI  operate  at  an  unacceplahli" 
LOS  F,  with  more  than  80  seconds  of  average  delay  under  Existing  plus  Projtvt 
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conditions,  a  significant  impact  (Significant  Impact  TR-P2-ld)  would  occur  at  the  2""^ 
Street/Harrison  intersection  with  the  implementation  of  Project  2-1  Option  2. 

2025  Cumulative  and  2025  Cumulative  plus  Project  Conditions 

The  2""^  Street/Harrison  Street  intersection  would  operate  unsatisfactorily  at  LOS  F,  with 
more  than  80  seconds  of  delay  under  2025  Cumulative  plus  Project  conditions  under  the 
PM  peak  hour.  The  northbound  critical  movement  at  2nd  Street  and  Harrison  Street 
would  deteriorate  to  an  Existing  plus  Project  LOS  F,  relative  to  Existing  Conditions.  This 
is  determined  to  be  a  significant  impact.  As  a  consequence  a  corresponding  LOS 
deterioration  is  expected  at  this  intersection  for  2025  Cumulative  plus  Project  when 
compared  to  2025  Cumulative  conditions.  Therefore,  a  significant  impact  (Significant 
Impact  TR-P2-lf)  would  occur  at  the  2"^^  Street/Harrison  Street  intersection  for  the  PM 
peak  hour  with  implementation  of  Project  2-1  Option  2  under  2025  Cumulative  plus 
Project  conditions. 

Intersection  3:  2"^^  Street/Folsom  Street 

•  Modified  Option  1 

•  Existing  and  Existing  plus  Project  Conditions 

Under  Existing  conditions  for  the  PM  peak  hour  this  intersection  operates  at  LOS  D  with 
a  delay  of  44.7  seconds.  Under  Existing  plus  Project  conditions,  the  2"*^  Street/Folsom 
Street  intersection  would  continue  to  operate  at  LOS  D.  The  southbound  lane 
configuration  would  be  modified  from  one  through  lane  and  one  shared  through-left 
tiim  lane  to  one  through  lane.  Southbound  left  turns  would  be  prohibited  at  all  times 
and  the  signal  timing  modified  to  remove  a  lagging  permissive-protected  left  turn 
phase.  In  addition,  the  northbound  lane  would  be  modified  from  one  through  lane  and 
one  shared  through-right  lane  to  one  through  lane  and  one  exclusive  right-turn  lane. 
Southbound  left  turning  vehicles  would  either  not  turn  into  2"^^  Street,  or  if  using  2"^^ 
Street,  use  alternate  routes.  For  analysis  purposes,  southbound  left  turning  vehicles 
going  eastbound  were  assigned  to  Hawthorne  Street  via  Howard  Street.  They  have  been 
added  as  eastbound  Folsom  Street  vehicles  at  2"*^  Street.  Therefore,  there  would  not  be  a 
significant  traffic  impact  at  the  intersection  of  2"'^  and  Folsom  Streets  under  Existing  plus 
Project  conditions  with  the  implementation  of  Project  2-1  Modified  Option  1.  Under 
Existing  plus  Project  conditions  analyzed  for  Option  1  in  the  Draft  EIR,  the  intersection 
of  2nd  Street/Folsom  Street  would  operate  at  LOS  E  with  76.5  seconds  of  delay. 
Modified  Option  1  would  improve  the  operating  conditions  for  the  intersection  relative 
to  what  was  analyzed  for  Option  1  and  Significant  Impact  TR-P2-lg  would  not  occur 
with  the  modified  project. 

•  2025  Cumulative  and  2025  Cumulative  plus  Project  Conditions 

The  2"'^'  Street/Folsom  Street  intersection  would  operate  unsatisfactorily  at  LOS  F,  with 
more  than  80  seconds  of  average  delay,  under  2025  Cumulative  conditions  for  the  PM 
peak  hour.  The  2"*^  Street/Folsom  Street  intersection  would  operate  unsatisfactorily  at 
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LOS  F,  vv^ith  more  than  80  seconds  of  average  delay  under  2025  Cumulative  plus  Project 
conditions  for  the  PM  peak  hour.  Left  turn  volume  assignment  is  as  discussed  for 
Existing  plus  Project  Conditions.  Therefore,  Significant  Impact  TR-P2-li  would  still 
occur  at  the  2"'^  Street/Folsom  Street  intersection  under  2025  Cumulative  plus  Project 
conditions  with  the  implementation  of  Project  2-1  Modified  Option  L  The  V/C  ratio  for 
Option  1  and  Modified  Option  1  are  1.489  and  1.388  respectively.  Therefore,  Modified 
Option  1  would  not  increase  the  severity  of  the  significant  impact  at  this  intersection. 

•    Option  1 

Existing  and  Existing  plus  Project  Conditions 

Under  Existing  conditions,  for  the  PM  peak  hour,  this  intersection  operates  at  LOS  D 
with  a  delay  of  44.7  seconds.  However,  under  Existing  plus  Project  conditions,  the  2"^ 
Street/Folsom  Street  intersection  would  operate  unsatisfactorily  at  LOS  E,  with  76.5 
seconds  of  delay.  The  southbound  lane  configuration  would  be  modified  from  one 
through  lane  and  one  shared  through-left  turn  lane  to  one  through  lane  and  one 
exclusive  left-turn  lane.  In  addition,  the  northbound  lane  would  be  modified  from  one 
through  lane  and  on  shared  through-right  lane  to  one  shared  through-right  lane.  Due  to 
the  modification  of  lane  geometries  in  the  southbound  direction  and  the  reduction  in 
capacity  in  the  northbound  direction,  there  would  be  an  increase  in  delay  along  both  the 
southbound  and  northbound  approach.  Because  the  southbound  and  eastbound  critical 
movements  at  2"''  Street/Folsom  Street  would  either  deteriorate  or  would  operate  at  an 
unacceptable  LOS  F,  with  more  than  80  seconds  of  average  delay  under  Existing  plus 
Project  conditions,  a  significant  impact  (Significant  Impact  TR-P2-lg)  would  occur  at  the 
2nd  Street/Folsom  Street  intersection  with  the  implementation  of  Project  2-1  Option  1. 

2025  Cumulative  and  2025  Cumulative  plus  Project  Conditions 

The  2""^  Street/Folsom  Street  intersection  would  operate  unsatisfactoriK'  at  LOS  F,  with 
more  than  80  seconds  of  average  delay  under  2025  Cumulative  conditions  for  the  PM 
peak  hour.  The  southbound  and  eastbound  critical  movement  at  2nd  Street  and  Folsom 
Street  would  deteriorate  to  an  Existing  plus  Project  LOS  E,  relative  to  Existing 
conditions.  This  is  determined  to  be  a  significant  impact.  As  a  con.sequenco  a 
corresponding  LOS  deterioration  is  expected,  at  this  intersection  lor  2025  Cumulative 
plus  Project  when  compared  to  2025  Cumulative  conditions.  Iherefi^re,  a  significant 
impact  (Significant  Impact  TR-P2-Ii)  would  occur  at  the  2'"'  Strivl/Iolsom  Slrtvl 
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intersection  with  implementation  of  Project  2-1  Option  1  under  2025  Cumulative  plus 
Project  conditions. 

•     Option  2 

Existing  and  Existing  plus  Project  Conditions 

Under  Existing  conditions,  for  the  PM  peak  hour,  this  intersection  operates  at  LOS  D 
with  a  delay  of  44.7  seconds.  However,  under  Existing  plus  Project  conditions,  the  2"^^ 
Street/Folsom  Street  intersection  would  operate  unsatisfactorily  at  LOS  E,  with  76.5 
seconds  of  delay-  The  southbound  lane  configuration  would  be  modified  from  one 
through  lane  and  one  shared  through-left  turn  lane  to  one  through  lane  and  one 
exclusive  left-turn  lane.  In  addition,  the  northbound  lane  would  be  modified  from  one 
through  lane  and  one  shared  through-right  lane  to  one  shared  through-right  lane.  Due 
to  the  modification  of  lane  geometries  in  the  southbound  direction  and  the  reduction  in 
capacity  in  the  northbound  direction,  there  would  be  an  increase  in  delay  along  both  the 
southbound  and  northbound  approaches.  Because  the  southbound  and  eastbound 
critical  movements  at  2"^  Street/Folsom  Street  would  either  deteriorate  or  would  operate 
at  an  unacceptable  LOS  F,  with  more  than  80  seconds  of  average  delay  under  Existing 
plus  Project  conditions,  a  significant  impact  (Significant  Impact  TR-P2-lh)  would  occur 
at  the  2'"^  Street/Folsom  Street  intersection  with  the  implementation  of  Project  2-1 
Option  2. 

2025  Cumulative  and  2025  Cumulative  plus  Project  Conditions 

The  2'"*  Street/Folsom  Street  intersection  would  operate  unsatisfactorily  at  LOS  F,  with 
more  than  80  seconds  of  delay  under  2025  Cumulative  plus  Project  conditions  for  the 
PM  peak  hour.  The  northbound  critical  movement  at  2""^  Street  and  Harrison  Street 
would  deteriorate  to  an  Existing  plus  Project  LOS  F  relative  to  Existing  conditions.  This 
is  deemed  a  significant  impact.  As  a  consequence  a  corresponding  LOS  deterioration  is 
expected  at  this  intersection  for  2025  Cumulative  plus  Project  when  compared  to  2025 
Cumulative  conditions.  Therefore,  a  significant  impact  (Significant  Impact  TR-P2-lj) 
would  occur  at  the  2"''  Street/Folsom  Street  intersection  with  implementation  of 
Project  2-1  Option  2  under  2025  Cumulative  plus  Project  conditions. 

Intersection  4:  2nd  Street/Howard  Street 


•  Modified  Option  1 

•  Existing  and  Existing  plus  Project  Conditions 

Under  Existing  conditions  for  the  PM  peak  hour  this  intersection  operates  at  LOS  C  with 
a  delay  of  20.1  seconds.  Under  Existing  plus  Project  conditions  for  the  modified  project, 
this  intersection  would  continue  to  operate  satisfactorily  at  LOS  C  with  34.9  seconds  of 
delay.  Undei*  Existing  plus  Project  conditions  analyzed  for  Option  1  in  the  Draft  EIR,  the 
intersection  of  2nd  Street/Howard  Street  would  operate  at  LOS  C  with  22.4  seconds  of 
delay.  The  southbound  lane  configuration  would  be  modified  from  one  through  lane 
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and  one  shared  through-right  turn  lane  to  one  through  lane  and  one  exclusive  right-turn 
lane.  In  addition,  the  northbound  lane  configuration  would  be  modified  from  one 
through  lane  and  one  shared  through-left  turn  lane  to  one  through  lane.  Northbound  left 
turns  would  be  prohibited  at  all  times.  Northbound  left  turning  vehicles  would  either 
not  turn  into  2"*^  Street,  or  if  using  2"^  Street,  use  alternate  routes  such  as  turning  left  at 
Harrison  Street.  For  analysis  purposes,  northbound  left  turning  vehicles  were  assigned 
to  the  northbound  through  lane  at  2"*^  and  Howard  Streets.  Southbound  left  turns 
prohibited  at  Folsom  and  Harrison  Streets  have  been  reassigned  as  southbound  right 
turns  for  southbound  2"'^  Street  at  Howard  Street.  Assigning  ail  left  turns  to  one 
alternative  route  is  the  worst  case  scenario,  as  in  reality  vehicles  would  disperse  using 
more  than  one  alternate  route  (see  discussion  for  Howard/New  Montgomery  and 
Folsom/Hawthome).  Therefore,  there  would  not  be  a  significant  traffic  impact  at  the 
intersection  of  2"'^  and  Howard  Streets  under  the  Existing  plus  Project  conditions  with 
the  implementation  of  Project  2-1  Modified  Option  1. 

•  2025  Cumulative  and  2025  Cumulative  plus  Project  Conditions 

The  1"^  Street/Howard  Street  intersection  would  operate  unsatisfactorily  at  LOS  F,  with 
more  than  80  seconds  of  average  delay  under  2025  Cumulative  conditions.  The 
2nd  Street/Howard  Street  intersection  would  operate  unsatisfactorily  at  LOS  F,  with  more 
than  80  seconds  of  average  delay  under  2025  Cumulative  plus  Project  conditions  for  the 
PM  peak  hour,  which  is  the  same  result  as  analyzed  in  the  Draft  EIR  for  Project  2-1 
Options  1  and  2.  Therefore,  Significant  Impact  TR-P2-lk  would  still  occur  at  the  2"^ 
Street/Howard  Street  intersection  with  implementation  of  Project  2-1  Modified  Option  1. 
The  V/C  ratio  for  Option  1  and  Modified  Option  1  are  1.450  and  1.373  respecti\elv. 
Therefore,  there  would  be  no  increase  in  the  severity  of  the  significant  impact  as  a  result 
of  Modified  Option  1. 

•  Option  1 

Existing  and  Existing  plus  Project  Conditions 

Under  Existing  conditions,  for  the  PM  peak  hour,  this  intersection  operates  at  LOS  C 
with  a  delay  of  20.1  seconds.  Under  Existing  plus  Project  conditions,  this  intersection 
would  continue  to  operate  satisfactorily  at  LOS  C,  with  22.4  seconds  of  delaw  Ihe 
southbound  lane  configuration  would  be  modified  from  t>ne  through  lane  and  shared 
through-right  turn  lane  to  one  through  lane  and  one  exclusive  right-turn  lane.  In 
addition,  the  northbound  lane  configuration  wt)uld  be  modified  from  one  through  lane 
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and  one  shared  through-left  Uim  lane  to  one  through  lane  and  one  exclusive  left-turn 
lane.  Due  to  the  modification  of  lane  geometries  in  the  southbound  and  northbound 
directions,  there  would  be  an  increase  in  delay  along  both  approaches  under  Existing 
plus  Project  conditions.  The  intersection  delay  would  increase  by  2.3  seconds  compared 
to  Existing  conditions.  Therefore,  a  significant  impact  would  not  occur  at  the 
2"<^  Street/Howard  intersection  with  the  implementation  of  Project  2-1  Option  1. 

2025  Cumulative  and  2025  Cumulative  plus  Project  Conditions 

The  2"''  Street/Howard  Street  intersection  would  operate  unsatisfactorily  at  LOS  F,  with 
more  than  80  seconds  of  average  delay  under  2025  Cumulative  conditions  for  the  PM 
peak  hour.  Under  2025  Cumulative  plus  Project  conditions,  this  intersection  would 
operate  unsatisfactorily  at  LOS  F,  with  more  than  80  seconds  of  delay.  Because  the 
northbound  and  westbound  critical  movements  at  2nd  Street  and  Howard  Street  would 
either  deteriorate,  or  would  operate  at  an  unacceptable  LOS  F  with  more  than  80 
seconds  of  average  delay  under  Year  2025  Cumulative  plus  Project  conditions,  a 
significant  impact  (Significant  Impact  TR-P2-lk)  would  occur  at  the  2nd  Street/Howard 
Street  intersection  with  the  implementation  of  Project  2-1  Option  1. 

•    Option  2 

Existing  and  Existing  plus  Project  Conditions 

Under  Existing  conditions,  for  the  PM  peak  hour,  this  intersection  operates  at  LOS  C 
with  a  delay  of  20.1  seconds.  Since  the  proposed  lane  configuration  under  Option  2  is  the 
same  as  Option  1,  the  2""^  Street/Howard  Street  intersection  would  also  operate 
satisfactorily  at  LOS  C,  with  22.4  seconds  of  delay  under  Existing  plus  Project  conditions 
for  Option  2.  The  southbound  lane  configuration  would  be  modified  from  one  through 
lane  and  shared  through-right  turn  lane  to  one  through  lane  and  one  exclusive  right- 
turn  lane.  In  addition,  the  northbound  lane  configuration  would  be  modified  from  one 
through  lane  and  one  shared  through-left  turn  lane  to  one  through  lane  and  one 
exclusive  left-turn  lane.  Due  to  the  modification  of  lane  geometries  in  the  southbound 
and  northbound  directions,  there  would  be  an  increase  in  delay  along  both  approaches. 
The  intersection  delay  would  increase  by  2.3  seconds  compared  to  Existing  conditions. 
Therefore,  a  significant  impact  would  not  occur  at  the  2nd  Street/Howard  intersection 
with  the  implementation  of  Project  2-1  Option  2. 

2025  Cumulative  and  2025  Cumulative  plus  Project  Conditions 

The  2''*^  Street/Howard  Street  intersection  would  operate  unsatisfactorily  at  LOS  F,  with 
more  than  80  seconds  of  delay  under  2025  Cumulative  plus  Project  conditions.  The 
northbound  and  westbound  critical  movements  at  2"'^  Street  and  Howard  Street  would 
either  deteriorate  or  would  operate  at  an  unacceptable  LOS  F,  with  more  than  80 
seconds  of  average  delay  under  2025  Cumulative  plus  Project  conditions.  Therefore,  a 
significant  impact  (Significant  Impact  TR-P2-11)  would  occur  at  the  2'"^  Street/Howard 
Street  intersection  with  the  implementation  of  Project  2-1  Option  2. 
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Intersection  5:  2"*^  Street/Brannan  Street 

•  Modified  Option  1 

•  Existing  and  Existing  plus  Project  Conditions 

Under  Existing  conditions  this  intersection  operates  at  LOS  B  with  a  delay  of  14.1 
seconds.  The  2"*^  Street/Brannan  Street  intersection  would  operate  satisfactorily  at  LOS  B 
w^ith  16.5  seconds  of  delay  under  Existing  plus  Project  conditions  for  Modified  Option  1. 
Under  Existing  plus  Project  conditions  analyzed  for  Option  1  in  the  Draft  EIR,  the 
intersection  of  2nd  Street/Brannan  Street  would  operate  at  LOS  B  with  15  seconds  of 
delay.  The  northbound  lane  configuration  would  be  modified  from  one  shared  through- 
left  lane  and  one  shared  through-right  lane  to  one  shared  left-through-right  lane.  The 
southbound  lane  configuration  would  be  modified  from  one  shared  through-left  lane 
and  one  shared  through-right  lane  to  one  shared  through-right  lane.  Southbound  left 
turns  would  be  prohibited.  Southbound  left  turns  have  been  assigned  as  through 
vehicles  on  2"'^  Street  at  Brannan  Street.  Therefore,  there  would  not  be  a  significant 
traffic  impact  at  the  intersection  of  2"'^  and  Brannan  Streets  under  the  Existing  plus 
Project  conditions  with  the  implementation  of  Project  2-1  Modified  Option  1. 

•  2025  Cumulative  and  2025  Cumulative  plus  Project  Conditions 

The  2nd  Street/Brannan  Street  intersection  would  operate  satisfactorily  at  LOS  B,  with 
16.1  seconds  of  average  delay  under  2025  Cumulative  conditions.  Under  2025 
Cumulative  plus  Project  conditions,  this  intersection  would  operate  satisfactorily  at  LOS 
C.  Under  2025  Cumulative  plus  Project  conditions  analyzed  for  Option  1  in  the  Draft 
EIR,  the  intersection  of  2nd  Street/Brannan  Street  would  operate  at  LOS  D  with  52.4 
seconds  of  delay.  Modified  Option  1  would  improve  conditions  at  the  2nd 
Street/Brannan  Street  intersection  relative  to  what  was  analyzed  for  Option  1.  Therefore, 
there  would  not  be  a  significant  traffic  impact  at  the  intersection  of  2'"'  and  Brannan 
Streets  under  the  Cumulative  plus  Project  conditions  with  the  implementation  of  Project 
2-1  Modified  Option  1. 

•  Option  1 

Existing  and  Existing  plus  Project  Conditions 

Under  Existing  conditions,  this  intersection  operates  at  LOS  B  with  a  delay  of  14.1 
seconds.  The  2'"'  Street/Brannan  Street  intersection  would  operate  satisl.u  tc»rilv  at  I  B, 
with  15  seconds  of  delay  under  Existing  plus  Project  conditions.  Ihe  northbound  lane 
configuration  would  be  modified  from  one  shareii  through-left  lane  and  one  shared 
through-right  lane  to  one  shared  left-through-right  lane.  Due  to  thi-  reduction  in 
capacity,  there  would  be  an  increase  in  delay  along  tin*  northbound  approach.  Ilie 
intersection  would  increase  by  0.9  second  compared  to  l".\isting  ct>ndititins.  Iherefore,  a 
significant  impact  would  not  occur  at  the  2'"'  Street/F^rannan  Street  intrrsci  tion  with  the 
implementation  of  Project  2-1  Option  I. 
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2025  Cumulative  and  2025  Cumulative  plus  Project  Conditions 

The  2nd  Street/Brannan  Street  intersection  would  operate  satisfactorily  at  LOS  B,  with 
16.1  seconds  of  average  delay  under  2025  Cumulative  conditions.  Under  2025 
Cumulative  plus  Project  conditions,  this  intersection  would  operate  satisfactorily  at  LOS 
B,  with  19.2  seconds  of  delay.  Therefore,  a  significant  impact  would  not  occur  at  the 
Street/Brannan  Street  intersection  with  the  implementation  of  Project  2-1  Option  1  under 
2025  Cumulative  plus  Project  conditions. 

•    Option  2 

Existing  and  Existing  plus  Project  Conditions 

Under  Existing  conditions,  this  intersection  operates  at  LOS  B  with  a  delay  of  14.1 
seconds.  The  2""^  Street/Brannan  Street  intersection  would  operate  satisfactorily  at  LOS  B, 
with  17.9  seconds  of  delay  under  Existing  plus  Project  conditions.  The  southbound  lane 
configuration  would  be  modified  from  one  shared  through-left  lane  and  one  shared 
through-right  lane  to  one  shared  left-through-right  lane.  Due  to  the  reduction  in 
capacity,  there  would  be  an  increase  in  delay  along  the  southbound  approach.  The 
intersection  delay  would  increase  by  3.8  seconds  compared  to  Existing  conditions. 
Therefore,  a  significant  impact  would  not  occur  at  the  2"'^'  Street/Brannan  Street 
intersection  with  the  implementation  of  Project  2-1  Option  2. 

2025  Cumulative  and  2025  Cumulative  plus  Project  Conditions 

The  2"^^  Street/Brannan  Street  intersection  would  operate  satisfactorily  at  LOS  B,  with 
16.1  seconds  of  average  delay  under  2025  Cumulative  conditions.  The  2"*^  Street/Brannan 
Street  intersection  would  operate  satisfactorily  at  LOS  D,  with  52.4  seconds  of  delay 
under  2025  Cumulative  plus  Project  conditions.  Therefore,  a  significant  impact  would 
not  occur  at  the  2"^^  Street/Brannan  Street  intersection  with  the  implementation  of  Project 
2-1  Option  2  under  2025  Cumulative  plus  Project  conditions. 
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Intersection  6:  2"^^  Street/Townsend  Street  (Projects  2-1  and  2-16  Combined) 

The  2"'^  Street/Townsend  Street  intersection  is  common  to  Projects  2-1  and  2-16  within  the 
Cluster  2  area.  For  Project  2-1,  the  lane  configuration  at  the  intersection  remains  the  same  as 
under  Existing  (No  Project)  conditions  for  both  Option  1  and  Option  2.  However,  Project  2-16 
reduces  the  capacity  in  the  eastbound  direction  on  Townsend  Street  for  this  intersection.  Under 
Project  2-16,  both  Options  1  and  2  would  modify  the  eastbound  shared  through-left  and  shared 
through-right  lane  to  a  single  shared  through-left-right  turn  lane.  The  analysis  below  reflects  the 
combined  impact  of  implementing  Projects  2-1  and  2-16  at  this  intersection.  The  impacts 
resulting  from  the  implementation  of  individual  Project  2-1  follow  the  discussion  of  the 
combined  impacts.  Table  V.2-15,  p.  V.A.3-  220,  and  Table  V.2-16,  p.  V.A.3-221,  summarize  these 
results. 

•    Modified  Option  1 

Existing  and  Existing  plus  Project  Conditions  for  Projects  2-1  and  2-16  combined 

Under  Existing  conditions  for  the  PM  peak  hour  this  intersection  operates  at  LOS  B  with 
13.8  seconds  of  delay.  The  2"*^  Street/Townsend  Street  intersection  would  operate 
satisfactorily  at  LOS  B  under  Existing  plus  Project  conditions.  Intersection  configuration 
would  be  one  southbound  left  turn  lane,  one  southbound  shared  through-right  turn 
lane,  one  northbound  shared  through-right-left  turn  lane,  one  westbound  shared 
through-right-left  turn  lane,  one  eastbound  left  turn  lane,  and  one  eastbound  shared 
through-right  lane.  Under  Existing  plus  Project  conditions  analyzed  for  Option  1  for  the 
combined  projects  in  the  Draft  EIR,  the  intersection  of  2nd  Stroot/Townsond  Street 
would  operate  at  LOS  C  with  20  seconds  of  delay.  Modified  Option  1  would  improve 
conditions  at  the  2nd  Street/Townsend  Street  intersection  relative  to  the  conditions 
analyzed  for  Option  1  in  the  Draft  EIR.  Therefore,  there  would  not  be  a  significant 
traffic  impact  at  the  intersection  of  2'"'  and  Townsend  Streets  under  the  Existing  plus 
Project  conditions  with  the  combined  implementation  of  Project  2-1  Modified  Option  1 
and  Project  2-16  Option  1. 

2025  Cumulative  and  2025  Cumulative  plus  Project  Conditions 

Under  2025  Cumulative  conditions  for  the  I'M  peak  hour  this  intersection  operates  at 
LOS  B  with  15.8  seconds  of  delay.  Tlie  2nd  Street/Townseml  Strei't  intersection  wmild 
continue  to  operate  satisfactorily  at  LOS  B  under  2025  Cumulative  plus  I'roiivt 
conditions.  Under  2025  Cumulative  plus  Project  conditions  analyzed  li>rC^ptu>n  1  of  the 
combined  projects  in  the  Draft  EIR,  the  intersection  of  2nd  Streot/Townsend  Slrwl 
would  operate  at  LOS  E  with  55.1  seconds  of  delay.  Modified  Option  1  would  improve 
conditions  at  the  2nd  Street/Townsend  Street  intersection  relative  to  ci>nditions  analv/etl 
for  Option  1  in  the  Draft  EIR.  Iherefore,  there  would  not  he  a  significant  tratlu  impact 
at  the  intersection  of  2'"'  and  Townsend  Streets  under  the  2025  Cumulative  plus  rrt>|ect 
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conditions  with  the  implementation  of  combined  Project  2-1  Modified  Option  1  and 
Project  2-16  Option  1. 

The  intersections  of  Howard  Street/New  Montgomery  Street  and  Folsom  Street/ 
Hawthorne  Street  were  added  for  analysis  for  Project  2-1  Modified  Option  1.  Existing 
conditions  were  obtained  from  the  traffic  counts  provided  in  the  Final  Transportation 
Report,  February  2009,  222  Second  Street  Project  (Case  No.  2006.1106'*).  Traffic  impact 
analysis  for  Project  2-1  Modified  Option  1  includes  intersection  LOS  analysis  for 
Howard  Street/New  Montgomery  Street  and  Folsom  Street/Hawthorne  Street  under 
existing  2007  and  2025  Cumulative  scenarios. 

•     Option  1 

Existing  and  Existing  plus  Project  Conditions  for  Projects  2-1  and  2-16  combined 

Under  Existing  conditions,  for  the  PM  peak  hour,  this  intersection  operates  at  LOS  B 
with  13.8  seconds  of  delay.  The  2"*^  Street/Townsend  Street  intersection  would  operate 
satisfactorily  at  LOS  C,  with  20  seconds  of  delay  under  Existing  plus  Project  conditions. 
The  eastbound  lane  configuration  would  be  modified  from  one  shared  through-left  lane 
and  one  shared  through-right  lane  to  one  shared  left-through-right  lane.  Due  to  the 
reduction  in  capacity,  there  would  be  an  increase  in  delay  along  the  eastbound 


TABLE  V.2-15 
CLUSTER  2 

COMPARISON  OF  LEVEL  OF  SERVICE  AND  AVERAGE  DELAY  FOR  2'^''  STREET/TOWNSEND 
STREET  EXISTING  AND  EXISTING  PLUS  PROJECT  CONDITIONS  -  WEEKDAY  PM  PEAK  HOUR 

Existing  plus  Project  Option  1 

Existing  plus  Project  Option  2 

Existing 

Project  2-1 

Combined 
Projects  2-1  and 
2-16 

Project  2-1 

Combined 
Projects  2-1  and 
2-16 

Average 
Delay'  LOS^ 

Average 
Delay^  LOS" 

Average 
Delay'  LOS" 

Average 
Delay'  LOS" 

Average 
Delay'  LOS** 

13.8  B 

13.8  B 

20  C 

13.8  B 

20  C 

Source:     Wilbur  Smith  Associates,  October  2008 
Notes: 

a.     Delay  in  seconds  per  vehicle. 

b.     Intersections  operating  at  LOS  E  or  LOS  F  conditions  highlighted  in  bold. 


This  report  is  available  for  public  review  by  appointment  at  the  Planning  Department,  1650  Mission 
Street,  Suite  400,  San  Francisco  as  part  of  Case  File  Case  No.  2006.11 06E. 
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TABLE  V.2-16 
CLUSTER  2  -  PROJECTS  2-1  AND  2-16 
COMPARISON  OF  LEVEL  OF  SERVICE  AND  AVERAGE  DELAY  FOR  2"°  STREET/TOWNSEND 
STREET  2025  CUMULATIVE  AND  2025  CUMULATIVE  PLUS  PROJECT  CONDITIONS  - 

WEEKDAY  PM  PEAK  HOUR 


2025  Cumulative  plus  Project 
Option  1 

2025  Cumulative  plus  Project 
Option  2 

2025  Cumulative 

Combined  Projects 
Project  2-1            2-1  and  2-16 

Combined  Projects 
Project  2-1             2-1  and  2-16 

Average 
Delay^  LOS" 

Average  Average 
Delay^     LOS"     Delay^  LOS" 

Average  Average 
Delay^     LOS"     Delay'  LOS" 

15.8  B 

15.8            B           55.1  E 

15.8            B           55.1  E 

Source:     Wilbur  Smith  Associates,  October  2008. 

Notes: 


a.  Delay  in  seconds  per  vehicle. 

b.  Intersections  operating  at  LOS  E  or  LOS  F  conditions  highlighted  in  bold.  

approach.  The  intersection  delay  would  increase  by  6.2  seconds,  compared  to  Existing 
conditions.  Therefore,  a  significant  impact  would  not  occur  at  the  2'"'  Street/Townsend 
Street  intersection  with  the  implementation  of  combined  Project  2-1  and  Project  2-16 
Option  1. 

2025  Cumulative  and  2025  Cumulative  plus  Project  Conditions  for  Projects  2-1  and 
2-16  combined 

The  2nd  Street/Townsend  Street  intersection  would  operate  satisfactorily  at  LOS  B,  with 
15.8  seconds  of  average  delay  under  2025  Cumulative  conditions  for  the  PM  peak  hour. 
The  2nd  Street/Townsend  Street  intersection  would  operate  unsatisfactorily  at  LOS  E, 
with  55.1  seconds  of  delay  under  2025  Cumulative  plus  Project  conditions.  Becaust'  the 
southbound  and  eastbound  critical  movements  at  2nd  StreelAIow nsond  Slroet  would 
either  deteriorate  or  would  operate  at  an  unacceptable  LOS  F,  with  more  than  80 
seconds  of  average  delay  under  2025  Cumulative  plus  Project  conditions,  a  significant 
impact  (Significant  Impact  TR-P2-lm)  would  occur  at  the  2nd  Slreol/Townsond  Strivt 
intersection  with  the  implementation  of  combined  Project  2-1  and  2-16  Option  L 
Table  V.2-16,  p.  V. A. 3-221,  shows  a  comparison  between  l,OS  anil  average  dclav  fi»r  this 
intersection  under  2025  Cumulative  and  2025  Cumulative  plus  Project  comlitions. 

•    Option  2 

Existing  and  Existing  plus  Project  Conditions  for  Projects  2-1  and  2-16  combined 

Under  Existing  conditions,  for  the  PM  peak  hmir,  this  inliMsi>i  iimi  oporates  at  K'>S  B 
with  13.8  seconds  of  delay.  Since  the  proposed  lane  conhguration  under  (.Option  2  is  the 
same  as  Option  1,  the  2"*'  Street/Townsend  Street  inte'section  would  also  operate 
satisfactorily  at  LOS  C,  with  20  seconds  of  delay  uiuler  I'xisting  phis  Project  ciniditions 
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for  Option  2.  The  eastbound  lane  configuration  would  be  modified  from  one  shared 
through-left  lane  and  one  shared  through-right  lane  to  one  shared  left-through-right 
lane.  Due  to  the  reduction  in  capacity,  there  would  be  an  increase  in  delay  along  the 
eastbound  approach.  The  intersection  would  increase  by  6.2  seconds,  compared  to 
Existing  conditions.  Therefore,  a  significant  impact  would  not  occur  at  this  intersection 
with  the  implementation  of  Option  2  of  Project  2-1  and  Project  2-16  combined.  Table  V.2- 
13,  p.  V.A.3-C,  summarizes  these  results. 

2025  Cumulative  and  2025  Cumulative  plus  Project  Conditions  for  Projects  2-1  and 
2-16  combined 

The  2nd  Street/Townsend  Street  intersection  would  operate  satisfactorily  at  LOS  B,  with 
15.8  seconds  of  average  delay  under  2025  Cumulative  conditions  for  the  PM  peak  hour. 
Since  the  proposed  lane  configuration  under  Option  2  is  the  same  as  Option  1,  the 
2"^  Street/Townsend  Street  intersection  would  operate  unsatisfactorily  at  LOS  E,  with 
55.1  seconds  of  delay  under  2025  Cumulative  plus  Project  conditions  for  Option  2. 
Because  the  southbound  and  eastbound  critical  movements  at  2"*^  Street/Townsend 
Street  would  either  deteriorate  or  would  operate  at  an  unacceptable  LOS  F,  with  more 
than  80  seconds  of  average  delay  under  2025  Cumulative  plus  Project  conditions,  a 
significant  impact  (Significant  Impact  TR-P2-ln)  would  occur  at  the  2"'^  Street/Townsend 
Street  intersection  with  the  implementation  of  Option  2  of  Project  2-1  and  2-16 
combined.  Table  V.2-14,  p.  V.A.3-213,  summarizes  these  results.  Table  V.2-14  shows  a 
comparison  between  LOS  and  average  delay  for  this  intersection  under  2025  Cumulative 
and  2025  Cumulative  plus  Project  conditions. 

Intersection  6:  2"'^  Street/Townsend  Street  (Project  2-1) 

•    Option  1 

Existing  and  Existing  plus  Project  Conditions 

Under  Existing  conditions,  for  the  PM  peak  hour,  this  intersection  operates  at  LOS  B 
with  13.8  seconds  of  delay.  The  2""^  Street/Townsend  Street  intersection  would  operate 
satisfactorily  at  LOS  C,  with  20  seconds  of  delay  under  Existing  plus  Project  conditions. 
No  lane  configuration  changes  are  proposed  under  Project  2-1  for  this  intersection. 
Hence,  there  would  be  no  change  to  the  LOS  or  delay.  Therefore,  a  significant  impact 
would  not  occur  at  the  2"^  Street/Townsend  Street  intersection  with  the  implementation 
of  Project  2-1  Option  1. 

2025  Cumulative  and  2025  Cumulative  plus  Project  Conditions 

Under  2025  Cumulative  conditions,  for  the  PM  peak  hour,  this  intersection  operates  at 
LOS  B  with  15.8  seconds  of  delay.  The  2nd  Street/Townsend  Street  intersection  would 
continue  to  operate  satisfactorily  at  LOS  B,  with  15.8  seconds  of  delay  under  2025 
Cumulative  plus  Project  conditions.  No  lane  configuration  changes  are  proposed  under 
Project  2-1  for  this  intersection.  Hence,  there  would  be  no  change  to  the  LOS  or  delay. 
Therefore,  a  significant  impact  would  not  occur  at  the  2nd  Street/Townsend  Street 
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intersection  with  the  implementation  of  Project  2-1  Option  1  under  2025  Cumulative  and 
2025  Cumulative  plus  Project  conditions.  Table  V.2-14,  p.  V.A.3-213,  shows  a 
comparison  between  LOS  and  average  delay  for  the  2nd  Street/Tovvnsend  Street 
intersection  under  2025  Cumulative  and  2025  Cumulative  plus  Project  conditions. 

•  Option  2 

Existing  and  Existing  plus  Project  Conditions 

Under  Existing  conditions,  for  the  PM  peak  hour,  this  intersection  operates  at  LOS  B 
with  13.8  seconds  of  delay.  The  2nd  Street/Townsend  Street  intersection  would  operate 
satisfactorily  at  LOS  C  with  20  seconds  of  delay  under  Existing  plus  Project  conditions. 
No  lane  configuration  changes  are  proposed  under  Project  2-1  for  this  intersection. 
Hence,  there  would  be  no  change  to  the  LOS  or  delay.  Therefore,  a  significant  impact 
would  not  occur  at  the  2nd  Street/Townsend  Street  intersection  with  the  implementation 
of  Project  2-1  Option  2.  Table  V.2-13,  p.  V.A.3-C,  summarizes  these  results. 

2025  Cumulative  and  2025  Cumulative  plus  Project  Conditions 

Under  2025  Cumulative  conditions  for  the  PM  peak  hour  this  intersection  operates  at 
LOS  B  with  15.8  seconds  of  delay.  The  2nd  Street/Townsend  Street  intersection  would 
continue  to  operate  satisfactorily  at  LOS  B  with  15.8  seconds  of  delay  under  2025 
Cumulative  plus  Project  conditions.  No  lane  configuration  changes  are  proposed  under 
Project  2-1  Option  2  for  this  intersection.  Hence,  there  would  be  no  change  to  the  LOS  or 
delay.  Therefore,  a  significant  impact  would  not  occur  at  the  2nd  Street/Townsend  Street 
intersection  with  the  implementation  of  Project  2-1  Option  2.  Table  V.2-14,  p.  V.A.3-213, 
shows  a  comparison  between  LOS  and  average  delay  for  this  intersection  under  2025 
Cumulative  and  2025  Cumulative  plus  Project  conditions. 

Intersection  63:  Howard  Street  and  New  Montgomery  Street 

•  Modified  Option  1 

Existing  and  Existing  plus  Project  Conditions 

Under  Existing  conditions  for  the  PM  peak  hour  the  intersection  of  Howard  Stroot/Now 
Montgomery  Street  operates  with  LOS  B  with  an  average  delay  of  14.8.  Under  Existing 
plus  Project  conditions  the  intersection  would  continue  fo  operate  at  LOS  B  with  average 
delay  of  16.5  seconds.  The  intersection  contiguralion  would  remain  unchanged. 
Therefore,  there  would  not  be  a  significant  traffic  impact  under  Existing  plus  rrojcct 
conditions  for  Project  2-1  Modified  Option  1 . 

Under  2025  Cumulative  conditions  for  the  PM  peak  hour  ihe  intersection  ot  Howard 
Street/New  Montgomery  Street  operates  with  \.OS  C  with  an  average  delay  o\  24.7 
seconds.  Under  2025  Cumulative  plus  Project  conditions  the  intersection  wi>uld 
continue  to  operate  at  LOS  I)  v\ilh  average  delay  of  45.1  seconds.   Tlicrofore,  there 


Case  No.  2()07.0347E 

San  Francisco  Bicycle  Plan 


V.A.3-223 


Fiiv»l  t  IR 


V.  Environmental  Setting,  Impacts,  and  Mitigation  Measures 

A.  Transportation 
3.      Project-Level  Analysis 

would  not  be  a  significant  traffic  impact  under  2025  Cumulative  plus  Project  conditions 
at  this  intersection  with  the  implementation  of  Project  2-1  Modified  Option  1. 

Intersection  64:  Hawthorne  and  Folsom  Streets 
•    Modified  Option  1 

Existing  and  Existing  plus  Project  Conditions 

Under  Existing  conditions  for  the  PM  peak  hour  the  intersection  of  Folsom 
Street/Hawthorne  Street  operates  with  LOS  C  with  an  average  delay  of  24.2.  Under 
Existing  plus  Project  conditions  this  intersection  would  operate  at  LOS  B  with  an 
average  delay  of  16.3  seconds.  The  modified  project  design  includes  a  lane 
configuration  for  southbound  Hawthorne  Street  which  would  be  modified  from  a 
shared  through-right-left  lane  to  one  through  and  one  exclusive  left-turn  lane.  This 
would  be  accomplished  by  removing  four  parking  spaces  on  the  west  side  of  Hawthorne 
Street  north  of  Folsom  Street.  Therefore,  there  would  not  be  a  significant  traffic  impact 
under  Existing  plus  Project  conditions  at  this  intersection  with  the  implementation  of 
Project  2-1  Modified  Option  1. 

2025  Cumulative  and  2025  Cumulative  plus  Project  Conditions 

Under  2025  Cumulative  conditions,  for  the  PM  peak  hour,  the  intersection  of  Folsom 
Street/Hawthorne  Street  operates  with  LOS  D  with  an  average  delay  of  43.2.  Under  2025 
Cumulative  plus  Project  conditions  the  intersection  would  operate  at  LOS  C  with  an 
average  delay  of  23.3  seconds.  Therefore,  there  would  not  be  a  significant  traffic  impact 
under  2025  Cumulative  plus  Project  conditions  at  this  intersection  with  the 
implementation  of  Project  2-1  Modified  Option  1. 

Significant  Impact  TR-P2-la: 

The  intersection  of  2"''  Street/Bryant  Street  would  operate  at  LOS  F  under  Existing  plus  Project 
conditions  for  Project  2-1  Option  1 . 

Significant  Impact  TR-P2-lh: 

The  intersection  of  2"^*  Street/Bryant  Street  would  operate  at  LOS  F  under  2025  Cumulative  plus 
Project  conditions  for  Project  2-1  Option  1. 

Significant  Impact  TR-P2-lc: 

The  intersection  of  2"'^  Street/Harrison  Street  would  operate  at  LOS  F  under  Existing  plus  Project 
conditions  for  Project  2-1  Option  1. 
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Significant  Impact  TR-P2-le: 

The  intersection  of  2"''  Street/Harrison  Street  would  operate  at  LOS  F  under  2025  Cumulative 
plus  Project  conditions  for  Option  1. 

Significant  Impact  TR-P2-ld: 

The  intersection  of  2"'^  Street/Harrison  Street  would  operate  at  LOS  F  under  Existing  plus  Project 
conditions  for  Project  2-1  Option  2. 

Significant  Impact  TR-P2-lfi 

The  intersection  of  2"'^  Street/Harrison  Street  would  operate  at  LOS  F  under  2025  Cumulative 
plus  Project  conditions  for  Project  2-1  Option  2. 

Significant  Impact  TR-P2-lg: 

The  intersection  of  2"*^  Street/Folsom  Street  would  operate  at  LOS  E  under  Existing  plus  Project 
conditions  for  Project  2-1  Option  1. 

Significant  Impact  TR-P2-lh: 

The  intersection  of  2"^  Street/Folsom  Street  would  operate  at  LOS  E  under  Existing  plus  Prc^jcct 
conditions  for  Project  2-1  Option  2. 

Significant  Impact  TR-P2-li: 

The  intersection  of  2"^  Street/Folsom  Street  would  operate  at  LOS  F  under  2025  Cumulative  plus 
Project  conditions  for  Project  2-1  Option  1. 

Significant  Impact  TR-P2-lj: 

The  intersection  of  2"^^  Street/Folsom  Street  would  operate  at  LOS  F  under  2025  Cumulative  plus 
Project  conditions  for  Project  2-1  Option  2. 

Significant  Impact  TR-P2-lk: 

The  intersection  of  2"^'  Street/Howard  Street  wouKl  operate  M  I. OS  V  umier  2025  Cumulative 
plus  Project  conditions  for  Project  2-1  Option  1 . 

Significant  Impact  TR-P2-H: 

The  intersection  of  2"^'  Street/Howard  Street  would  operate  at  LOS  1  uiuler  2025  Cumulative 
plus  Project  conditions  for  Project  2-1  Option  2. 
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Significant  Impact  TR-P2-lm  (Projects  2-1  and  2-16  combined): 

The  intersection  of  2"'^  Street/Townsend  Street  w^ould  operate  at  LOS  E  under  2025  Cumulative 
plus  Project  conditions  for  combined  Projects  2-1  and  2-16  Option  1. 

Significant  Impact  TR-P2-ln  (Projects  2-1  and  2-16  combined): 

The  intersection  of  2"*^  Street/Townsend  Street  would  operate  at  LOS  E  under  2025  Cumulative 
plus  Project  conditions  for  Option  2  of  the  combined  Projects  2-1  and  2-16. 

TRANSIT 

A  Muni  bus  zone  on  the  east  side  of  2"^^  Street  just  south  of  Folsom  Street  for  the  10-Townsend 
route  would  be  removed  under  Modified  Option  1  in  order  to  provide  a  northbound  right  turn 
pocket.  This  bus  zone  could  be  relocated  to  just  south  of  the  proposed  right  turn  pocket  by 
removing  four  metered  parking  spaces.  This  bus  zone  relocation  would  not  increase  delay  for 
these  buses  compared  to  the  analysis  presented  in  the  Draft  EIR.  Because  10-Townsend  buses 
turn  right  from  northbound  2"^'  Street  onto  eastbound  Folsom  Street,  moving  the  bus  stop 
further  south  would  allow  buses  to  start  their  right  turns  farther  away  from  the  curb  than  under 
the  existing  condition.  On  the  other  hand,  a  bus  stop  location  100  feet  south  of  Folsom  may  be 
somewhat  less  convenient  for  some  passengers  boarding  or  alighting  at  this  stop.  However, 
this  impact  would  not  constitute  a  significant  physical  environmental  impact.  Therefore,  there 
would  not  be  a  significant  impact  on  transit  as  a  result  of  implementing  Project  2-1  Modified 
Option  1.  As  with  Option  1,  the  following  transit  impacts  would  still  occur  on  Muni  bus  route 
10  with  Modified  Option  1:  Significant  Impact  2-lo  on  Muni  bus  line  10  would  still  occur  with 
Projects  2-1  and  2-16  combined  under  the  Existing  plus  Project  conditions;  Significant  Impact  2- 
Iq  would  still  occur  on  Muni  bus  line  10  with  Projects  2-1  and  2-16  combined  under  the  2025 
Cumulative  plus  Project  plus  conditions;  Significant  Impact  2-1  s  to  Muni  bus  line  10  would  still 
occur  under  the  2025  Cumulative  plus  Project  conditions;  and  Significant  Impact  2-1  u  on  Muni 
bus  line  10  would  still  occur  under  the  2025  Cumulative  plus  Project  conditions. 

Muni  bus  lines  9,  10,  71,  and  108  run  southbound  along  2""'  Street  between  Market  and  Mission 
Streets,  with  approximately  24  buses  per  hour  during  the  AM  and  PM  peak  periods.  Muni  bus 
lines  10  and  108  also  run  in  both  directions  along  2'"^*  Street  between  Howard  and  Townsend 
Streets,  with  approximately  10  buses  per  hour  southbound  and  six  buses  northbound  during 
the  AM  and  PM  peak  periods.  The  frequency  for  Muni  bus  lines  10  and  108  total  10  buses  per 
hour  each  way,  namely,  6  buses  for  Muni  bus  line  10  southbound  and  4  buses  for  bus  line  108 
southbound,  and  6  buses  for  Muni  bus  line  10  northbound  and  4  buses  for  Muni  bus  line  108 
northbound. 
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Current  Muni  bus  volumes  along  2"'^  Street  between  Market  and  Mission  Streets  are  moderate 
and  bicycle  volumes  on  this  block  are  generally  low  to  moderate.  There  is  one  bus  stop  in  this 
block  located  on  the  west  side  of  2"^*  Street  between  Market  and  Stevenson  Streets.  There  is  very 
little  interaction  between  buses  and  bicyclists  at  this  stop.  Bus  volumes  between  Howard  and 
Townsend  Streets  are  light  (four  buses  per  hour  each  way)  and  bicycle  volumes  are  light  to 
moderate.  Therefore,  there  is  very  little  interaction  between  buses  and  bicyclists  at  the  present 
time. 

The  existing  northbound  bus  stop  on  the  far  side  of  Harrison  Street  would  be  reduced  to  a 
7-foot  wide  bus  stop  adjacent  to  a  10-foot  wide  travel  lane.  Because  one  travel  lane  would  be 
removed,  all  northbound  traffic  would  be  forced  onto  a  single  lane.  When  a  bus  is  in  the  bus 
stop,  the  bus  may  encroach  into  the  adjacent  travel  lane,  possibly  blocking  northbound  traffic 
going  through  this  intersection.  However,  because  transit  activity  is  low  at  this  approach,  with 
approximately  six  northbound  buses  per  hour  during  the  AM  and  PM  peak  periods,  this 
situation  would  not  occur  frequently  and  would  not  be  considered  a  significant  transit  impact. 

Project  2-1  shares  a  common  intersection  (Intersection  6:  2"^'  Street/Townsend  Street)  with 
Project  2-16:  Townsend  Street  Bicycle  Lanes,  8"'  Street  to  The  Embarcadero.  The  transit  delay 
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analysis  below  (Projects  2-1  and  2-16  combined)  reflects  the  combined  impact  of  Projects  2-1  and 
2-16  modifications  to  the  2"''  Street/Townsend  Street  intersection  on  transit  delay.  The  impacts 
resulting  from  the  implementation  of  individual  Project  2-1  without  Project  2-16  modifications 
to  the  2"*^  Street/Townsend  Street  intersecfion  follow. 

There  would  be  no  travel  time  delays  resulting  from  implementation  of  either  Option  1  or 
Option  2  of  the  combined  Projects  2-1  and  2-16  for  Muni  bus  lines  9,  10,  and  71  between  Market 
and  Mission  Streets  because  these  three  bus  lines  travel  in  the  southbound  direction  only  on  this 
block;  there  are  no  substantial  geometric  changes  at  the  Mission  Street  intersecfion.  Muni  bus 
lines  10  and  108  between  Howard  and  Townsend  Streets  would  be  affected  by  the  combined 
Projects  2-1  and  2-16;  these  impacts  are  discussed  below. 

•    Option  1 

Existing  and  Existing  plus  Project  Conditions  for  Projects  2-1  and  2-16  combined 

For  Exisfing  conditions  for  implementation  of  combined  Projects  2-1  and  2-16,  Option  1 
would  add  approximately  160  seconds  (2.7  minutes)  of  delay  southbound  and 
approximately  703  seconds  of  delay  (11.7  minutes)  northbound  to  Muni  bus  line  10  in 
the  PM  peak  period.  Approximately  160  seconds  (2.7  minutes)  of  delay  would  be  added 
to  Muni  bus  line  108  southbound  in  the  PM  peak  period.  The  headways  for  Muni  bus 
lines  10  and  108  in  the  PM  peak  period  are  10  and  15  minutes,  respectively.  For  Muni 
bus  line  10,  the  total  added  delay  of  approximately  863  seconds  (14.4  minutes)  would  be 
greater  than  the  transit  delay  threshold  of  six  minutes.  For  Muni  bus  line  108,  the  total 
added  delay  of  160  seconds  (2.7  minutes)  would  be  less  than  the  transit  delay  threshold 
of  six  minutes.  Therefore,  a  significant  transit  impact  (Significant  Impact  TR-P2-lo) 
would  occur  on  Muni  bus  line  10  with  the  implementation  of  combined  Projects  2-1  and 
2-16  Option  1  under  Existing  plus  Project  condifions.  Muni  bus  line  108  would  not  be 
significantly  impacted. 

Existing  and  Existing  plus  Project  Conditions  for  Project  2-1 

For  Existing  conditions  individual  Project  2-1  Option  1  would  add  approximately  160 
seconds  (2.7  minutes)  of  delay  southbound  and  approximately  685  seconds  of  delay 
(11.4  minutes)  northbound  to  Muni  bus  line  10  in  the  PM  peak  period.  Approximately 
160  seconds  (2.7  minutes)  of  delay  would  be  added  to  Muni  bus  line  108  southbound  in 
the  PM  peak  period.  The  headways  for  Muni  bus  lines  10  and  108  in  the  PM  peak  period 
are  10  and  15  minutes,  respectively.  For  Muni  bus  line  10,  the  total  added  delay  of 
approximately  845  seconds  (14.1  minutes)  would  be  greater  than  the  transit  delay 
threshold  of  six  minutes.  For  Muni  bus  line  108,  the  total  added  delay  of  160  seconds  (2.7 
minutes)  would  be  less  than  the  transit  delay  threshold  of  six  minutes.  Therefore,  a 
significant  transit  impact  (Significant  Impact  TR-P2-ls)  would  occur  on  Muni  bus  line  10 
with  the  implementation  of  Project  2-1  Option  1  under  Existing  plus  Project  conditions. 
Muni  bus  line  108  would  not  be  significantly  impacted  by  Project  2-1  Option  1. 
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2025  Cumulative  and  2025  Cumulative  plus  Project  Conditions  for  Projects  2-1  and  2- 
16  combined 

For  2025  Cumulative  plus  Project  conditions  the  implementation  of  combined  Projects  2- 
1  and  2-16  Option  1  would  reduce  delay  by  approximately  216  seconds  (3.6  minutes) 
southbound  because  of  proposed  changes  to  the  intersection  configuration  at  the  2nd 
Street/Harrison  Street  intersection.  However,  approximately  888  seconds  (14.7  minutes) 
of  delay  would  be  added  to  northbound  Muni  bus  line  10.  Option  1  would  reduce  delay 
on  Muni  bus  line  108  southbound  by  approximately  216  seconds  (3.6  minutes).  The 
headways  for  Muni  bus  lines  10  and  108  in  the  PM  peak  period  are  10  and  15  minutes, 
respectively.  For  Muni  bus  line  10,  the  total  added  delay  of  approximately  672  seconds 
(11.2  minutes)  would  be  greater  than  the  transit  delay  threshold  of  six  minutes.  For 
Muni  bus  line  108,  total  delay  would  be  reduced.  Therefore,  a  significant  transit  impact 
(Significant  Impact  TR-P2-lq)  would  occur  on  Muni  bus  line  10  with  the  implementation 
of  combined  Projects  2-1  and  2-16  Option  1  under  2025  Cumulative  plus  Project 
conditions.  Muni  bus  line  108  would  not  be  significantly  impacted. 

2025  Cumulative  and  2025  Cumulative  plus  Project  Conditions  for  Project  2-1 

For  2025  Cumulative  plus  Project  conditions  for  individual  Project  2-1  Option  1  would 
reduce  southbound  delay  by  approximately  216  seconds  (3.6  minutes)  because  of 
proposed  changes  to  the  intersection  configuration  at  the  2nd  Street/Harrison  Street 
intersection.  However,  approximately  666  seconds  (11.1  minutes)  of  delay  would  be 
added  to  northbound  Muni  bus  line  10.  Option  1  would  reduce  southbound  delay  on 
Muni  bus  line  108  by  approximately  216  seconds  (3.6  minutes).  The  headways  for  Muni 
bus  lines  10  and  108  in  the  PM  peak  period  are  10  and  15  minutes,  respectively.  For 
Muni  bus  line  10,  the  total  added  delay  of  450  seconds  (7.5  minutes)  would  be  greater 
than  the  transit  delay  threshold  of  six  minutes.  For  Muni  bus  line  108,  total  delay  would 
be  reduced.  Therefore,  a  significant  transit  impact  (Significant  Impact  TR-P2-lu)  would 
occur  on  Muni  bus  line  10  with  the  implementation  of  Project  2-1  Option  1  under  2025 
Cumulative  plus  Project  conditions.  Muni  bus  line  108  would  not  be  significantly 
impacted. 

•    Option  2 

Existing  and  Existing  plus  Project  Conditions  for  Projects  2-1  and  2-16  combined 
For  Existing  plus  project  conditions  for  combined  Projects  2-1  and  2-16  Option  2  would 
add  approximately  192  seconds  (3.2  minutes)  of  delay  southbound  and  approxim.ilelv 
332  seconds  (5.5  minutes)  of  delay  northbound  to  Muni  bus  lini«  10  in  the  PM  peak 
period.  Approximately  176  seconds  (2.9  minutes)  of  delay  would  be  added  \n  Muni  bus 
line  108  southbound.  The  headways  for  Muni  bus  lini's  10  ami  lOS  in  tin*  PM  jn-ak 
period  are  10  and  15  minutes,  respectively,  lor  Muni  bus  line  10,  the  total  aiKleil  delay 
of  approximately  524  seconds  (8.7  minutes)  would  be  greater  than  the  transit  lielay 
threshold  of  six  minutes.  For  Muni  bus  line  108,  Ihi-  .niilt  il  lit  l.u  nl  1 7b  stvonds  (2.9 
minutes)  would  be  less  than  the  transit  lU'l.n  threshold  ol  six  minutes,  lliereforo,  .1 
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significant  transit  impact  (Significant  Impact  TR-P2-lp)  would  occur  on  Muni  bus  line  10 
with  the  implementation  of  combined  Projects  2-1  and  2-16  Option  2  under  Existing  plus 
Project  conditions.  Muni  bus  line  108  would  not  be  significantly  impacted  by  the 
implementation  of  Project  2-1  Option  2. 

Existing  and  Existing  plus  Project  Conditions  for  Project  2-1 

For  Existing  plus  project  conditions  implementation  of  Project  2-1  Option  2  would  add 
approximately  192  seconds  (3.2  minutes)  of  delay  southbound  and  approximately  314 
seconds  (5.2  minutes)  of  delay  northbound  to  Muni  bus  line  10  in  the  PM  peak  period. 
Approximately  175  seconds  (2.9  minutes)  of  delay  would  be  added  to  Muni  bus  line  108 
southbound.  The  headways  for  Muni  bus  lines  10  and  108  in  the  PM  peak  period  are  10 
and  15  minutes,  respectively.  For  Muni  bus  line  10,  the  total  added  delay  of 
approximately  506  seconds  (8.4  minutes)  would  be  greater  than  the  transit  delay 
threshold  of  six  minutes.  For  Muni  bus  line  108,  the  total  added  delay  of  175  seconds  (2.9 
minutes)  would  be  less  than  the  transit  delay  threshold  of  six  minutes.  Therefore,  a 
significant  transit  impact  (Significant  Impact  TR-P2-lt)  would  occur  on  Muni  bus  line  10 
with  the  implementation  of  Project  2-1  Option  2  under  Existing  plus  Project  conditions. 
Muni  bus  line  108  would  not  be  significantly  impacted. 

2025  Cumulative  and  2025  Cumulative  plus  Project  Conditions  for  Projects  2-1  and  2- 
16  combined 

For  2025  Cumulative  plus  Project  conditions  for  implementation  of  combined  Projects 
2-1  and  2-16  Option  2  would  add  approximately  192  seconds  (3.2  minutes)  of  delay 
southbound  and  approximately  665  seconds  (11.0  minutes)  of  delay  northbound  to  Muni 
bus  line  10.  Approximately  192  seconds  (3.2  minutes)  of  delay  would  be  added  to  Muni 
bus  line  108  southbound.  The  headways  for  Muni  bus  lines  10  and  108  in  the  PM  peak 
period  are  10  and  15  minutes,  respectively.  For  Muni  bus  line  10,  the  total  added  delay 
of  857  seconds  (14.2  minutes)  would  be  greater  than  the  transit  delay  threshold  of  six 
minutes.  For  Muni  bus  line  108,  the  total  added  delay  of  192  seconds  (3.2  minutes) 
would  be  less  than  the  transit  delay  threshold  of  six  minutes.  Therefore,  a  significant 
transit  impact  (Significant  Impact  TR-P2-lr)  would  occur  on  Muni  bus  line  10  with  the 
implementation  of  individual  Project  2-1  Option  2  under  2025  Cumulative  plus  Project 
conditions.  Muni  bus  line  108  would  not  be  significantly  impacted. 

2025  Cumulative  and  2025  Cumulative  plus  Project  Conditions  for  Project  2-1 

For  2025  Cumulative  plus  Project  conditions  for  Project  2-1  Option  2  would  add 
approximately  192  seconds  (3.2  minutes)  of  delay  southbound  and  approximately  665 
seconds  (1 1.0  minutes)  of  delay  northbound  to  Muni  bus  line  10.  Approximately  192 
seconds  (3.2  minutes)  of  delay  would  be  added  to  Muni  bus  line  108  southbound.  The 
headways  for  Muni  bus  lines  10  and  108  in  the  PM  peak  period  are  10  and  15  minutes, 
respectively,  for  Muni  bus  line  10,  the  total  added  delay  of  857  seconds  (14.2  minutes) 
would  be  greater  than  the  transit  delay  threshold  of  six  minutes.  For  Muni  bus  line  108, 
the  total  added  delay  of  192  seconds  (3.2  minutes)  would  be  less  than  the  transit  delay 
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threshold  of  six  minutes.  Therefore,  a  significant  transit  impact  (Significant  Impact 
TR-P2-lv)  would  occur  on  Muni  bus  line  10  with  the  implementation  of  Project  2.-1 
Option  2  under  2025  Cumulative  plus  Project  conditions.  Muni  bus  line  108  would  not 
be  significantly  impacted. 

Significant  Impact  2-lo  (Projects  2-1  and  2-16  combined): 

Muni  bus  line  10  would  experience  significant  delays  as  a  result  of  implementation  of  the 
combined  Projects  2-1  and  2-16  Option  1  under  Existing  plus  Project  conditions. 

Significant  Impact  2-lp  (Projects  2-1  and  2-16  combined): 

Muni  bus  line  10  would  experience  significant  delays  as  a  result  of  Option  2  of  the  combined 
Projects  2-1  and  2-16  under  Existing  plus  Project  conditions. 

Significant  Impact  2-lq  (Projects  2-1  and  2-16  combined): 

Muni  bus  line  10  would  experience  significant  delays  as  a  result  of  implementation  of  Option  1 
of  the  combined  Projects  2-1  and  2-16  under  2025  Cumulative  plus  Project  conditions. 

Significant  Impact  2-lr  (Projects  2-1  and  2-16  combined): 

Muni  bus  line  10  would  experience  significant  delays  as  a  result  of  implementation  ol  Option  2 
of  the  combined  Projects  2-1  and  2-16  under  2025  Cumulative  plus  Project  conditions. 

Significant  Impact  2-ls: 

A  significant  transit  impact  to  Muni  bus  line  10  would  occur  as  a  result  ol  individual  Project  2-1 
with  Option  1  under  Existing  plus  Project  conditions. 

Significant  Impact  2-lt: 

A  significant  transit  impact  to  Muni  bus  line  10  would  occur  as  a  result  ot  individual  Project  2-1 
Option  2  under  Existing  plus  Project  conditions. 

Significant  Impact  2-lu: 

A  significant  transit  impact  would  occur  to  Muni  bus  linr  10  as  a  result  ot  individual  Project  2-1 
with  Option  1  under  2025  Cumulative  plus  Project  conditions. 

Significant  Impact  2-lv: 

A  significant  transit  impact  would  occur  to  Muni  bus  line  10  as  a  result  «>l  imiix  uhul  rrti|evl  2-1 
Option  2  under  2025  Cumulative  plus  Project  comlilions. 
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PARKING 

There  are  a  total  of  approximately  245  existing  on-street  parking  spaces  on  both  sides  of 
2"^  Street  between  King  and  Market  Streets.  The  overall  existing  midday  parking  occupancy  rate 
is  approximately  70  percent.'"  Option  1  would  remove  approximately  97  parking  spaces  and 
Option  2  would  remove  approximately  88  on-street  parking  spaces  between  Market  and 
Brannan  Streets.  This  change  would  potentially  increase  the  midday  occupancy  rate  along 
2nd  Street  to  over  100  percent. 

Modified  Option  1  would  remove  parking  at  the  following  locations  to  provide  right-turn 
pockets:  100'  on  the  west  side  of  2"'^  Street  north  of  Mission  Street;  100'  on  the  east  side  of  2"*^ 
Street  south  of  Mission  Street;  100'  on  the  west  side  of  2"'*  Street,  north  of  Howard  Street;  100'  on 
the  east  side  of  2"*^  Street,  south  of  Folsom  Street;  and  100'  on  the  west  side  of  2"''  Street  north  of 
Harrison  Street.  These  parking  removals  result  in  a  net  loss  of  14  metered  parking  spaces,  two 
yellow  (commercial)  metered  spaces,  two  passenger  loading  zones  (total  of  63')  and  one  Muni 
bus  zone  on  2""^  Street.  On  Hawthorne  Street,  three  metered  parking  spaces  and  two  yellow 
(commercial)  metered  spaces  would  be  removed.  The  number  of  parking  spaces  removed  by 
Modified  Option  1  is  substantially  lower  than  the  97  spaces  that  would  be  removed  under 
Option  1  and  88  spaces  removed  by  Option  2.  However,  this  change  would  potentially  increase 
the  midday  occupancy  rate  along  2"'^  Street  to  over  100  percent. 

San  Francisco  does  not  consider  parking  supply  as  part  of  the  permanent  physical  environment. 
Parking  conditions  are  not  static,  as  parking  supply  and  demand  varies  from  day  to  day,  from 
day  to  night,  from  month  to  month,  etc.  Hence,  the  availability  of  parking  spaces  (or  lack 
thereof)  is  not  a  permanent  physical  condition,  but  changes  over  time  as  people  change  their 
modes  and  patterns  of  travel. 

In  San  Francisco,  parking  deficits  are  considered  to  be  social  effects,  rather  than  impacts  on  the 
physical  environment  as  defined  by  CEQA.  Under  CEQA,  a  project's  social  effects  need  not  be 
treated  as  significant  impacts  on  the  environment.  Environmental  documents  should,  however, 
address  the  secondary  physical  impacts  that  could  be  triggered  by  a  social  impact  (CEQA 
Guidelines  §  15131(a)).  The  social  inconvenience  of  parking  deficits,  such  as  having  to  hunt  for 
scarce  parking  spaces,  is  not  an  environmental  impact,  but  there  may  be  secondary  physical 
environmental  impacts,  such  as  increased  traffic  congestion  at  intersections,  air  quality  impacts, 
safety  impacts,  or  noise  impacts  caused  by  congestion.  In  the  experience  of  San  Francisco 


Based  on  field  surveys  conducted  by  CHS  Consulting  during  the  midday  on  Wednesday, 
November  28,  2007  and  Wednesday,  December  5,  2007. 
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transportation  planners,  however,  the  absence  of  a  ready  supply  of  parking  spaces,  combined 
with  available  alternatives  to  auto  travel  (e.g.,  transit  service,  taxis,  bicycles  or  travel  by  foot) 
and  a  relatively  dense  pattern  of  urban  development,  induces  many  drivers  to  seek  and  find 
alternative  parking  facilities,  shift  to  other  modes  of  travel,  or  change  their  overall  travel  habits. 
Any  such  resulting  shifts  to  transit  service  in  particular,  would  be  in  keeping  with  the  City's 
"Transit  First"  policy.  The  City's  Transit  First  Policy,  established  in  the  City's  Charter  Section 
16.102  provides  that  "parking  policies  for  areas  well  served  by  public  transit  shall  be  designed 
to  encourage  travel  by  public  transportation  and  alternative  transportation." 

The  transportation  analysis  accounts  for  potential  secondary  effects,  such  as  cars  circling  and 
looking  for  a  parking  space  in  areas  of  limited  parking  supply,  by  assuming  that  all  drivers 
would  attempt  to  find  parking  at  or  near  the  project  site  and  then  seek  parking  farther  away  if 
convenient  parking  is  unavailable.  Moreover,  the  secondary  effects  of  drivers  searching  for 
parking  is  typically  offset  by  a  reduction  in  vehicle  trips  due  to  others  who  are  aware  of 
constrained  parking  conditions  in  a  given  area.  Hence,  any  secondary  environmental  impacts 
which  may  result  from  a  shortfall  in  parking  in  the  vicinity  of  the  proposed  project  would  be 
minor.  Therefore,  neither  Project  2.1  Modified  Optionl,  nor  Option  1,  or  Option  2  of  Project  2-1 
would  result  in  a  significant  parking  impact.  Impacts  on  loading  resulting  from  this  parking 
removal  are  discussed  below  in  the  Loading  section. 
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PEDESTRIAN 

There  would  be  no  changes  in  sidev^^alk  width  or  crosswalk  layout,  and  the  interactions 
between  pedestrians  and  bicyclists  would  not  change  as  a  result  of  Project  2-1.  Therefore,  there 
would  be  no  pedestrian  impacts  with  implementation  of  either  Option  1  or  Option  2  of 
Project  2-1. 

BICYCLE 

Bicyclists  would  benefit  from  the  installation  of  bicycle  lanes  with  the  designation  of  a  clear 
right-of-way  for  their  use.  The  installation  of  sharrows  would  increase  the  motor  vehicle 
drivers'  awareness  that  bicyclists  may  be  on  the  road  as  well  as  identify  for  bicyclists  the 
pathway  outside  the  'door  zone'."  As  discussed  below  under  Loading,  bicyclists  would  be 
required  to  use  the  general  travel  lane  to  pass  vehicles  double-parked  for  passenger  loading  in 
front  of  the  Marriott  Courtyard  Hotel  on  the  east  side  of  2"*^  Street  between  Clementina  and 
Folsom  Streets.  This  would  not  differ  from  existing  conditions.  Therefore,  neither  Option  1  nor 
Option  2  of  Project  2-1  would  have  a  significant  impact  on  cyclists  but  could  have  the  beneficial 
effect  of  improving  roadway  conditions  and  safety  for  bicyclists. 

LOADING 

With  both  Option  1  and  Option  2,  removal  of  the  on-street  parking  lane  in  front  of  the  Marriott 
Courtyard  Hotel  on  the  east  side  of  2""^  Street  between  Clementina  and  Folsom  Streets  could 
result  in  a  potential  impact  because  it  would  cause  the  elimination  of  the  passenger 


1'  In  February  2004,  Alta  Planning  +  Design  completed  a  study,  San  Francisco's  Shared  Lane  Pavement 
Markings:  Improving  Bicycle  Safety,  on  shared  lane  markings  for  Class  III  bikeways  in  San  Francisco.  In 
this  study,  a  key  conclusion  was  that  the  pavement  markings  (also  knov^n  as  sharrovv  markings) 
increased  the  awareness  of  the  bicyclists'  and  motorists'  position  on  the  road.  Bicyclists  tended  to  ride 
further  from  parked  cars,  and  motorists  tended  to  pass  bicyclists  at  a  greater  distance  from  the 
pavement  marking.  The  report's  recommendation  was  to  use  the  sharrow  markings  on  appropriate 
shared  lanes  but  not  as  a  substitution  for  bicycle  lanes  where  feasible. 
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loading/unloading  (white)  zone  in  front  of  the  hotel.  Although  an  off-street  porte  cochere  is 
available  at  this  location,  hotel  guests  and  taxis  typically  use  the  white  zone  for 
loading/unloading.  Without  available  passenger  loading/unloading  in  front  of  this  hotel,  hotel 
taxis  and  patrons  may  park  in  the  proposed  bicycle  lane  or  travel  lane,  especially  during  the 
peak  hotel  check-in  and  check-out  times.  While  bicycles  can  use  the  general  travel  lane  to  pass 
the  vehicle  double-parking  in  the  bicycle  lane,  the  safety  benefits  of  the  bicycle  lane  in  this  area 
would  be  negated  during  peak  loading  periods  for  the  hotel.  Vehicles  parked  at  the  curb  in  the 
bicycle  lane  or  travel  lane  would  not  impact  transit  because  there  are  no  northbound  transit 
lines  in  this  segment  of  2"*^  Street,  but  they  would  potentially  interfere  with  bicycle  movement 
and  other  vehicular  traffic.  Therefore,  a  significant  passenger  loading  impact  (Significant 
Impacts  TR-P2-1W,  TR-P2-lx,  TR-P2-ly,  and  TR-P2-lz)  would  occur  on  the  east  side  of  2"^  Street 
between  Clementina  Street  and  Folsom  Street  with  implementation  of  Project  2-1  with  Option  1 
or  Option  2  under  Existing  plus  Project  and  2025  Cumulative  plus  Project  conditions. 

There  are  approximately  40  existing  on-street  yellow  commercial  freight  loading  spaces  along 
2""^  Street  between  Market  and  Bryant  Streets.  In  addition,  several  large  size  office  buildings 
have  off-street  loading  spaces  to  accommodate  the  loading  demand;  observations  noted 
occasional  double-parking  by  delivery  vehicles  along  2"'*  Street.  Both  options  would  remove 
approximately  three  to  five  loading  spaces  per  block  in  the  northbound  direction  between 
Market  and  Harrison  Streets.  Because  there  are  smaller  scale  office  and  retail  uses  along  these 
blocks  relying  on  on-street  yellow  commercial  freight  loading  spaces  for  loading,  delivery 
trucks  may  be  forced  to  double-park  in  the  travel  lane  or  the  bicycle  lane  to  make  deliveries. 
Therefore,  a  significant  commercial  freight  loading  impact  (Significant  Impacts  TR-I*2-laa, 
TR-P2-1bb,  TR-P2-1CC,  and  TR-P2-ldd)  would  occur  on  2"^'  Street  between  Market  Street  and 
Bryant  Street  with  implementation  of  Project  2-1  with  eilhor  Option  1  or  Caption  2  under 
Existing  plus  Project  and  2025  Cumulative  plus  Project. 

As  discussed  on  pages  V.A.3-231  and  232  of  the  Draft  EIK,  the  removal  of  passt^nger  loading 
zones  and  commercial  freight  loading  zones  within  the  2'"'  Street  corridi>r  as  a  result  of  the 
implementation  of  either  Option  1  or  Option  2  ot  Project  2-1  could  result  in  potentially 
significant  loading  impacts  for  passenger  and  commercial  freight  loading  (I'a.ssenger  loading: 
Significant  Impacts  TR-P2-lw,  TR-P2-lx,  TR-P2-Iy  and  ■rR-P2-l/  and  Commercial  freight 
loading:  TR-P2-laa,  TR-P2-lbb,  TR-P2-lcc  and  TR-P2-ldd).  As  viescribtnl  in  the  pri>jivt 
description  and  below,  the  project  design  for  Modified  Option  I  would  ni>t  result  in  significant 
passenger  loading  impacts.  However,  as  discusseii  in  this  section  Mtnlified  Option  I  could 
potentially  alleviate  the  identified  significant  commercial  loading  impacts.    However,  baseil 
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upon  a  conservative  analysis,  these  significant  impacts  to  commercial  freight  loading  would 
remain  within  the  2"<^  Street  corridor. 

To  better  accommodate  passenger  loading  at  more  appropriate  locations  such  as  in  front  of  a 
restaurant  and  a  large  downtown  office  building,  the  project  design  for  Modified  Project  2-1 
would  include  the  conversion  of  three  metered  parking  spaces  in  front  of  the  101  2"*^  Street 
office  building  into  a  passenger  loading  zone  and  conversion  of  a  metered  parking  space  just 
north  of  the  proposed  right  turn  pocket  at  Howard  Street  into  a  part-time  passenger  loading 
zone  to  serve  the  nearby  businesses.  A  42-foot  long  passenger  loading  zone  on  the  east  side  of 
2""^  Street,  south  of  Mission  Street  to  the  adjacent  space  occupied  by  three  metered  parking 
spaces.  This  loading  zone  is  located  in  front  of  101  2"'^'  Street,  an  office  building  on  the  southeast 
corner  of  2"'^  and  Mission  Streets.  The  passenger  loading  zone  is  located  near  the  entrance  to  the 
office  building,  about  60  feet  south  of  Mission  Street.  Modified  Option  1  would  also  include 
conversion  of  a  metered  parking  space  just  north  of  the  proposed  right  turn  pocket  at  Howard 
Street  into  a  part-time  passenger  loading  zone  to  serve  the  nearby  businesses  to  relocate  the  21- 
foot  long  passenger  loading  zone  on  the  west  side  of  2"^'  Street  north  of  Howard  Street.  This 
part-time  passenger  loading  zone  serves  a  restaurant  located  on  the  northwest  comer  of  2"*^  and 
Howard  Streets.  The  passenger  loading  zone  is  effective  between  11  AM  -  3  PM  Monday 
through  Friday  and  5  PM  -  11  PM  Monday  through  Saturday.  Passenger  loading  in  the  project 
area  would  be  accommodated.  As  discussed  above.  Modified  Project  2-1  would  not  result  in  a 
potentially  significant  passenger  loading  impact  along  the  indicated  segments  of  the  2"''  Street. 

Modified  Option  1  would  not  remove  the  existing  passenger  loading  zone  in  front  of  the 
Marriott  Courtyard  Hotel  located  on  the  east  side  of  2"*^  Street  north  of  Folsom  Street,  which  is 
considered  a  significant  passenger  loading  impact  in  the  Draft  EIR  (Significant  Impacts  TR-P2- 
Iw  and  TR-P2-ly).  Therefore,  there  would  be  no  significant  passenger  loading  impacts  as  a 
result  of  Project  2-1  Modified  Option  1. 

Draft  EIR  Options  1  and  2  analyzed  the  removal  of  approximately  3  to  5  yellow  commercial 
freight  loading  spaces  per  block  in  the  northbound  direction  between  Market  and  Harrison 
Streets,  and  these  removals  are  considered  significant  impacts  in  the  Draft  EIR  (TR-P2-laa  and 
TR-P2-lcc).  Modified  Option  1  would  remove  only  two  yellow  commercial  freight  loading 
zones  on  this  segment  of  2"'^  Street.  Modified  Option  1  would  also  remove  two  yellow 
commercial  freight  loading  spaces  on  the  west  side  of  Hawthorne  Street  north  of  Folsom  Street 
to  create  a  left  turn  pocket.  The  removal  of  these  commercial  freight  loading  zones  and  spaces 
could  result  in  a  potential  impact  along  the  indicated  segments  of  the  2"^^  Street  corridor  and 
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along  Hawthorne  Street  north  of  Folsom  Street.  Therefore,  the  significant  commercial  freight 
loading  impacts  as  a  result  of  Modified  Project  2-1  would  remain. 

While  the  SFMTA  staff  have  identified  potential  measures  to  alleviate  commercial  freight 
loading  conditions  within  the  2"^*  Street  Corridor,  as  a  result  of  Modified  Project  2-1  there  could 
still  be  similar  significant  commercial  freight  loading  impacts  in  this  area  as  identified  in  the  EIR 
for  the  options  related  to  this  project.  Improvement  measures  that  could  ameliorate  loading 
conditions  include  the  following:  converting  metered  parking  spaces  immediately  adjacent  to 
the  aforementioned  two  commercial  freight  loading  zones  on  2""^  Street  to  yellow  commercial 
freight  loading  zones;  and,  converting  two  metered  parking  spaces  immediately  adjacent  to  the 
aforementioned  commercial  freight  loading  spaces  on  Hawthorne  Street  to  yellow  commercial 
freight  loading  spaces.  These  improvement  measures  (I-P2-la  and  I-P2-lb)  may  be  considered 
by  SFMTA  to  improve  freight  loading  conditions  in  this  area.  Nonetheless,  Significant  Impacts 
TR-P2-laa  and  TR-P2-lcc  remain  with  implementation  of  Project  2-1  Modified  Option  1. 

Significant  Impact  2-lw: 

A  significant  impact  on  passenger  loading  would  occur  on  the  east  side  of  2"^  Street  between 
Clementina  Street  and  Folsom  Street  as  a  result  of  Project  2-1  Option  1  imder  Existing  plus 
Project  conditions. 

Significant  Impact  2-lx: 

A  significant  impact  on  passenger  loading  would  occur  along  2'"'  Street  belwoeti  ClenuMitina 
Street  and  Folsom  Street  as  a  result  of  Project  2-1  with  Option  2  under  Existing  plus  rroject 
conditions. 
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Significant  Impact  2-ly: 

A  significant  impact  on  passenger  loading  would  occur  along  2"''  Street  between  Clementina 
and  Folsom  Street  as  a  result  of  Project  2-1  with  Option  1  under  2025  Cumulative  plus  Project 
conditions. 

Significant  Impact  2-lz: 

A  significant  impact  on  passenger  loading  would  occur  along  2"*^  Street  between  Clementina 
and  Folsom  Street  as  a  result  of  Project  2-1  with  Option  2  under  2025  Cumulative  plus  Project 
conditions. 

Significant  Impact  2-laa: 

A  significant  impact  on  commercial  freight  loading  would  occur  along  2'"^  Street  between 
Market  Street  and  Bryant  Street  as  a  result  of  Project  2-1  with  Option  1  under  Existing  plus 
Project  conditions. 

Significant  Impact  2-lhb: 

A  significant  impact  on  commercial  freight  loading  would  occur  along  2"^^  Street  between 
Market  Street/Bryant  Street  as  a  result  of  Project  2-1  with  Option  2  under  Existing  plus  Project 
conditions. 

Significant  Impact  2-lcc: 

A  significant  impact  on  commercial  freight  loading  would  occur  along  2"'^  Street  between 
Market  Street  and  Bryant  Street  as  a  result  of  Project  2-1  with  Option  1  under  2025  Cumulative 
plus  Project  conditions. 

Significant  Impact  2-ldd: 

A  significant  impact  on  commercial  freight  loading  would  occur  along  2""^  Street  between 
Market  Street  and  Bryant  Street  as  a  result  of  Project  2-1  with  Option  2  under  2025  Cumulative 
plus  Project  conditions. 

Improvement  Measure  I-P2-la: 

To  improve  freight  loading  conditions  in  the  2"^^  Street  corridor,  metered  parking  spaces  on 
Mission  Street  east  of  2"'^  Street  would  be  converted  to  yellow  commercial  freight  loading  zones. 
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Improvement  Measure  I-P2-lb: 

To  improve  freight  loading  conditions  in  the  2"''  Street  corridor,  metered  parking  spaces  on 
Mission  Street  east  of  2"'^  Street  would  be  converted  to  yellow  commercial  freight  loading  zones. 

PROJECT  2-2:  5TH  STREET  BICYCLE  LANES,  MARKET  STREET  TO  TOWNSEND 
STREET 

This  project  includes  two  design  options  in  the  Draft  EIR,  both  of  which  would  generally 
provide  Class  II  bicycle  lanes  or  sharrows  in  each  direction  on  5""  Street  between  Market  and 
Townsend  Streets  through  a  combination  of  traffic  lane  and  parking  removals.  The  preferred 
design  is  a  modification  of  Option  2,  which  will  be  referred  to  as  Modified  Option  2.  Modified 
Option  2  would  provide  Class  II  bicycle  lanes  in  both  directions  between  Mission  and 
Townsend  Streets  through  a  combination  of  traffic  lane  and  parking  removals  and  would 
provide  sharrows  in  both  directions  between  Mission  and  Market  Streets. 

There  are  two  options  for  this  segment  of  5'^  Street: 

Option  1  would  add  a  Class  II  bicycle  lane  in  both  directions  between  Mission  and  Townsend 
Streets,  except  in  both  directions  between  Howard  and  Tehama  Streets  and  between  Market  and 
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Mission  Streets  where  sharrows  w^ould  be  added.  This  option  would  also  remove  one 
northbound  travel  lane  between  Harrison  and  Howard  Streets  and  between  Townsend  and 
Bryant  Streets;  instead,  turn  pockets  would  be  added  at  the  approach  to  several  intersections  to 
accommodate  turning  movement.  Approximately  40  on-street  parking  spaces  would  be  lost  (13 
on  the  east  side  and  27  on  the  west  side)  along  5""  Street. 

Option  2  would  add  Class  II  bicycle  lanes  in  both  directions  between  Market  and  Townsend 
Streets  except  in  the  following  segments:  both  directions  between  Market  and  Mission  Streets, 
both  directions  between  Folsom  Street,  and  approximately  100  feet  northerly  and  northbound 
between  Harrison  Street  and  approximately  100  feet  northerly.  Sharrows  would  be  added  along 
these  segments.  This  option  would  also  remove  one  northbound  travel  lane  between  Townsend 
and  Brannan  Streets,  one  southbound  travel  lane  between  Natoma  Street  and  Folsom  Street, 
and  one  southbound  travel  lane  between  Harrison  Street  and  Bryant  Street.  Instead,  turn 
pockets  would  be  added  at  the  approach  to  several  intersections  to  accommodate  turning 
movement.  Approximately  71  on-street  parking  spaces  would  be  lost  (three  on  the  east  side  and 
68  on  the  west  side)  along  5"'  Street. 

Traffic:  Intersection  Level  of  Service  (LOS) 

Intersection  LOS  calculations  were  performed  for  the  PM  peak  hour. 

Nine  study  intersections  are  included  for  the  PM  Peak  Hour  for  Project  2-2.  Table  V.2-17, 
p. V. A. 3-235,  and  Table  V.2-18,  p.  V. A. 3-235,  summarize  these  results  for  Existing  plus  Project 
conditions. 

The  Draft  EIR  analyzed  nine  study  intersections  for  Project  2-2.  The  revised  project  would 
modify  two  of  the  study  intersections  from  what  was  analyzed  as  Draft  EIR  design  Option  2. 
The  lane  configuration  of  Modified  Option  2  at  the  intersection  of  5""  Street/Bryant  Streets  is  the 
same  as  Draft  EIR  Option  1.  The  lane  configuration  of  Modified  Option  2  at  5"'  Street/Brannan 
Street  differs  from  Draft  EIR  Option  2  in  that  a  dedicated  southbound  left  turn  lane  would  be 
provided.  For  the  southbound  approach  in  Modified  Option  2  there  is  one  left  turn  lane,  one 
through  lane,  and  one  right  turn  lane.  These  changes  were  made  to  the  traffic  model,  and  the 
traffic  model  was  reanalyzed.  Table  C&R-ll,  below,  and  Table  C&R-12,  p.  V.A.3-234b, 
summarize  these  results. 
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Table  C&R-11 

Project  2-2  Intersection  Level  of  Service  (LOS)  and  Average  Delay 
Existing  and  Existing  Plus  Project  Conditions 
Weekday  PM  Peak  Hour 


Existing 


Existing  plus  Project 
Modified  Option  2 


Draft  EIR  Study  Intersection 


Average 
Delay^ 


LOS*" ;  V/C 


Average 
Delay^ 


LOS" ;  V/C 


SAME  AS 


7.         5""  Street/Bryant  Street  75.8 


8.       5'"  Street/Harrison  Street  52.5 


9.  5'"  Street/Brannan  Street  55.3 

10.  5""  Street/Mission  Street  45.8 


11.        5'"  Street/Market  Street  15.4 


12.       5'"  Street/Howard  Street  24.3 


13.       5'"  Street/Folsom  Street  16.8 


17.      6""  Street /Brannan  Street  >80 


18.       4'"  Street/Harrison  Street  63.2 


E  ;  0.958 
D 

E  ;  1.109 
D 

B 

C 

B 

F  ;  1.263 
E  ;  1.087 


>80 

52.5 

47 

45.8 

15.4 
29 
17.5 
>80 
63.2 


F  ;  1.286 

D 

D 
D 

B 

C 

B 

F  ;  1.263 
E  ;  1.087 


Draft  EIR 
Option  1 

Draft  EIR 
Option  2 

Modified  " 

Draft  EIR 
Option  2 

Draft  EIR 
Option  2 

Draft  EIR 
Option  2 

Draft  EIR 
Option  2 

Draft  EIR 
Option  2 

Draft  EIR 
Option  2 


Notes: 

a.  Delay  In  seconds  per  vehicle. 

b.  Intersections  operating  at  LOS  E  or  LOS  F  conditions  highlighted  in  bold. 

c.  V/C  (Volume  to  Capacity)  ratio  for  intersections  operating  at  LOS  E  or  LOS  F. 

d.  Result  under  Modified  Option  2 
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Table  C&R-12 

Project  2-2  Intersection  Level  of  Service  (LOS)  and  Average  Delay 
2025  Cumulative  and  2025  Cumulative  plus  Project  Conditions 
Weekday  PM  Peak  Hour 


2025  Cumulative 

2025  Cumulative  plus  Project 
Modified  Option  2 

Draft  EIR  Study  Intersection 

Average 
ueiay 

LUo   ,  V/U 

Average 
Delay 

LUo  ,  V/O 

C  AM  C  AC 
OAMC  AO 

7. 

5'^  Street/Bryant  Street 

>80 

F  ;  1.054 

>80 

F ;  1.381 

Draft  EIR 
Option  1 

8. 

5'^  Street/Harrison  Street 

72.7 

E  ;  0.982 

72.7 

E  ;  0.982 

Draft  EIR 
Option  2 

9. 

5'"  Street/Brannan  Street 

>80 

F  ;  1.165 

>80 

F  ;  1.096 

Modified  " 

10. 

5'"  Street/Mission  Street 

>80 

F  ;  1.046 

>80 

F  ;  1.046 

Draft  EIR 
Option  2 

11. 

5'^  Street/Market  Street 

50 

D 

50 

D 

Draft  EIR 
Option  2 

12. 

5""  Street/Howard  Street 

77.1 

E;  1.179 

>80 

F  ;  1.358 

Draft  EIR 
Option  2 

13. 

5'^  Street/Folsom  Street 

32.2 

C 

32.8 

C 

Draft  EIR 
Option  2 

17. 

6'^  Street  /Brannan  Street 

>80 

F  ;  1.418 

>80 

F  ;  1.418 

Draft  EIR 
Option  2 

18. 

4""  Street/Harrison  Street 

67.4 

E  ;  1.037 

67.4 

E  ;  1.037 

Draft  EIR 
Option  2 

1 .  Notes: 

2.  a.     Delay  in  seconds  per  vehicle. 

3.  b.     Intersections  operating  at  LOS  E  or  LOS  F  conditions  highlighted  in  bold. 

4.  c.     V/C  (Volume  to  Capacity)  ratio  for  Intersections  operating  at  LOS  E  or  LOS  F. 

5.  d.     Result  under  Modified  Option  2 


6. 

Intersection  7:  5'^  Street/Bryant  Street 
•    Option  1 

Existing  and  Existing  plus  Project  Conditions 

Under  Existing  conditions,  for  the  PM  peak  hour,  this  intersection  operates  at  LOS  E. 
The  5""  Street/Bryant  Street  intersection  would  operate  unsatisfactorily  at  LOS  F,  with 
more  than  80  seconds  of  delay  under  Existing  plus  Project  conditions.  The  southbound 
lane  configuration  would  be  modified  from  one  through  lane,  one  shared  through-left 
turn  lane,  and  one  exclusive  left-turn  lane  to  one  through  lane  and  two  exclusive  left- 
turn  lanes.  In. addition,  the  northbound  lane  configuration  would  be  modified  from  one 
through  lane,  one  shared  through-right  lane,  and  one  exclusive  right-turn  lane  to  one 
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TABLE  V.2-17 
CLUSTER  2  -  PROJECT  2-2 
INTERSECTION  LEVEL  OF  SERVICE  (LOS)  AND  AVERAGE  DELAY  -EXISTING  AND  EXISTING 
PLUS  PROJECT  CONDITIONS  -  WEEKDAY  PM  PEAK  HOUR 


Existing  plus  Project 


Existing 

Option  1 

Option  2 

Intersection 

Average 
Delay'  LOS" 

Average 
Delay'  LOS" 

Average 
Delay' 

LOS" 

7. 

5*  Street/Bryant  Street 

75.8 

E 

>80 

F 

>80 

F 

8. 

5*  Street/Harrison  Street 

52.5 

D 

40.3 

D 

52.5 

D 

9. 

5*  Street/Brannan  Street 

55.3 

E 

47.2 

D 

48 

D 

10. 

5""  Street/Mission  Street 

45.8 

D 

45.8 

D 

45.8 

D 

11. 

5'*^  Street/Market  Street 

15.4 

B 

15.4 

B 

15.4 

B 

12. 

5"^  Street/Howard  Street 

24.3 

C 

21.5 

C 

29 

C 

13. 

5*  Street/Folsom  Street 

16.8 

B 

19.7 

B 

175 

B 

17. 

6*  Street  /Brannan  Street 

>80 

F 

>80 

F 

>80 

F 

18. 

4'h  Street/Harrison  Street 

63.2 

E 

63.2 

E 

63^ 

E 

Source:  Wilbur  Smith  Associates,  October  2008. 
No/es; 

a.  Delay  in  seconds  per  vehicle. 

b.  Intersections  operating  at  LOS  E  or  LOS  F  conditions  highlighted  in  bold. 


TABLE  V.2-18 
CLUSTER  2  -  PROJECT  2-2 
INTERSECTION  LEVEL  OF  SERVICE  (LOS)  AND  AVERAGE  DELAY  -  2025  CUMULATIVE  AND 
2025  CUMULATIVE  PLUS  PROJECT  CONDITIONS  -  WEEKDAY  PM  PEAK  HOUR 


2025  Cumulative  plus  Project 


2025  Cumulative 

Option  1 

Option 

2 

Intersection 

Average 
Delay' 

LOS' 

Average 
Delay'  LOS" 

Average 
Delay' 

LOS" 

7. 

5*  Street/Bryant  Street 

>80 

F 

>80 

F 

>80 

F 

8. 

5*  Street/Harrison  Street 

72.7 

E 

60.4 

E 

72.7 

E 

9. 

5"^  Street/Brannan  Street 

>80 

F 

>80 

F 

>80 

F 

10. 

5"^  Street/Mission  Street 

>80 

F 

>80 

F 

>80 

F 

11. 

5"'  Street/Market  Street 

50 

D 

50 

D 

50 

D 

12. 

5"^  Street/Howard  Street 

77.1 

E 

50.7 

D 

>80 

F 

13. 

5*  Street/Folsom  Street 

32.2 

C 

37 

D 

32.8 

C 

17. 

6"^  Street  /Brannan  Street 

>80 

F 

>80 

F 

>80 

F 

18. 

4"'  Street/Harrison  Street 

67.4 

E 

67.4 

E 

67.4 

E 

Source:      Wilbur  Smith  Associates,  October  2008, 

Notes: 

n.  Delay  in  seconds  per  vehicle. 

b.  Intersections  operating  at  LOS  E  or  LOS  F  conditions  hi^;hhghlt'd  in  tH)ld. 
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through  lane  and  one  exclusive  right-turn  lane.  Due  to  the  lane  configuration 
modification  in  the  southbound  and  eastbound  approaches,  there  would  be  an  increase 
in  delay  at  this  intersection.  Because  the  eastbound  critical  movement  at  S'*'  Street/Bryant 
Street  either  deteriorate  or  would  operate  at  an  unacceptable  LOS  F,  with  more  than  80 
seconds  of  average  delay  under  Existing  plus  Project  conditions,  a  significant  impact 
(Significant  Impact  TR-P2-2a)  would  occur  at  the  5th  Street/Bryant  Street  intersection 
with  the  implementation  of  Project  2-2  Option  1. 

2025  Cumulative  and  2025  Cumulative  plus  Project  Conditions 

The  5"'  Street/Bryant  Street  intersection  would  operate  unsatisfactorily  at  LOS  F,  with 
more  than  80  seconds  of  average  delay  under  2025  Cumulative  conditions  for  the  PM 
peak  hour.  The  5"'  Street/Bryant  Street  intersection  would  continue  to  operate 
unsatisfactorily  at  LOS  F,  with  more  than  80  seconds  of  delay  under  2025  Cumulative 
plus  Project  conditions.  Deterioration  of  the  eastbound  and  southbound  critical 
movement  at  5"^  Street  and  Bryant  Street  for  Existing  plus  Project  to  LOS  F  relative  to 
Existing  Conditions,  is  determined  a  significant  impact.  As  a  consequence  a 
corresponding  LOS  deterioration  is  expected,  at  this  intersection  for  2025  Cumulative 
plus  Project  compared  to  2025  Cumulative  conditions.  Therefore,  a  significant  impact 
would  (Significant  Impact  TR-P2-2c)  occur  at  5"'  Street/Bryant  Street  intersection  with 
implementation  of  Project  2-2  Option  1  under  2025  Cumulative  plus  Project  conditions. 

•     Option  2 

Existing  and  Existing  plus  Project  Conditions 

Under  Existing  conditions,  for  the  PM  peak  hour,  this  intersection  operates  at  LOS  E. 
The  5th  Street/Bryant  Street  intersection  would  also  operate  unsatisfactorily  at  LOS  F, 
with  more  than  80  seconds  of  delay  under  Existing  plus  Project  conditions.  The 
southbound  lane  configuration  would  be  modified  from  one  through  lane,  one  shared 
through-left  turn  lane,  and  one  exclusive  left-turn  lane  to  one  through  lane  and  one 
exclusive  left-turn  lane.  In  addition,  the  northbound  lane  configuration  would  be 
modified  from  one  through  lane,  one  shared  through-right  lane,  and  one  exclusive  right- 
turn  lane  to  two  through  lanes  and  one  exclusive  right-turn  lane.  Due  to  the  reduction  in 
capacity  in  the  northbound,  southbound  and  eastbound  approaches,  there  would  be  an 
increase  in  delay  for  this  intersection.  Because  the  northbound,  southbound  and 
eastbound  critical  movements  at  5th  Street/Bryant  Street  either  deteriorate  or  would 
operate  at  an  unacceptable  LOS  F,  with  more  than  80  seconds  of  average  delay  under 
Existing  plus  Project  conditions,  a  significant  impact  (Significant  Impact  TR-P2-2b) 
would  occur  at  5th  Street/Bryant  Street  intersection  with  the  implementation  of  Project 
2-2  Option  2. 

2025  Cumulative  and  2025  Cumulative  plus  Project  Conditions 

The  5"'  Street/Bryant  Street  intersection  would  operate  unsatisfactorily  at  LOS  F,  with 
more  than  80  seconds  of  average  delay  under  2025  Cumulative  conditions  for  the  PM 
peak  hour.  The  5"'  Street/Bryant  Street  intersection  would  continue  to  operate 
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unsatisfactorily  at  LOS  F,  with  more  than  80  seconds  of  delay  under  2025  Cumulative 
plus  Project  conditions.  Deterioration  of  the  northbound,  southbound,  and  eastbound 
critical  movements  at  5"'  Street  and  Bryant  Street  for  Existing  plus  Project  to  LOS  F 
relative  to  Existing  Conditions,  is  determined  a  significant  impact.  As  a  consequence  a 
corresponding  LOS  deterioration  is  expected,  at  this  intersection  for  2025  Cumulative 
plus  Project  when  compared  to  2025  Cumulative  conditions.  Therefore,  a  significant 
impact  (Significant  Impact  TR-P2-2d)  would  occur  at  5'^  Street/Bryant  Street  intersection 
with  implementation  of  Project  2-2  Option  2  under  2025  Cumulative  plus  Project 
conditions. 

•  Modified  Option  2 

Existing  plus  Project  Conditions 

The  intersection  of  5"'  and  Bryant  Streets  would  operate  at  LOS  F  under  Existing  plus 
Project  for  Modified  Option  2.  This  result  is  similar  to  that  of  Option  2,  which  also  has 
LOS  F  for  Existing  plus  Project.  Therefore,  Significant  Impact  TR-P2-2b  would  still  occur 
under  Modified  Option  2. 

2025  Cumulative  plus  Project  Conditions 

The  intersection  of  Fifth  and  Bryant  would  operate  unsatisfactorily  at  LOS  F  under  2025 
Cumulative  and  Cumulative  plus  Project  conditions.  Therefore,  Significant  Impact  TK- 
P2-2d  would  still  occur  under  Modified  Option  2. 

Intersection  8:  5'^  Street/Harrison  Street 

•  Option  1 

Existing  and  Existing  plus  Project  Conditions 

Under  Existing  conditions,  for  the  PM  peak  hour,  this  intersection  i>perates  at  LOS  D 
with  52.5  seconds  of  delay.  The  5"'  Street/Harrison  Street  intersection  would  operate 
satisfactorily  at  LOS  D,  with  40.3  seconds  of  delay  under  Existing  plus  Projivt 
conditions.  The  northbound  lane  configuration  would  be  modified  from  one  thrt>ugh 
lane  and  one  shared  through-left  lane  to  one  through  lane  and  one  exclusive  left-turn 
lane.  In  addition,  the  southbound  lane  configuration  would  bo  modified  from  one 
through  lane  and  one  shared  through-right  lane  fo  two  through  lanes  and  one  exclusive 
right  turn  lane.  Due  to  the  lane  configuratit)n  modilicaliotis  to  the  ni>rlhbound  appri\uh 
and  southbound  approach,  there  is  a  decrease  in  delay  at  this  intersection  under  Existing 
plus  Project  conditions.  However,  the  1  OS  tloi*s  not  change  .iiul  Ihi-  intersection 
continues  to  operate  at  IX^S  D  under  Existing  plus  Project  ci>ndition.s.  Therefore,  n 
significant  impact  would  not  occur  at  5"'  Street/Bryant  Slnn't  inter.si*ctit>n  with  the 
implementation  of  Project  2-2  Optii>n  I. 
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2025  Cumulative  and  2025  Cumulative  plus  Project  Conditions 

The  5"^  Street/Harrison  Street  intersection  would  operate  unsatisfactorily  at  LOS  E,  with 
more  than  55  seconds  of  average  delay  under  2025  Cumulative  conditions  for  the  PM 
peak  hour.  Under  2025  Cumulative  plus  Project  conditions,  this  intersection  would 
operate  unsatisfactorily  at  LOS  E.  Since  the  southbound  critical  movement  improves 
relative  to  2025  Cumulative  conditions,  a  significant  impact  would  not  occur  at  the 
5"'  Street/Harrison  Street  intersection  with  the  implementation  of  Project  2-2  Option  1  for 
2025  Cumulative  plus  Project  conditions. 

•    Option  2 

Existing  and  Existing  plus  Project  Conditions 

Under  Existing  conditions,  for  the  PM  peak  hour,  this  intersection  operates  at  LOS  D 
with  52.5  seconds  of  delay.  The  5"'  Street/Harrison  Street  intersection  would  continue  to 
operate  satisfactorily  at  LOS  D,  with  52.5  seconds  of  delay  under  Existing  plus  Project 
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conditions,  as  no  lane  configuration  adjustments  occur  under  Existing  plus  Project 
conditions  relative  to  Existing  conditions.  Hence,  there  would  be  no  change  in  LOS  or 
delay  for  this  intersection.  Therefore,  a  significant  impact  would  not  occur  at  the 
5""  Street/Harrison  Street  intersection  with  the  implementation  of  Project  2-2  Option  2. 

2025  Cumulative  and  2025  Cumulative  plus  Project  Conditions 

The  5""  Street/Harrison  Street  intersection  would  operate  unsatisfactorily  at  LOS  E,  with 
more  than  55  seconds  of  average  delay  under  2025  Cumulative  conditions  for  the  PM 
peak  hour.  The  5"^  Street/Harrison  Street  intersection  would  operate  unsatisfactorily  at 
LOS  E,  with  more  than  55  seconds  of  delay  under  2025  Cumulative  plus  Project 
conditions.  However,  there  are  no  lane  configuration  adjustments  to  the  study 
intersection  under  2025  Cumulative  plus  Project  conditions;  therefore,  there  would  be  no 
change  in  LOS  or  delay  for  this  intersection.  Therefore,  a  significant  impact  would  not 
occur  at  the  5'^^  Street/Harrison  Street  intersection  with  the  implementation  of  Project  2-2 
Option  2  under  2025  Cumulative  plus  Project  conditions. 

Intersection  9:  5'^  Street/Bran  nan  Street 
•    Option  1 

Existing  and  Existing  plus  Project  Conditions 

Under  Existing  conditions,  for  the  PM  peak  hour,  this  intersection  operates  at  LOS  E 
with  55.3  seconds  of  delay.  The  5"'  Street/Brannan  Street  intersection  would  operate 
satisfactorily  at  LOS  D,  with  47.2  seconds  of  delay  under  Existing  plus  Project 
conditions.  The  northbound  lane  configuration  would  be  modified  from  one  shared 
through-left  turn  lane  and  one  shared  through-right  turn  lane  to  one  e\clusi\  o  left-turn 
lane  and  one  shared  through-right  turn  lane.  In  addition,  the  southbound  lane 
configuration  would  be  modified  from  one  shared  through-left  turn  lane  and  one  shared 
through-right  turn  lane  to  one  shared  through-left  turn  lane,  one  through  lane,  ami  one 
exclusive  right-turn  lane.  Due  to  the  lane  configuration  modifications  to  the  ni>rthbininii 
approach  and  southbound  approach,  there  is  a  decrease  in  delay  at  this  intersection.  I  hc 
intersection  delay  decreases  by  8.1  seconds,  compared  to  Existing  condititMis.  However, 
the  southbound  critical  movement  improves  and  does  not  deteriorate  under  I'xisting 
plus  Project  conditions.  Therefore,  a  significant  impact  would  not  iKCur  at  the 
5"'  Street/Brannan  Street  intersection  with  the  implementation  of  Project  2-2  Option  L 

2025  Cumulative  and  2025  Cumulative  plus  Project  Conditions 

The  5"' Street/Brannan  Street  intersection  would  operate  un.satisfactorily  at  LOS  F,  with 
more  than  80  seconds  of  average  delay  under  2025  Cumulative  ctmditions  for  the  PM 
peak  hour.  Under  2025  Cumulative  plus  Project  conditions,  this  intersection  would 
operate  unsatisfactorily  nf  LOS  V,  with  more  than  80  seconds  of  delay.  Sin^e  there  wtniid 
be  no  change  to  the  LOS  and  the  southbouiui  critical  moM'inents  uiuler  2023  Cumulative 
plus  Project  conditions  improve  relative  to  2025  Cumulative  comlilions,  a  sir,nifi* -in' 
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impact  would  not  occur  at  the  5"'  Street/Brannan  Street  intersection  with  the 
implementation  of  Project  2-2  Option  1  under  2025  Cumulative  plus  Project  conditions. 

•  Option  2 

Existing  and  Existing  plus  Project  Conditions 

Under  Existing  conditions,  for  the  PM  peak  hour,  this  intersection  operates  at  LOS  E 
with  55.3  seconds  of  delay.  The  5"'  Street/Brannan  Street  intersection  would  also  operate 
satisfactorily  at  LOS  D,  with  48  seconds  of  delay  under  Existing  plus  Project  conditions. 
The  northbound  lane  configuration  would  be  modified  from  one  shared  through-left 
turn  lane  and  one  shared  through-right  turn  lane  to  one  exclusive  left-turn  lane  and  one 
shared  through-right  turn  lane.  In  addition,  the  southbound  lane  configuration  would 
be  modified  from  one  shared  through-left  turn  lane  and  one  shared  through-right  turn 
lane  to  one  shared  through-left  lane  and  one  exclusive  right-turn  lane.  Due  to  the  lane 
configuration  modifications  to  the  northbound  approach  and  southbound  approach, 
there  is  a  decrease  in  delay  at  this  intersection.  The  intersection  delay  decreases  by  7.3 
seconds  compared  to  Existing  conditions.  However,  the  southbound  critical  movement 
improves  and  does  not  deteriorate  under  Existing  plus  Project  conditions.  Therefore,  a 
significant  impact  would  not  occur  at  the  5"'  Street/Brannan  Street  intersection  with  the 
implementation  of  Project  2-2  Option  2. 

2025  Cumulative  and  2025  Cumulative  plus  Project  Conditions 

The  5"^  Street/Brannan  Street  intersection  would  operate  unsatisfactorily  at  LOS  F,  with 
more  than  80  seconds  of  delay  under  2025  Cumulative  plus  Project  conditions  for  the 
PM  peak  hour.  The  V/C  ratio  would  increase  by  53  percent  (from  L17  to  1.68),  compared 
to  2025  Cumulative  conditions.  Because  the  northbound,  southbound  and  eastbound 
critical  movements  at  5"'  Street/Brannan  Street  would  either  deteriorate  or  would 
operate  at  an  unacceptable  LOS  F,  with  more  than  80  seconds  of  average  delay  under 
2025  Cumulative  plus  Project  conditions,  a  significant  impact  (Significant  Impact 
TR-P2-2f)  would  occur  at  the  5"^  Street/Brannan  Street  intersection  with  implementation 
of  Project  2-2  Option  2  under  2025  Cumulative  plus  Project  conditions. 

•  Modified  Option  2 

Existing  plus  Project  Conditions 

The  intersection  of  5"'  and  Brannan  Streets  would  operate  at  LOS  D  under  Existing  plus 
Project  for  Modified  Option  2.  This  represents  an  improvement  to  the  Existing 
Condition  which  is  LOS  E.  This  result  is  similar  to  that  of  Option  2,  which  also  has  LOS 
D  for  Existing  plus  Project.  Therefore,  there  would  be  no  significant  traffic  impact  at  the 
intersection  of  5""  and  Brannan  Streets  for  the  Existing  plus  Project  conditions  with  the 
implementation  of  Project  2-2  Modified  Option  2. 
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2025  Cumulative  plus  Project  Conditions 

The  intersection  of  5"^  and  Brannan  Streets  would  operate  unsatisfactorily  at  LOS  F 
under  2025  Cumulative  and  2025  Cumulative  plus  Project  conditions.  This  is  the  same 
result  as  for  Option  2  analyzed  in  the  Draft  EIR.  Modified  Option  2  would  still  result  in 
a  significant  impact  to  the  intersection  of  5'^  and  Brannan  Streets  under  2025  Cumulative 
plus  Project  conditions  with  the  implementation  of  Project  2-2  Modified  Option  2. 
Therefore,  significant  Impact  TR-P2-2f  would  still  occur  under  Project  2-2  Modified 
Option  2. 

Intersection  10:  5""  Street/Mission  Street 
•     Option  1 

Existing  and  Existing  plus  Project  Conditions 

Under  Existing  conditions,  this  intersection  operates  at  LOS  D  with  45.8  seconds  of 
delay.  The  5*'^  Street/Mission  Street  intersection  would  continue  to  operate  satisfactorily 
at  LOS  D,  with  45.8  seconds  of  delay  under  Existing  plus  Project  conditions.  This  is  due 
to  the  fact  that  there  are  no  lane  configuration  adjustments  to  the  study  intersection 
under  Existing  plus  Project  conditions.  Hence,  there  would  be  no  change  in  LOS  or 
delay  for  this  intersection,  compared  to  Existing  conditions.  Therefore,  a  significant 
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impact  would  not  occur  at  the  5"'  Street/Mission  Street  intersection  with  the 
implementation  of  Project  2-2  Option  1. 

2025  Cumulative  and  2025  Cumulative  plus  Project  Conditions 

The  5"'  Street/Mission  Street  intersection  would  operate  unsatisfactorily  at  LOS  F,  with 
more  than  80  seconds  of  average  delay  under  2025  Cumulative  conditions.  The 
intersection  would  operate  unsatisfactorily  at  LOS  F,  with  more  than  80  seconds  of 
average  delay  under  2025  Cumulative  plus  Project  conditions.  However,  there  are  no 
lane  configuration  adjustments  to  the  study  intersection  under  2025  Cumulative  plus 
Project  conditions,  and  there  will  therefore  be  no  change  in  LOS  or  delay  for  this 
intersection.  Therefore,  a  significant  impact  would  not  occur  at  the  5"'  Street/Mission 
Street  intersection  with  the  implementation  of  Project  2-2  Option  1  under  2025 
Cumulative  plus  Project  conditions. 

•  Option  2 

Existing  and  Existing  plus  Project  Conditions 

Under  Existing  conditions,  this  intersection  operates  at  LOS  D  with  45.8  seconds  of 
delay.  The  5'^  Street/Mission  Street  intersection  would  also  operate  satisfactorily  at 
LOS  D,  with  45.8  seconds  of  delay  under  Existing  plus  Project  conditions.  There  are  no 
lane  configuration  adjustments  to  the  study  intersection  under  Existing  plus  Project 
conditions.  Hence,  there  would  be  no  change  in  LOS  or  delay  for  this  intersection 
compared  to  Existing  conditions.  Therefore,  a  significant  impact  would  not  occur  at  the 
5'*"  Street/Mission  Street  intersection  with  the  implementation  of  Project  2-2  Option  2. 

2025  Cumulative  and  2025  Cumulative  plus  Project  Conditions 

The  5""  Street/Mission  Street  intersection  would  operate  unsatisfactorily  at  LOS  F,  with 
more  than  80  seconds  of  delay  under  2025  Cumulative  plus  Project  conditions.  The 
intersection  would  operate  unsatisfactorily  at  LOS  F,  with  more  than  80  seconds  of 
average  delay  under  2025  Cumulative  plus  Project  conditions.  However,  there  are  no 
lane  configuration  adjustments  to  the  study  intersection  under  2025  Cumulative  plus 
Project  conditions;  therefore,  there  would  be  no  change  in  LOS  or  delay  for  this 
intersection.  Thus,  a  significant  impact  would  not  occur  at  the  5"'  Street/Mission  Street 
intersection  with  the  implementation  of  Project  2-2  Option  2  under  2025  Cumulative 
plus  Project  conditions. 

Intersection  11:  5""  Street/Market  Street 

•  Option  1 

Existing  and  Existing  plus  Project  Conditions 

Under  Existing  conditions,  this  intersection  operates  at  LOS  B  with  15.4  seconds  of 
delay.  The  5""  Street/Market  Street  intersection  would  operate  satisfactorily  at  LOS  B, 
with  15.4  seconds  of  delay  under  Existing  plus  Project  conditions.  There  are  no  lane 
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configuration  adjustments  to  the  study  intersection  under  Existing  plus  Project 
conditions.  Hence,  there  would  be  no  change  in  LOS  or  delay  for  this  intersection, 
compared  to  Existing  conditions.  Therefore,  a  significant  impact  would  not  occur  at 
5'^  Street/Market  Street  intersection  with  the  implementation  of  Project  2-2  Option  1. 

2025  Cumulative  and  2025  Cumulative  plus  Project  Conditions 

The  5'^  Street/Market  Street  intersection  would  operate  satisfactorily  at  LOS  D,  with  50 
seconds  of  average  delay  under  2025  Cumulative  conditions.  Under  2025  Cumulative 
plus  Project  conditions,  this  intersection  would  operate  satisfactorily  at  LOS  D,  with  50 
seconds  of  delay.  There  are  no  lane  configuration  adjustments  to  the  study  intersection 
under  2025  Cumulative  plus  Project  conditions.  Hence,  there  would  be  no  change  in 
LOS  or  delay  for  this  intersection,  compared  to  2025  Cumulative  conditions.  Therefore,  a 
significant  impact  would  not  occur  at  5""  Street/Market  Street  intersection  with  the 
implementation  of  Project  2-2  Option  1. 

•  Option  2 

Existing  and  Existing  plus  Project  Conditions 

Under  Existing  conditions,  this  intersection  operates  at  LOS  B  with  15.4  seconds  of 
delay.  The  study  intersection  would  also  operate  satisfactorily  at  LOS  B,  with  15.4 
seconds  of  delay  under  Existing  plus  Project  conditions.  There  are  no  lane  configuration 
adjustments  to  the  study  intersection  under  Existing  plus  Project  conditions.  Hence, 
there  would  be  no  change  in  LOS  or  delay  for  this  intersection,  compared  to  Existing 
conditions.  Therefore,  a  significant  impact  would  not  occur  at  5"'  Street/Market  Street 
intersection  with  the  implementation  of  Project  2-2  Option  2. 

2025  Cumulative  and  2025  Cumulative  plus  Project  Conditions 

The  5*''  Street/Market  Street  intersection  would  operate  satisfactorily  at  LOS  D,  with  50 
seconds  of  delay  under  2025  Cumulative  plus  Project  conditions.  There  are  no  l.ino 
configuration  adjustments  to  the  study  intersection  under  2025  Cumulative  plus  Project 
conditions.  Hence,  there  would  be  no  change  in  LOS  or  delay  for  this  intorstxiion, 
compared  to  2025  Cumulative  conditions.  Therefore,  a  significant  impact  would  not 
occur  at  5""  Street/Market  Street  intersection  with  the  implementation  ot  Projixt  2-2 
Option  2. 

Intersection  12:  S""  Street/Howard  Street 

•  Option  1 

Existing  and  Existing  plus  Project  Conditions 

Under  Existing  conditions,  for  the  I'M  peak  htmr,  this  intersivlion  oporales  at  LOS  C 
with  24.3  seconds  of  delay.  The  5"'  Street/Ht>\\  anl  SlniM  intersection  would  ojx'rate 
satisfactorily  at  LOS  C,  with  21.5  seconds  ol  del.n  under  Existing  plus  Projetl 
conditions.  The  northbouml  l.ini>  configuratit^n  wtnild  be  ini>difiod  from  t»ne  through 
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lane  and  one  shared  through-left  turn  lane  to  one  through  lane  and  one  exclusive  left- 
turn  lane.  In  addition,  the  southbound  lane  configuration  would  be  modified  from  one 
through  lane  and  one  shared  through-right  lane  to  two  through  lanes  and  one  exclusive 
right-turn  lane.  Due  to  the  lane  configuration  modifications  to  the  northbound  approach 
and  southbound  approach,  there  is  a  decrease  in  delay  at  this  intersection.  The 
intersection  delay  decreases  by  2.8  seconds,  compared  to  Existing  conditions. 
Furthermore,  the  LOS  does  not  change  under  Existing  plus  Project  conditions.  Therefore, 
a  significant  impact  would  not  occur  at  5'^  Street/Howard  Street  intersection  with  the 
implementation  of  Project  2-2  Option  1 . 

2025  Cumulative  and  2025  Cumulative  plus  Project  Conditions 

The  5""  Street/Howard  Street  intersection  would  operate  unsatisfactorily  at  LOS  E,  with 
77.1  seconds  of  average  delay  under  2025  Cumulative  conditions  for  the  PM  peak  hour. 
Under  2025  Cumulative  plus  Project  conditions,  this  intersection  would  operate 
satisfactorily  at  LOS  D,  with  50.7  seconds  of  delay  under  2025  Cumulative  plus  Project 
conditions.  Since  the  northbound  critical  movement  improves,  relative  to  2025 
Cumulative  conditions,  a  significant  impact  would  not  occur  at  the  5"'  Street/Howard 
Street  intersection  with  the  implementation  of  Project  2-2  Option  1. 

•    Option  2 

Existing  and  Existing  plus  Project  Conditions 

Under  Existing  conditions,  for  the  PM  peak  hour,  this  intersection  operates  at  LOS  C 
with  24.3  seconds  of  delay.  The  5'^  Street/Howard  Street  intersection  would  also  operate 
satisfactorily  at  LOS  C,  with  29  seconds  of  delay  under  Existing  plus  Project  conditions. 
The  southbound  lane  configuration  would  be  modified  from  one  through  lane  and  one 
shared  through-right  turn  lane  to  one  through  lane  and  one  exclusive  right-turn  lane. 
Due  to  the  lane  configuration  modifications  to  the  southbound  approach,  there  would  be 
an  increase  in  delay  at  this  intersection.  The  intersection  would  increase  by  4.7  seconds, 
compared  to  Existing  conditions.  However,  the  LOS  does  not  change  under  Existing 
plus  Project  conditions.  Therefore,  a  significant  impact  would  not  occur  at 
5"'  Street/Howard  Street  intersection  with  the  implementation  of  Project  2-2  Option  2. 

2025  Cumulative  and  2025  Cumulative  plus  Project  Conditions 

The  5"'  Street/Howard  Street  intersection  would  operate  unsatisfactorily  at  LOS  F,  with 
more  than  80  seconds  of  delay  under  2025  Cumulative  plus  Project  conditions  for  the 
PM  peak  hour.  Because  the  northbound  and  westbound  critical  movements  at 
5"'  Street/Howard  Street  would  either  deteriorate  or  would  operate  at  an  unacceptable 
LOS  F,  with  more  than  80  seconds  of  average  delay  under  2025  Cumulative  plus  Project 
conditions,  a  significant  impact  (Significant  Impact  TR-P2-2e)  would  occur  at 
5"'  Street/Howard  Street  intersection  with  the  implementation  of  Project  2-2  Option  2 
under  2025  Cumulative  plus  Project  conditions. 
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Intersection  13:  5**"  Street/Folsom  Street 

•  Option  1 

Existing  and  Existing  plus  Project  Conditions 

Under  Existing  conditions,  for  the  PM  peak  hour,  this  intersection  operates  at  LOS  B 
with  16.8  seconds  of  delay.  The  5"^  Street/Folsom  Street  intersection  would  operate 
satisfactorily  at  LOS  B,  with  19.7  seconds  of  delay  under  Existing  plus  Project  conditions. 
The  northbound  lane  configuration  would  be  modified  from  one  through  lane  and  one 
shared  through-right  turn  lane  to  one  through  lane  and  one  exclusive  right-turn  lane. 
Due  to  the  modification  of  lane  configuration  in  the  northbound  direction,  there  would 
be  an  increase  in  delay  at  this  intersection.  The  intersection  would  increase  by  2.9 
seconds  (from  16.8  to  19.7  seconds)  compared  to  Existing  conditions.  However,  the  LOS 
does  not  change  under  Existing  plus  Project  conditions.  Therefore,  a  significant  impact 
would  not  occur  at  5"'  Street/Folsom  Street  intersection  with  the  implementation  of 
Project  2-2  Option  1. 

2025  Cumulative  and  2025  Cumulative  plus  Project  Conditions 

The  5^^  Street/Folsom  Street  intersection  would  operate  satisfactorily  at  LOS  C,  with  32.2 
seconds  of  average  delay  under  2025  Cumulative  conditions.  The  5'*"  Street/Folsom  Street 
intersection  would  operate  satisfactorily  at  LOS  D,  with  37  seconds  of  delay  under  2025 
Cumulative  plus  Project  conditions.  Therefore,  a  significant  impact  would  not  occur  at 
5""  Street/Folsom  Street  intersection  with  the  implementation  of  Project  2-2  Option  1 
under  2025  Cumulative  plus  Project  conditions. 

•  Option  2 

Existing  and  Existing  plus  Project  Conditions 

Under  Existing  conditions,  for  the  PM  peak  hour,  this  intersection  operates  nt  LOS  B 
with  16.8  seconds  of  delay.  The  study  intersection  would  operate  satisfacforilv  at  LOS  B, 
with  17.5  seconds  of  delay  under  Existing  plus  Project  conditions.  Ihe  southbound  lane 
configuration  would  be  modified  from  one  through  lane  and  one  shared  lhri>ugh-ieft 
turn  lane  to  one  through  lane  and  one  exclusive  left-turn  lane.  Due  to  the  lane 
configuration  modification  to  the  southbound  approach,  there  \Nould  be  an  increase  in 
delay  at  this  intersection.  The  intersection  would  increase  by  0.7  seconds  compared  to 
Existing  conditions.  However,  the  intersection  ct^nfinues  to  operate  at  LOS  B  under 
Existing  plus  Project  conditions,  iherefore,  a  signiiicant  impact  would  not  ixcur  at  5"' 
Street/Folsom  Street  intersection  with  the  implementation  ol  Project  2-2  Option  2. 

2025  Cumulative  and  2025  Cumulative  plus  Project  Conditions 

The  5th  Street/Folsom  Street  intersection  would  opi-rati-  satislactoriK  at  Lc>S  L  ,  with  ,^2.8 
seconds  of  delay  under  2025  Cumulative  plus  Project  conditions.  Ilierefore,  a  significant 
impact  would  not  occur  at  5"'  Street/Folsom  Street  intersection  with  the  implemenlatit>n 
of  Project  2-2  Option  2  under  2025  Cumulative  plus  Project  conditions. 
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•    Modified  Option  2 

Existing  plus  Project  Conditions 

The  intersection  of  5"'  and  Folsom  Streets  would  operate  at  LOS  D  under  Existing  plus 
Project  for  Modified  Option  2.  This  represents  a  deterioration  to  the  Existing  Condition 
at  the  intersection  which  is  LOS  B.  This  result  differs  from  that  for  Option  2  in  the  Draft 
EIR,  which  has  LOS  B  for  Existing  plus  Project  conditions.  However,  this  LOS 
deterioration  does  not  reach  a  level  of  significant  impact.  Therefore,  there  would  be  no 
significant  traffic  impact  at  the  intersection  of  5"'  and  Folsom  Streets  for  the  Existing  plus 
Project  conditions  with  the  implementation  of  Project  2-2  Modified  Option  2. 

2025  Cumulative  plus  Project  Conditions 

The  intersection  of  5"'  and  Folsom  Streets  would  operate  at  LOS  C  under  2025 
Cumulative  plus  Project  for  Modified  Option  2.  This  is  the  same  result  for  Draft  EIR 
Option  2.  Thus,  Modified  Option  2  would  not  have  a  significant  impact  on  this 
intersection  under  the  Existing  plus  Project  conditions.  Hence,  Modified  Option  2 
would  not  contribute  to  a  significant  impact  under  the  2025  Cumulative  plus  Project 
conditions.  Therefore,  there  would  be  no  significant  traffic  impact  to  the  intersection  of 
5""  and  Folsom  Streets  under  2025  Cumulative  plus  Project  conditions  with  the 
implementation  of  Project  2-2  Modified  Option  2. 

As  shown  in  Tables  C&R-IO,  p.  C&R-212b,  and  C&R-ll,  p.  C&R-234a,  all  other 
intersections  would  operate  at  the  same  LOS  for  either  Option  1  or  Option  2  in  the  Draft 
EIR  analysis.  Therefore,  there  would  be  no  additional  significant  traffic  impact  at  the 
remaining  intersections  shown  in  Tables  C&R-IO  and  C&R-ll  under  Modified  Option  2. 
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Intersection  17:  6'^  Street/Brannan  Street 

•  Option  1 

Existing  and  Existing  plus  Project  Conditions 

Under  Existing  conditions,  this  intersection  operates  unsatisfactorily  at  LOS  F  with  more 
than  80  seconds  of  average  delay.  The  6"^  Street/Brannan  Street  intersection  would 
continue  to  operate  unsatisfactorily  at  LOS  F,  with  more  than  80  seconds  of  delay  under 
Existing  plus  Project  conditions.  There  are  no  lane  configuration  adjustments  to  the 
study  intersection  under  Existing  plus  Project  conditions  for  Option  1.  Hence,  there 
would  be  no  change  in  LOS  or  delay  for  this  intersection  compared  to  Existing 
conditions.  Therefore,  a  significant  impact  would  not  occur  at  the  6"'  Street/Brannan 
Street  intersection  with  the  implementation  of  Project  2-2  Option  1 . 

2025  Cumulative  and  2025  Cumulative  plus  Project  Conditions 

The  6*''  Street/Brannan  Street  intersection  would  operate  unsatisfactorily  at  LOS  F,  with 
more  than  80  seconds  of  average  delay  under  2025  Cumulative  conditions.  However, 
there  are  no  lane  configuration  adjustments  to  the  study  intersection  under  2025 
Cumulative  plus  Project  conditions.  Hence,  there  would  be  no  change  in  LOS  or  delay 
for  this  intersection  compared  to  Existing  conditions.  Therefore,  a  significant  impact 
would  not  occur  at  the  6"^  Street/Brannan  Street  intersection  with  the  implementation  of 
Project  2-2  Option  1  under  2025  Cumulative  plus  Project  conditions. 

•  Option  2 

Existing  and  Existing  plus  Project  Conditions 

Under  Existing  conditions,  this  intersection  operates  unsatisfactorily  at  LOS  F  with  more 
than  80  seconds  of  average  delay.  The  6th  Street/Brannan  Street  inforsectii>n  \\i>iild  also 
operate  unsatisfactorily  at  LOS  F,  with  more  than  80  seconds  of  delay  under  Fvisting 
plus  Project  conditions.  There  are  no  lane  configuration  adjustments  to  the  study 
intersection  under  Existing  plus  Project  conditions.  Hence,  there  would  be  no  change  in 
LOS  or  delay  for  this  intersection,  compared  to  Existing  conditions.  Because  of  the 
current  lane  configuration  and  operations,  the  study  intersection  would  continue 
operating  at  LOS  F,  with  more  than  80  seconds  of  delay.  Thus,  a  signilicant  impact 
would  not  occur  at  the  6th  Street/Brannan  Street  intersection  with  the  implementation  oi 
Project  2-2  Option  2. 

2025  Cumulative  and  2025  Cumulative  plus  Project  Conditions 

The  6"' Street/Brannan  Street  intersection  would  operate  unsatislactoriK  at  1  OS  I  .  with 
more  than  80  seconds  of  average  delay  under  2025  Cumulative  ci>nditions.  However, 
there  are  no  lane  configuration  adjustments  to  the  study  intersixlion  under  2025 
Cumulative  plus  Project  conditions.  Hence,  there  wouUl  be  no  change  in  l.OS  or  del.iy 
for  this  intersection.     Therefore,  a  significant  impact  wouKl  not  incur  at  th»'  (V** 
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Street/Brannan  Street  intersection  with  the  implementation  of  Project  2-2  Option  2  under 
2025  Cumulative  plus  Project  conditions. 

Intersection  18:  4'^  Street/Harrison  Street 

•  Option  1 

Existing  and  Existing  plus  Project  Conditions 

Under  Existing  conditions,  for  the  PM  peak  hour,  this  intersection  operates  at  LOS  E 
with  63.2  seconds  of  delay.  The  4"'  Street/Harrison  Street  intersection  would  continue  to 
operate  unsatisfactorily  at  LOS  E,  with  63.2  seconds  of  delay  under  Existing  plus  Project 
conditions.  There  are  no  lane  configuration  adjustments  to  the  study  intersection  under 
Existing  plus  Project  conditions.  Hence,  there  would  be  no  change  in  LOS  or  delay  for 
this  intersection,  compared  to  Existing  conditions.  Therefore,  a  significant  impact  would 
not  occur  at  the  4"'  Street/Harrison  Street  intersection  with  the  implementation  of  Project 
2-2  Option  1. 

2025  Cumulative  and  2025  Cumulative  plus  Project  Conditions 

The  4"'  Street/Harrison  Street  intersection  would  operate  unsatisfactorily  at  LOS  E,  with 
67.4  seconds  of  average  delay  under  2025  Cumulative  conditions.  Under  2025 
Cumulative  plus  Project  conditions,  this  intersection  would  operate  unsatisfactorily  at 
LOS  E,  with  67.4  seconds  of  delay.  However,  there  are  no  lane  configuration 
adjustments  to  the  study  intersection  under  2025  Cumulative  plus  Project  conditions; 
therefore,  there  would  be  no  change  in  LOS  or  delay  for  this  intersection.  Thus  a 
significant  impact  would  not  occur  at  the  4'^  Street/Harrison  Street  intersection  with  the 
implementation  of  Project  2-2  Option  1  under  2025  Cumulative  plus  Project  conditions. 

•  Option  2 

Existing  and  Existing  plus  Project  Conditions 

Under  Existing  conditions,  for  the  PM  peak  hour,  this  intersection  operates  at  LOS  E 
with  63.2  seconds  of  delay.  The  4"'  Street/Harrison  Street  intersection  would  also  operate 
unsatisfactorily  at  LOS  E,  with  more  than  63.2  seconds  of  delay  under  Existing  plus 
Project  conditions.  There  are  no  lane  configuration  adjustments  to  the  study  intersection 
under  Existing  plus  Project  conditions.  Hence,  there  would  be  no  change  in  LOS  or 
delay  for  this  intersection,  compared  to  Existing  conditions.  Because  there  would  be  no 
change  to  the  current  lane  configuration  and  operations,  the  study  intersection  would 
continue  operating  at  LOS  E,  with  63.2  seconds  of  delay.  Therefore,  a  significant  impact 
would  not  occur  at  the  4"'  Street/Harrison  Street  intersection  with  the  implementation  of 
Project  2-2  Option  2. 

2025  Cumulative  and  2025  Cumulative  plus  Project  Conditions 

The  4th  Street/Harrison  Street  intersection  would  operate  unsatisfactorily  at  LOS  E,  with 
67.4  seconds  of  delay  under  2025  Cumulative  plus  Project  conditions.  However,  there 
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are  no  lane  configuration  adjustments  to  the  study  intersection  under  2025  Cumulative 
plus  Project  conditions;  therefore,  there  would  be  no  change  in  LOS  or  delay  for  this 
intersection,  as  shown  on  Table  V.2-18,  p.  V.A.3-235.  Thus  a  significant  impact  would 
not  occur  at  the  4th  Street/Harrison  Street  intersection  with  the  implementation  of 
Project  2-2  Option  2  under  2025  Cumulative  plus  Project  conditions. 

Significant  Impact  TR-P2-2a: 

The  intersection  of  5'*^  Street/Bryant  Street  would  operate  at  LOS  F  under  Existing  plus  Project 
conditions  for  Option  1  of  Project  2-2. 

Significant  Impact  TR-P2-2h: 

The  intersection  of  5"^  Street/Bryant  Street  would  operate  at  LOS  F  under  Existing  plus  Project 
conditions  for  Project  2-2  Option  2. 

Significant  Impact  TR-P2-2c: 

The  intersection  of  5""  Street/Bryant  Street  would  operate  at  LOS  F  under  2025  Cumulative  plus 
Project  conditions  for  Project  2-2  Option  1 . 

Significant  Impact  TR-P2-2d: 

The  intersection  of  5"'  Street/Bryant  Street  would  operate  at  LOS  F  under  2025  Cumulative  plus 
Project  conditions  for  Project  2-2  Option  2. 

Significant  Impact  TR-P2-2e: 

The  intersection  of  5'^  Street/Howard  Street  would  operate  at  LOS  F  under  2025  Cumulative 
plus  Project  conditions  for  Option  2. 

Significant  Impact  TR-P2-2f: 

The  intersection  of  5"'  Street/Brannan  Street  would  operate  at  LOS  F  under  2025  Cumulative 
plus  Project  conditions  for  Project  2-2  Option  2. 

TRANSIT 

Muni  bus  lines  26,  27,  and  47  run  on  portions  of  5"'  Street.  Muni  bus  line  26  runs  southbound 
only  between  Mission  and  Howard  Streets.  Muni  bus  line  27  runs  in  both  iliroctions  botwwn 
Market  and  Harrison  Streets  (southbound)  and  Market  and  Bryant  Streets  (northKuind).  Mum 
bus  line  47  runs  northbound  only  between  Townsend  .ind  I  I.irrison  Strivls.  Betwwn  M.uki't 
and  Mission  Streets,  Muni  bus  lines  26  ami  27  run  .ipproxini.itely  five  in>rllibt>u?id  bust's  and 
eight  southbound  buses  per  hour  during  the  AM  and  I'M  peak  periods.  Belwivn  Mission  and 
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Harrison  Streets,  Muni  bus  line  27  runs  approximately  five  northbound  and  southbound  buses 
per  hour  during  the  AM  and  PM  peak  periods.  Between  Harrison  and  Bryant  Streets,  Muni  bus 
lines  27  and  47  run  approximately  thirteen  northbound  buses  and  five  southbound  buses  per 
hour  during  the  AM  and  PM  peak  periods. 

There  are  both  far  side  and  near  side  bus  stops  along  this  section  of  5'*"  Street  and  most  buses 
have  been  observed'^  to  pull  into  the  bus  stop  zone.  Bicycle  volumes  along  5'^  Street  are  high 
near  Market  Street  but  low  along  the  rest  of  the  corridor.  Therefore,  there  is  very  little 
interaction  between  buses  and  bicyclists  at  the  present  time. 

•    Option  1 

Existing  and  Existing  plus  Project  Conditions 

With  implementation  of  Project  2-2  Option  1,  the  reduction  from  two  northbound  travel 
lanes  to  one  travel  lane,  between  Tehama  and  Harrison  Streets,  would  require  buses  and 
other  vehicles  to  travel  in  the  same  lane,  and  buses  would  have  to  merge  into  traffic 
when  exiting  the  bus  stops.  The  northbound  bus  stop  on  the  far  side  of  Harrison  Street  is 
seven  feet  wide,  which  is  insufficient  to  accommodate  buses  at  the  curb  without 
protruding  into  the  proposed  bicycle  lane.  However,  the  12-foot  wide  travel  lane  and  the 
six-foot  wide  bicycle  lane  would  accommodate  bicyclists  passing  buses  to  the  left  at  the 
bus  stop  to  avoid  conflicts  or  minimize  impacts  on  transit  operation  and  travel  time. 

For  Existing  conditions.  Option  1  would  not  impact  travel  time  for  Muni  bus  line  26.  For 
Muni  bus  line  27,  Option  1  would  add  approximately  206  seconds  (3.4  minutes)  of  delay 
per  vehicle  northbound,  but  would  reduce  delay  on  this  line  by  approximately  47 
seconds  of  delay  per  vehicle  southbound.  For  Muni  bus  line  47,  Option  1  would  add 
approximately  7  seconds  of  delay  per  vehicle  northbound.  The  headways  for  Muni  bus 
lines  26,  27  and  47  in  the  PM  peak  period  are  20,  12,  and  7.5  minutes,  respectively.  Travel 
time  for  Muni  bus  line  26  would  not  change  with  implementation  of  Project  2-2  Option 
1.  For  Muni  bus  line  27,  the  total  added  delay  of  159  seconds  (2.6  minutes)  would  be  less 
than  the  transit  delay  threshold  of  6  minutes.  For  Muni  bus  line  47,  the  total  added  delay 
of  7  seconds  would  be  less  than  the  transit  delay  threshold  of  6  minutes.  Therefore,  a 
significant  transit  impact  would  not  occur  with  the  implementation  of  Project  2-2  Option 
1  under  Existing  plus  Project  conditions. 

2025  Cumulative  and  2025  Cumulative  plus  Project  Conditions 

For  Cumulative  plus  Project  conditions.  Option  1  would  not  impact  travel  time  for  Muni 
bus  line  26.  For  Muni  bus  line  27,  Option  1  would  add  approximately  65  seconds  of 
delay  per  vehicle  northbound,  but  would  reduce  delay  on  this  line  by  approximately  54 
seconds  of  delay  per  vehicle  in  the  southbound  direction.  For  Muni  bus  line  47,  Option  1 


Field  surveys  were  conducted  by  CHS  Consulting  on  Wednesday,  August  29,  2007  during  the 
midday. 
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w^ould  add  approximately  201  seconds  (3.4  minutes)  of  delay  per  vehicle  northbound. 
The  headways  for  Muni  bus  lines  26,  27  and  47  in  the  PM  peak  period  are  20,  12  and  7.5 
minutes,  respectively.  Travel  time  for  Muni  bus  line  26  would  not  change  with 
implementation  of  Project  2-2  Option  1.  For  Muni  bus  line  27,  the  total  added  delay  of  11 
seconds  would  be  less  than  the  transit  delay  threshold  of  six  minutes.  For  Muni  bus  line 
47,  the  total  added  delay  of  201  seconds  (3.4  minutes)  would  be  less  than  the  transit 
delay  threshold  of  six  minutes.  Therefore,  a  significant  transit  impact  would  not  occur 
with  the  implementation  of  Project  2-2  Option  1  under  2025  Cumulative  plus  Project 
conditions. 

•     Option  2 

Existing  and  Existing  plus  Project  Conditions 

Option  2  would  not  impact  travel  time  for  Muni  bus  line  26.  For  Muni  bus  line  27, 
Option  2  would  add  approximately  159  seconds  (2.6  minutes)  of  delay  per  vehicle 
northbound  and  15  seconds  of  delay  southbound.  For  Muni  bus  line  47,  Option  2  would 
reduce  delay  by  approximately  5  seconds  per  vehicle  northbound.  The  headwavs  for 
Muni  bus  lines  26,  27  and  47  in  the  PM  peak  period  are  20,  12,  and  7.5  minutes, 
respectively.  Travel  time  for  Muni  bus  line  26  would  not  change  with  implementation  of 
Project  2-2  Option  2.  For  Muni  bus  line  27,  the  total  added  delay  of  174  seconds  (2.9 
minutes)  would  be  less  than  the  transit  delay  threshold  of  6  minutes.  For  Muni  bus  line 
47,  total  delay  would  be  reduced  by  6  seconds.  Therefore,  a  significant  transit  impact 
would  not  occur  with  the  implementation  of  Project  2-2  Option  2  under  Existing  plus 
Project  conditions. 

2025  Cumulative  and  2025  Cumulative  plus  Project  Conditions 

For  2025  Cumulative  plus  Project  conditions,  Option  2  would  also  not  impact  tr.n  el  tune 
for  Muni  bus  line  26.  For  Muni  bus  line  27,  Option  2  would  not  impact  vehicle  travel 
northbound  but  would  add  approximately  31  seconds  of  delay  .southbound.  For  Muni 
bus  line  47,  Ophon  2  would  reduce  delay  by  approximately  15  seconds  per  vehicle 
northbound.  The  headways  for  Muni  bus  lines  26,  27  and  47  in  the  PM  peak  peritxl  are 
20,  12  and  7.5  minutes,  respectively.  Travel  time  for  Muni  bus  line  26  wtnild  not  change 
with  implementation  of  Project  2-2  Option  2.  For  Muni  bus  line  27,  the  li>tal  addeil  ilelay 
of  31  seconds  would  be  less  than  the  transit  delay  threshold  of  six  minutes.  I-or  Mum  bus 
line  47,  the  total  delay  would  be  reduced  by  15  seconds.  Therefore,  a  significant  transit 
impact  would  not  occur  with  the  implementation  o\  Project  2-2  Option  2  under  2025 
Cumulative  plus  Project  conditions. 

PARKING 

There  are  a  total  of  about  200  existing  on-slreet  parking  spaces  on  K>lh  sides  of  .5"'  StnxM 
between  Market  and   Townseml  SlrriMs.   The  i>xis|inv,  niidilav  parking  iKCupancy  rale  is 
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approximately  70  percent.'^  Option  1  v\^ould  remove  about  40  on-street  parking  spaces,  thereby 
increasing  the  midday  occupancy  rate  to  approximately  90  percent.  Option  2  w^ould  remove 
about  70  on-street  parking  spaces  thereby  increasing  the  midday  occupancy  rate  to 
approximately  100  percent.  With  either  Option  1  or  Option  2,  existing  demand  would  be 
accommodated.  Therefore,  there  would  be  no  significant  parking  impacts  with  implementation 
of  Project  2-2  with  either  Option  1  or  Option  2. 

This  project  would  remove  a  total  of  20  parking  spaces  between  Market  and  Townsend  Streets. 
This  would  be  a  net  reduction  of  20  parking  spaces  from  what  was  analyzed  in  the  Draft  EIR. 
The  existing  northbound  curb  traffic  lane  on  5"'  Street  between  Howard  and  Mission  Streets  is 
used  as  a  queuing  lane  for  traffic  waiting  to  enter  the  Fifth  and  Mission  Parking  Garage.  This 
queuing  usually  occurs  when  the  garage  is  full  during  major  events  at  nearby  Moscone  Center, 
on  heavy  shopping  days,  or  when  the  processing  rate  at  the  main  entrance/exit  on  Mission 
Street  is  slow.  With  the  replacement  of  the  curb  traffic  lane  with  a  bicycle  lane,  that  queuing 
would  occur  in  the  curb  bicycle  lane.  However,  because  the  curb  bicycle  lane  is  proposed  to  be 
six  feet  wide  and  the  adjacent  northbound  traffic  lane  is  proposed  to  be  11  feet  wide,  one  lane  of 
slow  moving  traffic  would  still  be  able  to  proceed  around  traffic  that  is  queued  along  the  curb 
within  that  17  foot  wide  area.  Bicyclists  would  need  to  use  the  general  traffic  lane  during  these 
periods. 

In  San  Francisco,  parking  supply  is  not  considered  a  permanent  physical  condition,  and  changes 
in  the  parking  supply  would  not  be  a  significant  environmental  impact  as  under  the  CEQA  but 
rather  a  social  effect.  The  loss  of  parking  may  cause  potential,  indirect  physical  effects,  which 
would  include  cars  circling  and  looking  for  a  parking  space  on  neighboring  streets.  The 
secondary  effects  of  drivers  searching  for  parking  is  typically  offset  by  a  reduction  in  vehicle 
trips  due  to  others  who  are  aware  of  constrained  parking  conditions  in  a  given  area.  Hence,  any 
secondary  environmental  impacts  that  may  result  from  a  shortfall  in  parking  in  the  vicinity  of 
Project  2-2  would  be  minor.  The  changes  in  on-street  parking  also  would  not  cause  any 
secondary  physical  impacts,  such  as  traffic  congestion,  air  quality  impacts,  or  noise  impacts 
caused  by  congestion.  Therefore,  there  would  be  no  significant  parking  impacts  with 
implementation  of  Project  2-2  Modified  Option  2. 


'3    Field    surveys    were   conducted    by    CHS   Consulting    during    the   midday    on  Wednesday, 
November  28,  2007  and  Wednesday,  December  5,  2007. 
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PEDESTRIAN 

There  would  be  no  changes  in  sidewalk  width,  crosswalk  layout,  or  crossing  distance;  the 
interactions  between  pedestrians  and  bicyclists  would  not  change  as  a  result  of  Project  2-2. 
Therefore,  there  would  be  no  significant  pedestrian  impacts  with  either  Option  1  or  Option  2  of 
Project  2-2. 

BICYCLE 

Bicyclists  would  benefit  from  the  installation  of  bicycle  lanes  with  the  designation  of  a  clear 
right-of-way  for  their  use.  The  installation  of  sharrows  would  increase  the  motor  vehicle 
drivers'  awareness  that  bicyclists  may  be  on  the  road  as  well  as  identify  for  bicyclists  the 
pathway  outside  the  'door  zone'.  Therefore,  neither  Option  1  nor  Option  2  of  Project  2-2  would 
have  a  significant  impact  on  cyclists,  but  could  have  the  beneficial  effect  of  improving  roadway 
conditions  and  safety  for  bicyclists. 

LOADING 

There  are  several  on-street  yellow  commercial  freight  loading  spaces  along  most  sections  of  S"* 
Street,  and  there  are  some  off-street  loading  spaces  for  the  existing  buildings.  Loading  demand 
is  generally  low,  and  there  were  no  double-parked  vehicles  observed"  in  the  field  in  this 
segment  of  5"'  Street. 

•    Option  1 

With  Option  1,  there  would  be  no  loss  of  on-street  yellow  commercial  freight  loading 
spaces  under  Option  1.  Therefore,  there  would  be  no  loading  impacts  with 
implementation  of  Project  2-2  Option  1. 


Field  surveys  were  condiicli\l  bv  C'l  IS  Consulting  on  Wednesday,  August  29,  2007  during  Ihc 

midday. 
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•    Option  2 

Option  2  would  remove  approximately  10  on-street  yellow  commercial  freight  loading 
spaces:  five  spaces  on  the  west  side  of  5"^  Street  between  Mission  and  Natoma  Streets 
and  five  spaces  on  the  west  side  of  5'*^  Street  between  Folsom  and  Harrison  Streets  in 
front  of  a  gas  station,  a  convenience  store,  and  a  low-density  residential  building. 
Southbound  traffic  and  bicycle  volumes  along  S""  Street  are  moderate  during  the  PM 
peak  hour  and  light  to  moderate  during  the  weekday  midday.  Truck  double  parking  for 
loading/unloading  in  the  southbound  curbside  lane  adjacent  to  the  bike  lane  along  5"" 
Street  is  not  desirable,  but  would  be  permitted  in  the  travel  lane.  Future  plans  for  the 
Mint  Building,  located  on  the  west  side  of  5""  Street  between  Jessie  and  Mission  Streets, 
call  for  extensive  restoration  for  a  museum,  new  location  for  the  San  Francisco  Visitors 
Center,  shops  and  restaurants.  This  complex  would  face  Jessie  Street  which  has  been 
converted  to  a  pedestrian  mall  for  the  one  block  between  5"'  and  Mint  Streets.  Currently, 
a  bus  stop  fronts  the  Mint  Building  on  5"'  Street.  With  Option  2  this  would  not  change. 
Passenger  loading  for  the  new  Mint  Building  complex  could  not  occur  at  this  location 
with  or  without  Option  2  but  could  possibly  be  accommodated  on  Mint  Street  at  the 
back  of  the  Mint  Building.  Therefore,  there  would  be  no  significant  loading  impacts  with 
implementation  of  Project  2-2  Option  2. 

PROJECT  2-3:  14^"  STREET  BICYCLE  LANE,  DOLORES  STREET  TO  MARKET  STREET 

Option  1  of  Project  2-3  was  implemented  on  March  27,  2006  prior  to  the  Bicycle  Plan 
injunction;  as  such,  post-project  implementation  conditions  describe  what  is  on  the 
ground  today  and  are  analyzed  under  Existing  plus  Project  and  Cumulative  plus  Project 
conditions.  Pre-project  conditions  describe  what  existed  before  the  implementation  of 
Project  2-3  and  are  analyzed  under  Existing  and  Cumulative  conditions. 

Prior  to  Project  2-3,  this  segment  of  14"^  Street  had  two  eastbound  lanes,  one  westbound 
lane,  and  on-street  parking  on  both  sides.  Implementation  of  Project  2-3  Option  1  added 
a  Class  II  bicycle  lane  along  14"^  Street  between  Market  and  Dolores  Streets,  and  changed 
traffic  circulation  from  two-way  to  one-way  eastbound  and  minor  modifications  to  the 
existing  median  island  at  the  intersection  of  14"'  Street  and  Market  Street.  Further 
modifications  to  this  median  island  that  are  proposed  under  Option  1,  but  not  yet 
implemented,  include  connecting  it  to  the  existing  sidewalk  on  the  southeast  comer  of 
the  intersection,  in  order  to  prevent  vehicles  traveling  westbound  on  14"^  Street  from 
accessing  Market  Street,  and  to  reduce  the  crossing  distance  for  pedestrians  crossing  the 
east  side  of  14""  Street  at  Market  Street.  Lane  configurations  with  Option  1  include  two 
eastbound  lanes,  one  eastbound  six-foot  bicycle  lane,  and  on-street  parking  on  both 
sides. 
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Option  2  would  restore  the  traffic  circulation  to  two-way,  add  an  eastbound  Class  11 
bicycle  lane,  and  remove  an  eastbound  travel  lane  between  Market  and  Dolores  Streets. 

TRAFFIC:  INTERSECTION  LEVEL  OF  SERVICE  (LOS) 

Intersection  LOS  calculations  were  performed  for  the  AM  and  PM  peak  hour. 

One  study  intersection  is  included  for  the  AM  peak  hour  for  Project  2-3.  Table  V.2-19, 
p.  V.A.3-251,  and  Table  V.2-20,  on  p.  V.A.3-252,  summarize  the  results  for  Existing  plus  Project 
and  Cumulative  plus  Project  AM  Peak  Hour.  Table  V.2-21,  p.  V.A.3-Error!  Bookmark  not 
defined.,  and  Table  V.2-22,  p.  V.A.3-253,  summarize  the  results  for  Existing  plus  Project  and 
Cumulative  plus  Project  PM  Peak  Hour. 

Intersection  52:  Church  Street/Market  Street/14'^  Street 

The  Church  Street/Market  Street/14th  Street  intersection  is  common  to  Projects  2-3  and  2-11 
within  the  Cluster  2  area.  For  Project  2-11,  the  lane  configuration  at  the  intersection  would 
remain  the  same  as  under  Existing  (No  Project)  conditions  for  either  Option  1  or  Option  2. 
Therefore  the  impact  of  the  combined  Projects  2-3  and  2-11  would  be  the  same  as  those  for 
Project  2-3  Option  1  or  Option  2.  The  lane  configuration  for  Option  2  under  Project  2-11 
remains  the  same  as  Existing  condiHons.  Therefore,  the  analysis  below  reflects  the  impacts  of 
both  projects. 

TABLE  V.2-19 

CLUSTER  2  -  COMBINED  PROJECTS  2-3  AND  PROJECT  2-1 1 
INTERSECTION  LEVEL  OF  SERVICE  (LOS)  AND  AVERAGE  DELAY  -  EXISTING  AND  EXISTING 
PLUS  PROJECT  CONDITIONS  -  WEEKDAY  AM  PEAK  HOUR 
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TABLE  V.2-20 
CLUSTER  2  -  COMBINED  PROJECTS  2-3  AND  2-11 
INTERSECTION  LEVEL  OF  SERVICE  (LOS)  AND  AVERAGE  DELAY  -  2025  CUMULATIVE  AND 
2025  CUMULATIVE  PLUS  PROJECT  CONDITIONS  -  WEEKDAY  AM  PEAK  HOUR 

2025  Cumulative  plus  Project 

Option  1  Option  2 

Combined  Combined 
2025  Cumulative         2-3  and  2-1 1  2-3  and  2-1 1 


Average  Average  Average 

Intersection                     Delay^  LOS"       Delay^  LOS"       Delay^  LOS'' 

52.     Church  Street/Market  Street/                  >80  F              >80  F             >80  F 
14'^^  Street 


Source:         Wilbur  Smith  Associates,  October  2008. 

Notes: 

a.  Delay  in  seconds  per  vehicle. 

b.  Intersections  operating  at  LOS  E  or  LOS  F  conditions  highlighted  in  bold. 


REVISED  TABLE  V.2-21 
CLUSTER  2  -  PROJECTS  2-3  AND  2-11 
COMPARISON  OF  LEVEL  OF  SERVICE  (LOS)  AND  AVERAGE  DELAY  FOR  CHURCH 
STREET/MARKET  STREET/14^"  STREET  -  EXISTING  AND  EXISTING  PLUS  PROJECT 
CONDITIONS  -  WEEKDAY  PM  PEAK  HOUR 


Existing  plus  Project  Option  1 


Existing  plus  Project  Option  2 
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Source:  Wilbur  Smith  Associates,  October  2008. 

Notes: 

a.  Delay  in  seconds  per  vehicle. 

b.  Intersections  operating  at  LOS  E  or  LOS  F  conditions  highlighted  in  bold. 
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TABLE  V.2-22 
CLUSTER  2  -  PROJECTS  2-3  AND  2-11 
COMPARISON  OF  LEVEL  OF  SERVICE  (LOS)  AND  AVERAGE  DELAY  FOR  CHURCH 
STREET/MARKET  STREET/14^"  STREET  2025  CUMULATIVE  AND  2025  CUMULATIVE  PLUS 
PROJECT  CONDITIONS  -  WEEKDAY  PM  PEAK  HOUR 


2025  Cumulative 
plus  Project  Option  1 

2025  Cumulative 
plus  Project  Option  2 

2025  Cumulative 
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Combined 
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Project  2-3 
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Source:         Wilbur  Smith  Associates,  October  2008. 

Notes: 


a.  Delay  in  seconds  per  vehicle. 

b.  Intersections  operating  at  LOS  E  or  LOS  F  conditions  highlighted  in  bold. 

•    Option  1 

Existing  and  Existing  plus  Project  Conditions  for  Projects  2-3  and  2-11  combined  - 
AM  Analysis 

Under  Existing  conditions,  for  the  AM  peak  hour,  this  intersection  operates  at  LC^  F 
with  a  delay  of  more  than  80  seconds.  The  Church  Street/Market  Street/14"'  Street 
intersection  would  continue  to  operate  unsatisfactorily  at  LOS  F,  w  ith  more  than  SO 
seconds  of  delay  under  Existing  plus  Project  conditions  for  the  AM  peak  hour  for 
combined  Projects  2-3  and  Modified  2-11.  The  proposed  projects  would  not  change  the 
lane  configurations  at  the  southbound  or  westbound  approaches  to  this  intersection. 
Therefore,  a  significant  impact  would  not  occur  at  the  Church  Street/Market  Strtvt/14'*' 
Street  intersection  for  the  AM  peak  hour  with  the  implementation  of  Option  1  of  Project 
2-3  and  Modified  Option  1  of  Project  2-1 1  combined. 

Since  the  impacts  of  combined  Projects  2-3  and  2-11  Option  I  would  not  result  in  a 
significant  traffic  impact  the  Church  Street/Market  Street/ 14"'  Street  intersection  for  the 
AM  peak  hour,  there  would  be  no  significant  traffic  impact  from  individual  Project  2-3 
Option  1  under  Existing  plus  Project  conditions. 
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Existing  and  Existing  plus  Project  Conditions  for  Projects  2-3  and  2-11  combined  -  PM 
Analysis 

Under  Existing  conditions  for  the  PM  peak  hour  this  intersection  operates  at  LOS  D  with 
52.2  seconds  of  delay.  Under  the  Existing  plus  Project  conditions  for  combined  Projects 
2-3  and  2-11  Modified  Option  1,  the  intersection  would  also  operate  at  LOS  D  average 
delay  of  52.2  seconds.  Therefore,  a  significant  traffic  impact  would  not  occur  at  the 
Church  Street/Market  Street/14'*'  Street  intersection  for  the  PM  peak  hour  with  the 
implementation  of  Projects  2-3  Option  1  and  2-11  Modified  Option  1  combined.  Table 
V.2-21,  p.V.A.3-252,  summarizes  these  results. 

Existing  and  Existing  plus  Project  Conditions  for  Project  2-3  alone  -  PM  Analysis 

Under  Existing  conditions  for  Project  2-3  Option  1  alone,  for  the  PM  peak  hour,  this 
intersection  operates  at  LOS  D  with  52.2  seconds  of  delay.  The  Church  Street/Market 
Street/14"'  Street  intersection  would  continue  to  operate  satisfactorily  at  LOS  D,  with  52.2 
seconds  of  delay  under  Existing  plus  Project  conditions  for  the  PM  peak  hour.  The 
westbound  right-turn  lane  along  14"'  Street  would  be  removed  under  Existing  plus 
Project  conditions.  No  other  lane  configuration  changes  are  proposed  as  part  of  Project 
2-3  at  this  intersection.  However,  there  would  be  no  change  to  the  delay  or  LOS  at  this 
intersection  due  to  this  lane  modification.  Hence,  a  significant  impact  would  not  occur 
at  the  Church  Street/Market  Street/14'^  Street  intersection  with  the  implementation  of 
Project  2-3  Option  1. 

2025  Cumulative  and  2025  Cumulative  plus  Project  Conditions  for  Projects  2-3  and 
2-11  combined  -  AM  Analysis 

The  Church  Street/Market  Street/14"'  Street  intersection  would  operate  unsatisfactorily  at 
LOS  F,  with  more  than  80  seconds  of  delay  under  2025  Cumulative  conditions  for  the 
AM  peak  hour.  Under  2025  Cumulative  plus  Project  conditions,  this  intersection  would 
operate  unsatisfactorily  at  LOS  F,  with  more  than  80  seconds  of  delay.  Since  there  is  no 
change  in  LOS  and  because  the  configuration  of  the  south  and  westbound  approach 
lanes  to  the  intersection  would  not  be  changed  a  significant  impact  would  not  occur  at 
the  Church  Street/Market  Street/14"'  Street  intersection  with  the  implementation  of 
combined  Project  2-3  Option  1  and  2-11  Modified  Option  1  . 

Since  the  impacts  of  combined  Projects  2-3  and  2-11  Option  1  would  not  result  in  a 
significant  traffic  impact  the  Church  Street/Market  Street/14"'  Street  intersection  for  the 
AM  peak  hour,  there  would  be  no  significant  traffic  impact  from  individual  Project  2-3 
Option  1  under  2025  Cumulative  plus  Project  conditions. 
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2025  Cumulative  and  2025  Cumulative  plus  Project  Conditions  for  Projects  2-3  and 
2-11  combined  -  PM  Analysis 

The  Church  Street/Market  Street/1 4**'  Street  intersection  would  operate  unsatisfactorily  at 
LOS  F  in  the  PM  peak  hour,  with  more  than  80  seconds  of  average  delay  under  2025 
Cumulative  conditions.  The  Church  Street/Market  Street/1 4'*^  Street  intersection  would 
operate  unsatisfactorily  at  LOS  F,  with  more  than  80  seconds  of  delay  under  2025 
Cumulative  plus  Project  conditions  for  combined  Projects  2-3  Option  1  and  2-11 
Modified  Option  1. 

There  would  be  no  change  to  the  delay  or  LOS  at  this  intersection  due  to  Projects  2-3 
Option  1  and  2-11  Modified  Option  1  combined  as  the  configuration  of  the  south  and 
westbound  approach  lanes  would  not  change  as  a  result  of  the  proposed  projects. 
However  for  the  purpose  of  this  analysis,  the  EIR  will  take  the  more  conservative 
approach  and  retain  the  LOS  F  as  significant  and  unavoidable. 

Therefore,  a  significant  impact  (Significant  Impact  TR-P2-3b)  would  occur  at  the  Church 
Street/Market  Street/14"'  Street  intersection  for  the  PM  peak  hour  with  implementation 
of  Projects  2-3  Option  1  and  2-11  Modified  Option  1  combined.  Table  V.2-22,  p.  V.A.3- 
253,  summarizes  these  results. 

2025  Cumulative  and  2025  Cumulative  plus  Project  Conditions  for  Project  2-3-  PM 
Analysis 

Under  2025  Cumulative  conditions  for  Project  2-3  Option  1,  for  the  PM  peak  hour,  this 
intersection  operates  at  LOS  F  with  more  than  80  seconds  of  delay.  The  Church 
Street/Market  Street/14"'  Street  intersection  would  continue  to  operate  unsatisfactorily  at 
LOS  F,  with  more  than  80  seconds  of  delay  under  2025  Cumulative  plus  Project 
conditions  for  the  PM  peak  hour.  The  westbound  right-turn  lane  along  14"'  Strtvl  would 
be  removed  under  2025  Cumulative  plus  Project  conditions.  No  other  lane  conliguralion 
changes  are  proposed  as  part  of  Project  2-3  at  this  intersection.  Since  the  vvestbt^und 
right-turn  volume  operates  during  the  overlap  phase,  there  would  be  no  change  to  the 
delay  or  LOS  at  this  intersection  due  to  the  lane  modification.  Hence,  a  significant 
impact  would  not  occur  at  the  Church  Street/Market  Street/14"'  Sfnvf  inlerse^'tion  with 
the  implementation  of  Project  2-3  Option  1. 

•    Option  2 

Existing  and  Existing  plus  Project  Conditions  for  Projects  2-3  .iiui  2-11  combined  - 
AM  Analysis 

Under  Existing  conditions,  for  the  AM  pe.ik  hour,  this  intersection  operates  at  l.C>S  F 
with  a  delay  of  more  than  80  seconds.  Ihe  Church  Slrtvt/Markot  Strtvt/14"'  Strtvt 
intersection  would  also  operate  unsatisfactorily  at  I. OS  F,  with  more  than  80  sixtrnds  of 
delay  under  Existing  plus  Project  comlitions  in  the  AM  pi-ak  hour,  lliere  are  no  lane 
configuration  adjustments  to  tlie  stuilv  intersection  under  Fxisling  plus  Pri>)ixl 
conditions.    Hence,  there  vvtuiKi  he  no  changi-  in  I  OS  or  delay  for  this  inlcrMXtion. 
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compared  to  Existing  conditions.  Therefore,  a  significant  impact  would  not  occur  at  the 
Church  Street/Market  Street/14"'  Street  intersection  in  the  AM  peak  hour  with  the 
implementation  of  combined  Project  2-3  and  Project  2-11  Option  2. 

Since  the  impacts  of  combined  Projects  2-3  and  2-11  Option  2  would  not  result  in  a 
significant  traffic  impact  the  Church  Street/Market  Street/14"'  Street  intersection  for  the 
AM  peak  hour,  there  would  be  no  significant  traffic  impact  from  individual  Project  2-3 
Option  2  under  Existing  plus  Project  conditions.  Table  V.2-19  on,  p.  V.A.3-251, 
summarizes  these  results. 

Existing  and  Existing  plus  Project  Conditions  for  Projects  2-3  and  2-11  combined  -  PM 
Analysis 

Under  Existing  conditions,  for  the  PM  peak  hour,  this  intersection  operates  at  LOS  D 
with  52.2  seconds  of  delay.  There  are  no  lane  configuration  changes  to  the  study 
intersection  under  Existing  plus  Project  conditions  compared  to  Existing  conditions. 
Hence,  there  would  be  no  change  in  LOS  or  delay  for  the  Church  Street/Market 
Street/1 4th  Street  intersection  for  Existing  plus  Project  conditions.  Therefore,  under 
Existing  plus  Project  conditions.  Option  2  of  Project  2-3  and  Project  2-11  combined 
would  not  cause  a  significant  impact  to  the  Church  Street/Market  Street/1 4th  Street 
intersection.  Table  V.2-21  on  p.  V.A.3-Error!  Bookmark  not  defined.,  summarizes  these 
results. 

Existing  and  Existing  plus  Project  Conditions  for  Project  2-3-  PM  Analysis 

Under  Existing  conditions  for  project  2-3  Option  2,  for  the  PM  peak  hour,  this 
intersection  operates  at  LOS  D  with  52.2  seconds  of  delay.  There  are  no  lane 
configuration  changes  to  the  study  intersection  under  Existing  plus  Project  conditions 
compared  to  Existing  conditions.  Hence,  there  would  be  no  change  in  LOS  or  delay  for 
the  Church  Street/Market  Street/14"'  Street  intersection  for  Existing  plus  Project 
conditions.  Therefore,  under  Existing  plus  Project  conditions.  Project  2-3  Option  2  would 
not  cause  a  significant  impact  to  the  Church  Street/Market  Street/14*^  Street  intersection, 
as  shown  on  Table  V.2-21,  p.  V.A.3-Error!  Bookmark  not  defined.. 

2025  Cumulative  and  2025  Cumulative  plus  Project  Conditions  for  Projects  2-3  and 
2-11  combined  -  AM  Analysis 

The  Church  Street/Market  Street/14"'  Street  intersection  would  operate  unsatisfactorily  at 
LOS  F,  with  more  than  80  seconds  of  average  delay  under  2025  Cumulative  plus  Project 
conditions  for  the  AM  peak  hour.  However,  there  are  no  lane  configuration  adjustments 
to  the  study  intersection  under  2025  Cumulative  plus  Project  conditions;  as  a  result, 
there  will  be  no  change  in  LOS  or  delay  for  this  intersection.  Therefore,  a  significant 
impact  would  not  occur  at  the  Church  Street/Market  Street/14"'  Street  intersection  in  the 
AM  peak  hour  with  the  implementation  of  Option  2  of  Projects  2-3  and  2-1 1  combined. 
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Since  under  2025  Cumulative  plus  Project  conditions  combined  Projects  2-3  and  2-11 
Option  2  w^ould  not  result  in  a  significant  traffic  impact  at  the  Church  Street/Market 
Street/14"'  Street  intersection  for  the  AM  peak  hour,  there  would  be  no  significant  traffic 
impact  from  individual  Project  2-3  Option  2  under  2025  Cumulative  plus  Project 
conditions  for  the  AM  peak  hour.  Table  V.2-19,  p.  V. A. 3-251,  summarizes  these  results. 

2025  Cumulative  and  Cumulative  plus  Project  Conditions  for  Projects  2-3  and  2-11 
combined  -  PM  Analysis 

The  Church  Street/Market  Street/14th  Street  intersection  would  operate  unsatisfactorily 
at  LOS  F,  with  more  than  80  seconds  of  average  delay  under  2025  Cumulative 
conditions.  The  Church  Street/Market  Street/1 4th  Street  intersection  would  operate 
unsatisfactorily  at  LOSF,  with  more  than  80  seconds  of  delay  under  2025  Cumulative 
plus  Project  conditions.  However,  there  are  no  lane  configuration  adjustments  to  the 
study  intersection  under  2025  Cumulative  plus  Project  conditions;  therefore,  there 
would  be  no  change  in  LOS  or  delay  for  this  intersection  as  shown  on  Table  V.2-22  on 
p.  V.A. 3-253.  Thus  a  significant  impact  would  not  occur  at  the  Church  Street/Market 
Street/14th  Street  intersection  with  the  implementation  of  Option  2  of  Project  2-3  and 
Project  2-11  combined. 

2025  Cumulative  and  2025  Cumulative  plus  Project  Conditions  for  Project  2-3  -  PM 
Analysis 

Under  2025  Cumulative  conditions  for  the  PM  peak  hour,  this  intersection  operates  at 
LOS  D  with  52.2  seconds  of  delay.  There  are  no  lane  configuration  changes  to  the  study 
intersection  under  2025  Cumulative  plus  Project  conditions  compared  to  2025 
Cumulative  conditions.  Hence,  there  would  be  no  change  in  LOS  or  dolav  for  the 
Church  Street/Market  Street/14th  Street  intersection  for  2025  Cumulative  plus  Projivt 
conditions.  Therefore,  under  2025  Cumulative  plus  Project  conditions.  Project  2-3 
Option  2  would  not  cause  a  significant  impact  to  the  Church  Streel/Markcl  Slrt.vt/14lh 
Street  intersection.  Table  V.2-20,  p.  V.A.3-252,  summarizes  these  results. 

Significant  Impact  TR-P2-3b:  (Projects  2-3  and  2-11  comhiued): 

The  intersection  of  Church  Street/Market  Street/14"'  Street  \\<)uKI  t^per.ife  .il  1  OS  F  under  2025 
Cumulative  plus  Project  conditions  for  combined  Projects  2-3  and  2- 1 1  Option  I. 

TRANSIT 

There  are  no  transit  lines  on  this  segment  of  14""  Street.  Therefore,  there  would  be  n»>  trdnsil 
impacts  resulting  from  Project  2-3. 
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PARKING 

There  would  be  no  parking  changes  on  this  segment  of  14"'  Street  under  either  Option  1  or 
Option  2.  Therefore,  there  would  be  no  parking  impacts  with  implementation  of  either  option  of 
Project  2-3. 

PEDESTRIAN 

Pedestrian  volumes  on  14"^  Street  are  generally  low.  Option  1  would  create  a  bulb-out  at  the 
northeast  comer  at  the  Market  and  14"'  Street  intersection  and  decrease  the  crossing  distance  for 
pedestrians  at  the  crosswalk.  Therefore,  there  would  be  no  significant  pedestrian  impacts  with 
implementation  of  Project  2-3  Option  1. 

Option  2  would  have  no  changes  in  sidewalk  width  or  crosswalk  layout.  Therefore,  there  would 
be  no  pedestrian  impacts  with  implementation  of  Project  2-3  Option  2. 

BICYCLE 

The  installation  of  bicycle  lanes  would  provide  bicyclists  with  a  designated  right-of-way  for 
travel.  Therefore,  neither  Option  1  nor  Option  2  of  Project  2-3  would  result  in  a  significant 
impact  to  bicyclists  but  could  have  the  beneficial  effect  of  improving  roadway  conditions  and 
safety  for  bicyclists. 

LOADING 

There  are  several  businesses  on  the  south  side  of  14"'  and  Market  Streets,  but  there  are  no  on- 
street  yellow  commercial  freight  loading  spaces  designated  for  delivery  vehicles.  Double- 
parked  trucks  were  observed  using  the  curbside  travel  lane  immediately  adjacent  to  the  bicycle 
lane  to  make  deliveries.  Observation  shows  that  there  were  no  major  conflicts  because  trucks 
typically  do  not  encroach  upon  the  bicycle  lane.  Thus,  there  would  be  no  significant  loading 
impacts  with  implementation  of  Project  2-3  for  either  Option  1  or  Option  2. 

While  there  are  no  significant  loading  impacts,  SFMTA  should  consider  providing  curbside 
commercial  loading  zones  on  the  south  side  of  14"'  Street  and  on  Market  Street  to  prevent 
potential  conflicts  between  delivery  vehicles  and  bicyclists  as  well  as  with  other  vehicles. 
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PROJECT  2-4:  17^**  "street  BICYCLE  LANES,  CORBETT  AVENUE  TO  KANSAS  STREET. 
INCLUDING  CONNECTIONS  TO  THE  16^"  STREET  BART  STATION  VIA  HOFF  STREET  OR 
VALENCIA  STREET  AND  17™  STREET  TO  DIVISION  STREET  VIA  POTRERO  AVENUE 

Project  2-4  would  involve  the  installation  of  Class  II  and  Class  III  bicycle  facilities  primarily  on 
17"^  Street  betw^een  Corbett  Avenue  and  Kansas  Street,  w^ith  several  possible  branches  onto 
adjacent  streets. 

The  primary  component  of  Project  2-4  is  located  on  17"'  Street  and  is  divided  into  three  sections: 
West  End  (Corbett  Avenue  to  Church  Street),  Center  Segment  (Church  Street  to  Potrero 
Avenue),  and  East  End  (Potrero  Avenue  to  Kansas  Street). 

All  options  for  Project  2-4  would  provide  an  enhanced  connection  to  the  IG'*'  Street  BAKT 
Station  by  adding  a  new  Class  III  bicycle  route  and  sharrows  on  Hoff  Street  between  16"'  Street 
and  17"^  Street  and  on  16'^  Street  between  Mission  and  Valencia  Streets  in  both  directions.  All 
options  for  Project  2-4  would  also  include  minor  striping  and  signage  improvements  on  17'*' 
Street  between  Corbett  Avenue  and  Market  Street.  Additionally,  all  options  for  this  project 
would  add  a  new  bicycle  route  and  Class  II  bicycle  lanes  on  Potrero  Avenue  in  both  directions 
between  17"'  Street  and  Division  Street  by  removing  one  travel  lane  in  both  directions  between 
17'*'  Street  and  Division  Street  and  adding  a  two-way  center  left  turn  lane  between  17'*'  Street 
and  Alameda  Street. 

Modified  Option  1  would  involve  the  installation  of  Class  II  or  Class  III  bic\cle  I.Kilitios 
primarily  on  17"'  Street  between  Corbett  Avenue  and  Kansas  Street,  with  several  possible 
branches  onto  adjacent  streets.  Bicycle  lanes  would  be  provided  on  17"'  Stret^t  primarily 
through  parking  removals.  Sharrows  would  be  provided  on  segments  that  would  ni>t  ha\e 
Class  II  bicycle  lanes. 

The  West  End  section  of  17'*'  Street  includes  two  design  options: 

Both  West  End  options  would  add  sharrows  to  the  existing  Class  III  bicycle  route  on  e.istbtnmd 
17"'  Street  between  Corbett  Avenue  and  Eureka  Street,  and  would  .idd  a  C  lass  II  buMlr  l.me  in 
the  westbound  direction  on  17"'  Street  between  Castro  Stn  rl  and  C  orbett  Avenue  bv  reniovinj* 
three  parking  spaces. 

•    Option  1 

West  end  Option  I  would  add  sharrows  \o  tin-  existing  CInss  III  bicycle  r«>ute  in  b«ilh 
directions  on  17"'  Street  between  Castro  .iinl  I  l.irllord  Streets  ami  aild  Class  ||  bicycle 
lanes  in  both  directions  on  17"'  Stn-il  bilwren  llartlonl  and  Church  Slnvls  by 
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narrow^ing  travel  lanes.  West  End  Option  1  w^ould  remove  approximately  two  parking 
spaces  on  each  side  of  17"'  Street  near  Church  Street. 

•     Option  2 

West  End  Option  2  w^ould  move  the  existing  westbound  segment  of  existing  Bicycle 
Route  #40  on  17"^  Street  from  Sanchez  to  Market  Streets  onto  a  new  proposed  route  in 
the  northbound  direction  on  Sanchez  Street  from  17""  to  16"^  Streets,  and  in  the 
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westbound  direction  on  16'^  Street  from  Sanchez  to  Market  Streets.  West  End  Option  2 
would  add  sharrows  on  these  segments  of  Sanchez  and  IB""  Streets.  West  End  Option  2 
would  add  a  westbound  Class  II  bicycle  lane  on  17"^  Street  between  Church  and  Sanchez 
Streets,  and  would  add  sharrows  in  the  eastbound  direction  on  the  existing  17"'  Street 
Class  III  bicycle  route  between  Sanchez  Street  and  Church  Street.  West  End  Option  2 
would  remove  approximately  two  parking  spaces  on  the  north  side  of  17**'  Street  near 
Church  Street. 

The  Center  Segment  of  17'^  Street  includes  two  design  options: 

•  Option  1 

Center  Segment  Option  1  would  add  Class  II  bicycle  lanes  on  17'^  Street  in  both 
directions  between  Church  Street  and  Potrero  Avenue.  Center  Segment  Option  1  would 
not  involve  removing  any  travel  lanes  or  parking  between  Church  Street  and  Harrison 
Street. 

•  Option  2 

Center  Segment  Option  2  would  add  a  Class  II  bicycle  lane  in  the  westbound  direction 
between  Harrison  Street  and  Church  Street,  and  add  sharrows  in  the  eastbound 
direction  on  the  existing  Class  III  bicycle  route  between  Church  Street  and  Harrison 
Street.  Center  Segment  Option  2  would  not  involve  removing  any  travel  lanes  or 
parking  between  Church  Street  and  Harrison  Street. 

Both  Center  Segment  Options  1  and  2  would  add  Class  II  bicycle  lanes  on  17"'  Street  between 
Harrison  Street  and  Potrero  Avenue  in  both  directions  by  narrowing  travel  lanes  and  by 
removing  approximately  49  parking  spaces  on  the  north  side  of  17"'  Street.  Some  parking  spaces 
would  be  added  on  adjacent  streets  by  converting  parallel  parking  to  perp)endicular  parking. 

The  East  End  section  of  17"'  Street  includes  two  design  options: 

•  Option  1 

East  End  Option  1  would  add  Class  II  bicycle  lanes  on  17"'  Street  in  both  diroclions 
between  Kansas  Street  and  Potrero  Avenue  by  removing  approximately  37  parking 
spaces  on  the  south  side  of  17"'  Street.  East  End  Option  I  wt>uld  also  add  Class  11  bicycle 
lanes  on  Kansas  Street  in  both  directions  between  id"'  ami  17"'  Streets  bv  narrowing 
travel  lanes. 

•  Option  2 

East  End  Option  2  would  move  existing  Bicycle  Kouti*  ID  oil  ol  17"'  Street  bi'twivn 
Kansas  Street  and  Potrero  Avenue  onto  Potrero  Avenue  belwixMi  16"'  Strtvl  and  IT**" 
Street,  and  onto  16"'  Street  between  Kansas  Street  and  Potrero  Avenue.  East  End  Ophon 
2  would  add  bicycle  lanes  on  Id"'  Strei  l  m  ln>tli  diiiHti«Mis  between  Kans.is  Slnvt  .ind 
Potrero  Avenue  by  removing  one  westbound  travel  l.iiu"  hetwivn  San  Bruno  Avenue 
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and  Potrero  Avenue.  On  the  eastbound  16""  Street  approach  to  Potrero  Avenue,  East  End 
Option  2  would  establish  a  "Right  Lane  Must  Turn  Right  Except  for  Muni"  regulation. 

TRAFFIC:  INTERSECTION  LEVEL  OF  SERVICE  (LOS) 

The  center  segment  was  analyzed  in  the  Draft  EIR  as  part  of  Option  2.  The  only  traffic  variation 
from  Option  2  is  the  addition  of  the  left-turn  bicycle  lane  on  16*  Street,  from  Sanchez  to  Market 
Streets,  which  is  not  included  in  Option  2  of  the  Draft  EIR.  The  addition  of  the  left-turn  bicycle 
lane  does  not  remove  any  travel  lanes  or  parking.  The  west  end  segment  of  this  project  would 
not  add  a  westbound  bicycle  lane  on  17"'  Street  from  Church  to  Hartford  Streets.  Sharrows 
would  be  added  along  this  segment.  On  the  east  end  segment.  Modified  Option  1  would  add  a 
southbound  left-turn  lane  on  Potrero  Avenue  approaching  Alameda  Street.  The  addition  of  the 
left-turn  lane  would  not  remove  any  travel  lanes  or  parking.  This  project  would  not  remove  a 
northbound  travel  lane  on  Potrero  Avenue  between  Alameda  and  Division  Streets.  Instead, 
sharrows  would  be  added.  The  revised  project  reduces  the  scope  of  the  project  compared  to  the 
project  analyzed  in  the  Draft  EIR.  Please  refer  to  the  analysis  of  sharrows  on  p.  V.A.4-13  of  the 
Draft  EIR.  As  discussed,  the  implementation  of  sharrows  on  the  bicycle  route  network  would 
not  result  in  significant  impacts.  Therefore,  there  would  be  no  significant  traffic  impact  as  a 
result  of  the  implementation  of  Project  2-4  Modified  Option  1.  Significant  Impact  TR-P2-4c 
would  not  occur  at  the  Potrero/16*  Street  intersection  under  Modified  Option  1,  because  the 
lane  configuration  would  be  the  same  as  under  Option  1  rather  than  Option  2. 

Significant  Impacts  TR-P2-4a  (Projects  2-4  and  2-6  combined)  and  TR-P2-4b  (Projects  2-4  and  2-6 
combined)  still  would  occur  at  the  intersection  of  10""  Street/Brannan  Street/Potrero 
Avenue/Division  Street  under  Existing  plus  Project  and  2025  Cumulative  plus  Project 
conditions.  Significant  Impact  TR-P2-4d  still  would  occur  at  the  intersection  of  Potrero 
Avenue/16"'  Street  under  2025  Cumulative  plus  Project  conditions. 

Intersection  LOS  calculations  were  performed  for  the  PM  peak  hour.  Three  study  intersections 
are  included  for  the  PM  Peak  Hour  for  Project  2-4.  Tables  V.2-23,  V.2-24,  V.2-25,  and  V.2-26,  on 
pp.  V.A.3-262  and  V.A.3-263  summarize  these  results. 

Intersection  20:  Potrero  Avenue/I?'"  Street 

•    Option  1 

Existing  and. Existing  plus  Project  Conditions 

Under  Existing  conditions,  this  intersection  operates  at  LOS  C  with  22.8  seconds  of 
delay.  The  Potrero  Avenue/17"'  Street  intersection  would  continue  to  operate 
satisfactorily  at  LOS  C,  with  22.8  seconds  of  delay  under  Existing  plus  Project 
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conditions.  This  is  due  to  the  fact  that  there  are  no  lane  configuration  adjustments  to  the 
study  intersection  under  Existing  plus  Project  conditions  compared  to  Existing 
conditions.  Hence,  there  w^ould  be  no  change  in  LOS  or  delay  at  this  intersection. 
Therefore,  a  significant  impact  would  not  occur  at  Potrero  Avenue/17'^  Street 
intersection  with  the  implementation  of  Project  2-4  Option  1  for  Existing  plus  Project 
conditions. 

2025  Cumulative  and  2025  Cumulative  plus  Project  Conditions 

Under  2025  Cumulative  conditions,  for  the  PM  peak  hour,  this  intersection  would 
operate  at  LOS  D  with  40.3  seconds  of  delay.  There  are  no  lane  configuration 
adjustments  to  the  study  intersection  under  2025  Cumulative  plus  Project  conditions, 
compared  to  2025  Cumulative  conditions.  Hence,  the  Potrero  Avenue/17'^  Street 
intersection  would  continue  to  operate  satisfactorily  at  LOS  D,  with  40.3  seconds  of 
average  delay  under  2025  Cumulative  plus  Project  conditions.  Therefore,  a  significant 
impact  would  not  occur  at  Potrero  Avenue/17'^'  Street  intersection  with  the 
implementation  of  Project  2-4  Option  1  under  2025  Cumulative  plus  Project  conditions. 

•    Option  2 

Existing  and  Existing  plus  Project  Conditions  for  Project 

Under  Existing  conditions,  this  intersection  operates  at  LOS  C  with  22.8  seconds  of 
delay.  The  Potrero  Avenue/17'^  Street  intersection  would  also  operate  satisfactorily  at 
LOS  C,  with  22.8  seconds  of  delay  under  Existing  plus  Project  conditions.  There  are  no 
lane  configuration  adjustments  to  the  study  intersection  under  Existing  plus  Project 
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TABLE  V.2-23 
CLUSTER  2  -  PROJECTS  2-4  AND  2-6 
COMPARISON  OF  LEVEL  OF  SERVICE  (LOS)  AND  AVERAGE  DELAY  FOR  10^" 
STREET/BRANNAN  STREET/POTRERO  AVENUE/DIVISION  STREET  EXISTING  AND  EXISTING 
PLUS  PROJECT  CONDITIONS  -  WEEKDAY  PM  PEAK  HOUR 

Existing  plus  Project  Option  1  Existing  plus  Project  Option  2 

Combined  Combined 
Projects  2-4  and                               Projects  2-4  and 
Existing  Project  2-4   2-6   Project  2-4   2-6  

Average  Average  Average  Average  Average 

Delay'      LOS"      Delay'       LOS"       Delay'      LOS"      Delay'      LOS"      Delay'  LOS" 

72.0  E  733  E  78.7  E  73.3  E  73.3  E 


Source:  Wilbur  Smith  Associales,  October  2008. 
Notes: 

a.  Delay  in  seconds  per  vehicle. 

b.  Intersections  operating  at  LOS  E  or  LOS  F  conditions  highlighted  in  bold. 


TABLE  V.2-24 
CLUSTER  2  -  PROJECT  2-4  ' 
INTERSECTION  LEVEL  OF  SERVICE  (LOS)  AND  AVERAGE  DELAY  -  EXISTING  AND  EXISTING 
PLUS  PROJECT  CONDITIONS  -  WEEKDAY  PM  PEAK  HOUR 


Existing  plus  Project 


Existing 


Option  1 


Option  2 


Intersection 


Average 
Delay' 


LOS' 


Average 
Delay' 


LOS. 


Average 
Delay' 


LOS" 


20.  Potrero  Avenuc/1 7"'  Street 

21 .  10"^  Strect/Brannan  Street/  Potrero 
Avenue/Division  Street' 

22.  Potrero  Avenue/16"^  Street 


22.8 
72.0 

19.5 


C 
E 


22.8 
78.7 

20.2 


C 
E 


22.8 
73.3 

69.9 


C 
E 


Source: 
Note<: 

a. 

b. 

c. 


Wilbur  Smith  Associates,  October  2008. 
Delay  in  seconds  per  vehicle. 

Intersections  operating  at  LOS  E  or  LOS  F  conditions  highlighted  in  bold. 
LOS  and  average  delay  for  combined  impacts  for  Projects  2-4  and  2-6. 
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TABLE  V.2-25 
CLUSTER  2  -  PROJECTS  2-4  AND  2-6 
COMPARISON  OF  LEVEL  OF  SERVICE  (LOS)  AND  AVERAGE  DELAY  FOR  10^" 
STREET/BRANNAN  STREET/POTRERO  AVENUE/DIVISION  STREET  2025  CUMULATIVE  AND 
2025  CUMULATIVE  PLUS  PROJECT  CONDITIONS  -  WEEKDAY  PM  PEAK  HOUR 

2025  Cumulative  plus  Project               2025  Cumulative  plus  Project 
 Option  1    Option  2  


2025  Cumulative 


Project  2-4 


Combined 
Projects  2-4  and 
2-6 


Project  2-4 


Combined 
Projects  2-4  and 
2-6 


Average  Average  Average  Average  Average 

Delay'       LOS"       Delay'       LOS"       Delay'      LOS"      Delay'      LOS"      Delay'  LOS" 

>80  F  >80  F  >80  F  >80  F  >80  F 


Source:  Wilbur  Smith  Associates,  October  2008. 

Notes: 

a.  Delay  in  seconds  per  vehicle. 

b.  Intersections  operating  at  LOS  E  or  LOS  F  conditions  highlighted  in  bold. 


TABLE  V.2-26 
CLUSTER  2  -  PROJECT  2-4  ' 
INTERSECTION  LEVEL  OF  SERVICE  (LOS)  AND  AVERAGE  DELAY  -  2025  CUMULATIVE  AND 
2025  CUMULATIVE  PLUS  PROJECT  CONDITIONS  -  WEEKDAY  PM  PEAK  HOUR 


2025  Cumulative  plus  Project 


2025  Cumulative  Option  1    Option  2 

Average  Average  Average 

Intersection                      Delay'  LOS"  Delay'  LOS"       Delay'  LOS" 

20.  Potrero  Avenue/1  Z''' Street                     40.3  D  40.3  D             403  D 

21.  10"^Street/Brannnn  Street/Potrero            >80  F  >80  F              >80  F 

Avenue/Division  Street' 

22.  Potrero  Aveniie/l 6"' Street                       >80  F  >80  F              >80  F 


Source:      Wilbur  Smith  Associates,  October  2008. 

a.  Delay  in  .seconds  per  vehicle. 

b.  Intersections  operating  at  LOS  E  or  LOS  F  conditions  highlighted  in  bold. 

c.  LOS  and  average  delay  for  combined  impacts  for  Projects  2-4  and  2-6. 
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conditions,  compared  to  Existing  conditions.  Hence,  there  would  be  no  change  in  LOS  or 
delay  for  this  intersection.  Therefore,  a  significant  impact  would  not  occur  at  Potrero 
Avenue/1 7th  Street  intersection  with  the  implementation  of  Project  2-4  Option  2  for 
Existing  plus  Project  conditions. 

2025  Cumulative  and  2025  Cumulative  plus  Project  Conditions 

Under  2025  Cumulative  conditions,  for  the  PM  peak  hour,  this  intersection  would 
operate  at  LOS  D  with  40.3  seconds  of  delay.  There  are  no  lane  configuration 
adjustments  to  the  study  intersection  under  2025  Cumulative  plus  Project  conditions, 
compared  to  2025  Cumulative  conditions.  Hence,  the  Potrero  Avenue/17"'  Street 
intersection  would  continue  to  operate  satisfactorily  at  LOS  D,  with  40.3  seconds  of 
delay  under  2025  Cumulative  plus  Project  conditions.  Therefore,  a  significant  impact 
would  not  occur  at  Potrero  Avenue/17"'  Street  intersection  with  the  implementation  of 
Project  2-4  Option  2. 

Intersection  21:  10'"  Street/Brannan  Street/Potrero  Avenue/Division  Street 

The  10"'  Street/Brannan  Street/Potrero  Avenue/Division  Street  intersection  is  common  to 
Projects  2-4  and  2-6  within  the  Cluster  2  area.  For  Project  2-4,  under  both  Option  1  and  Option  2, 
a  northbound  through  lane  is  removed.  For  Project  2-6,  under  Option  1,  the  eastbound  shared 
through  left-turn  lane  is  removed.  However,  for  Project  2-6,  Option  2  has  the  same  lane 
configuration  as  Existing  (No  Project)  conditions.  The  analysis  below  reflects  the  combined 
impact  of  implementing  Projects  2-4  and  2-6  at  this  intersection.  The  impacts  resulting  from  the 
implementation  of  individual  Project  2-4  follows  the  discussion  of  the  combined  impacts. 

•    Option  1 

Existing  and  Existing  plus  Project  Conditions  for  Projects  2-4  and  2-6  combined 

Under  Existing  conditions,  for  the  PM  peak  hour,  this  intersection  operates  at  LOS  E. 
The  10"'  Street/Brannan  Street/Potrero  Avenue/Division  Street  intersection  would 
continue  to  operate  unsatisfactorily  at  LOS  E,  under  Existing  plus  Project  conditions  for 
the  PM  peak  hour.  The  eastbound  lane  configuration  would  be  modified  from  a  shared 
through  left  turn  lane  and  a  shared  through  right  turn  lane  to  one  shared  through-left- 
right  turn  lane.  In  addition,  one  northbound  through  lane  would  be  removed.  Due  to  the 
reduction  in  capacity  in  the  eastbound  and  northbound  approaches,  there  would  be  an 
increase  in  delay  for  this  intersection.  Because  the  eastbound  critical  movement  at  10"' 
Street/Brannan  Street/Potrero  Avenue/Division  Street  either  deteriorate  or  would 
operate  at  an  unacceptable  LOS  F,  with  more  than  80  seconds  of  average  delay  under 
Existing  plus  Project  conditions,  a  significant  impact  (Significant  Impact  TR-P2-4a) 
would  occur  at  the  10"'  Street/Brannan  Street/Potrero  Avenue/Division  Street 
intersection  with  implementation  of  Option  1  of  Projects  2-4  and  2-6  combined. 
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V.  Environmental  Setting,  Impacts,  and  Mitigation  Measures 

A.  Transportation 
3.      Project-Level  Analysis 

Existing  and  Existing  plus  Project  Conditions  for  Project  2-4 

Under  Existing  conditions  for  the  PM  peak  hour,  this  intersection  operates  at  LOS  E.  The 
lO"'  Street/Brannan  Street/Potrero  Avenue/Division  Street  intersection  would  continue  to 
operate  satisfactorily  at  LOS  E  under  Existing  plus  Project  conditions  for  the  PM  peak 
hour.  The  northbound  through  lane  would  be  removed  under  Existing  plus  Project 
conditions.  No  other  lane  configuration  changes  are  proposed  as  part  of  Project  2-4  at 
this  intersection.  Since  there  would  be  no  change  to  the  LOS  or  delay  for  the  southbound 
critical  movements  at  this  intersection,  a  significant  impact  would  not  occur  at  the  10^ 
Street/Brannan  Street/Potrero  Avenue/Division  Street  intersection  with  the 
implementation  of  Project  2-4  Option  1. 

2025  Cumulative  and  2025  Cumulative  plus  Project  Conditions  for  Projects  2-4  and  2-6 
combined 

Under  2025  Cumulative  conditions,  for  the  PM  peak  hour,  this  intersection  operates  at 
LOS  F.  The  10"^  Street/Brannan  Street/Potrero  Avenue/Division  Street  intersection  would 
continue  to  operate  unsatisfactorily  at  LOS  F,  under  2025  Cumulative  plus  Project 
conditions  for  the  PM  peak  hour.  The  eastbound  lane  configuration  would  be  modified 
from  a  shared  through  left  turn  lane  and  a  shared  through  right  turn  lane  to  one  shared 
through-left-right  turn  lane.  In  addition,  one  northbound  through  lane  would  be 
removed.  Due  to  the  reduction  in  capacity  in  the  eastbound  and  northbound 
approaches,  there  would  be  an  increase  in  delay  for  this  intersection.  Deterioration  of  the 
eastbound  critical  movement  at  10""  Street/Brannan  Street/Potrero  Avenue/Division 
Street  for  Existing  plus  Project  to  LOS  F  relative  to  Existing  Conditions,  is  determined  a 
significant  impact.  As  a  consequence  a  corresponding  LOS  deterioration  is  expected,  at 
this  intersection  for  2025  Cumulative  plus  Project  when  compared  to  2025  Cumulative 
conditions.  Therefore,  a  significant  impact  (Significant  Impact  TK-P2-4b)  would  ixrcur  at 
the  10"^  Street/Brannan  Street/Potrero  Avenue/Division  Street  intersection  with 
implementation  of  Option  1  of  Projects  2-4  and  2-6  combined. 

2025  Cumulative  and  2025  Cumulative  plus  Project  Conditions  for  Project  2-4 
Under  2025  Cumulative  conditions  for  the  PM  peak  hour,  this  intersection  operates  at 
LOS  F  with  more  than  80  seconds  of  delay.  The  10"'  Street/Brann.m  Strtvl/Potrero 
Avenue/Division  Street  intersection  would  continue  to  operate  unsatisfactorily  at  I.OS  F, 
with  more  than  80  seconds  of  delay  under  2025  Cumulatixe  plus  Project  conditions  for 
the  PM  peak  hour.  The  northbound  through  lane  would  be  removed  under  l  Aisling  plus 
Project  conditions.  No  other  lane  configuration  changes  are  propi>scd  as  part  of  Projix't 
2-4  at  this  intersection.  Since  there  wouKl  bo  no  change  \o  the  LOS  or  V/C  ratios  for  the 
critical  movements  at  this  intersection  rel.il i\r  to  2025  Cumulative  conditions,  a 
significant  impact  would  not  occur  at  Ibe  !()"'  Street/Brannan  Street/Potrero 
Avenue/Division  Street  intersection  witb  tbe  itnpleinent.ilion  (W  Projei  I  2  1  Caption  1 
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V.  Environmental  Setting,  Impacts,  and  Mitigation  Measures 

A.  Transportation 
3.       Project-Level  Analysis 

•    Option  2 

Existing  and  Existing  plus  Project  Conditions  for  Projects  2-4  and  2-6  combined 
Under  Existing  conditions,  for  the  PM  peak  hour,  this  intersection  operates  at  LOS  E. 
The  northbound  through  lane  would  be  removed  under  Existing  plus  Project  conditions. 
However,  there  would  be  no  change  in  the  LOS  for  the  eastbound  critical  movements  at 
this  intersection.  Therefore,  under  Existing  plus  Project  conditions,  the  implementation 
of  Option  2  of  combined  Projects  2-4  and  2-6  would  not  cause  a  significant  impact  to  the 
10th  Street/Brannan  Street/Potrero  Avenue/Division  Street  intersection.  Table  V.2-23, 
p.  V. A. 3-262,  summarizes  these  results. 

Existing  and  Existing  plus  Project  Conditions  for  Project  2-4 

Under  Existing  conditions,  for  the  PM  peak  hour,  this  intersection  operates  at  LOS  E. 
The  northbound  through  lane  would  be  removed  under  Existing  plus  Project  conditions. 
However,  there  would  be  no  change  in  the  LOS  for  the  southbound  critical  movements 
at  this  intersection  relative  to  Existing  conditions.  Therefore,  under  Existing  plus  Project 
conditions,  the  implementation  of  Project  2-4  Option  2  would  not  cause  a  significant 
impact  to  the  10th  Street/Brannan  Street/Potrero  Avenue/Division  Street  intersection. 
Table  V.2-24,  p.  V.A.3-262,  summarizes  these  results. 

2025  Cumulative  and  2025  Cumulative  plus  Project  Conditions  for  Projects  2-4  and  2-6 
combined 

Under  2025  Cumulative  conditions,  for  the  PM  peak  hour,  this  intersection  operates  at 
LOS  F.  The  northbound  through  lane  would  be  removed  under  2025  Cumulative  plus 
Project  conditions.  However,  there  would  be  no  change  in  the  LOS  for  the  eastbound 
critical  movements  at  this  intersection  relative  to  2025  Cumulative  conditions.  Therefore, 
under  2025  Cumulative  plus  Project  conditions,  the  implementation  of  Option  2  of 
Project  2-4  and  Project  2-6  combined  would  not  cause  a  significant  impact  to  the  10th 
Street/Brannan  Street/Potrero  Avenue/Division  Street  intersection.  Table  V.2-25, 
p.  V. A. 3-263,  summarizes  these  results. 

2025  Cumulative  and  2025  Cumulative  plus  Project  Conditions  for  Project  2-4 

Under  2025  Cumulative  conditions  for  the  PM  peak  hour,  this  intersection  operates  at 
LOS  F.  The  northbound  through  lane  would  be  removed  under  2025  Cumulative  plus 
Project  conditions.  However,  there  would  be  no  change  in  the  LOS  for  the  critical 
movements  at  this  intersection  relative  to  2025  Cumulative  conditions.  Therefore,  under 
2025  Cumulative  plus  Project  conditions,  the  implementation  of  Project  2-4  Option  2 
would  not  cause  a  significant  impact  to  the  10th  Street/Brannan  Street/Potrero 
Avenue/Division  Street  intersection.  Table  V.2-25,  p.  V.A.3-263,  summarizes  these 
results. 
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Intersection  22:  Potrero  Avenue/1 6""  Street 

•  Option  1 

Existing  and  Existing  plus  Project  Conditions 

Under  Existing  conditions,  for  the  PM  peak  hour,  this  intersection  operates  at  LOS  B 
with  19.5  seconds  of  delay.  The  Potrero/16th  Street  intersection  would  operate 
satisfactorily  at  LOS  C,  with  20.2  second  of  delay  under  Existing  plus  Project  conditions. 
The  northbound  lane  configuration  would  be  modified  from  one  shared  through-left 
turn  lane,  one  through  lane,  and  one  shared  through-right  turn  lane  to  one  exclusive  left- 
turn  lane,  one  through  lane,  and  one  shared  through-right  turn  lane.  In  addition,  the 
southbound  lane  configuration  would  be  modified  from  one  shared  through-left  turn 
lane,  one  through  lane,  and  one  shared  through-right  turn  lane  to  one  exclusive  left-turn 
lane,  one  through  lane,  and  one  shared  through-right  turn  lane.  Due  to  the  lane 
configuration  changes  in  the  northbound  and  southbound  direction,  there  would  be  an 
increase  in  delay  along  these  approaches.  The  intersection  would  increase  by  0.7  second 
(from  19.5  to  20.2  seconds)  and  the  LOS  deteriorates  from  LOS  B  to  LOS  C,  compared  to 
Existing  conditions.  However,  the  study  intersection  would  continue  to  operate  at  an 
acceptable  LOS;  therefore  Project  2-4  Option  1  would  not  a  cause  a  significant  impact  to 
the  Potrero  Avenue/16th  Street  intersection  under  Existing  plus  Project  conditions. 
Table  V.2-24,  p.  V.A.3-262,  summarizes  these  results. 

2025  Cumulative  and  2025  Cumulative  plus  Project  Conditions 

The  Potrero  Avenue/1 6'*"  Street  intersection  would  operate  unsatisfactorily  at  LOS  F, 
with  more  than  80  seconds  of  average  delay  under  2025  Cumulative  conditions  for  the 
PM  peak  hour.  Under  2025  Cumulative  plus  Project  conditions,  this  intersection  would 
operate  unsatisfactorily  at  LOS  F,  with  more  than  80  seconds  of  delay.  Since  the 
eastbound  and  westbound  critical  movements  at  Potrero  Avenue/lS'**  Street  would 
improve  and  do  not  deteriorate  in  LOS  compared  to  2025  Cumulative  conditions,  a 
significant  impact  would  not  occur  at  the  Potrero  Avenue/lb""  Street  intersection  with 
the  implementation  of  Project  2-4  Option  I. 

•  Option  2 

Existing  and  Existing  plus  Project  Conditions 

Under  Existing  conditions,  for  the  PM  peak  ln)ur,  this  intersection  operates  at  LOS  B 
with  19.5  seconds  of  delay.  The  Potrero/16"'  Street  interseclit>n  would  i>perate 
unsatisfactorily  at  LOS  E,  with  69.9  seconds  ot  del.u'  umler  I-.\isting  plus  Prt>|ivt 
conditions.  The  northbound  lane  configuralit>n  would  bo  miHlitied  Irom  one  shannl 
through-left  turn  lane,  one  through  lane,  ami  one  shared  through-right  turn  lane  to  one 
exclusive  left-turn  lane,  i>ne  through  lane,  ainl  om-  sh.ui  il  through-right  turn  lane.  Itto 
southbound  lane  configuration  would  be  modified  trt>in  onr  shared  through-lell  turn 
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V.  Environmental  Setting,  Impacts,  and  Mitigation  Measures 

A.  Transportation 
3.      Project-Level  Analysis 

lane,  one  through  lane,  and  one  shared  through-right  turn  lane  to  one  exclusive  left-turn 
lane,  one  through  lane,  and  one  shared  through-right  turn  lane.  The  eastbound  lane 
configuration  would  be  modified  from  one  shared  through-left  turn  lane  and  one  shared 
through-right  turn  lane  to  one  shared  through-left  turn  lane  and  one  exclusive  right-turn 
lane.  Finally,  the  w^estbound  lane  configuration  v^^ould  be  modified  from  one  shared 
through-left  turn  lane  and  one  shared  through-right  turn  lane  to  one  shared  left- 
through-right  turn  lane.  Due  to  the  reduction  in  capacity  in  the  northbound,  southbound 
and  v^estbound  approaches,  there  would  be  an  increase  in  delay  along  these  approaches. 
Because  the  southbound  and  westbound  critical  movements  at  Potrero  Avenue/16*'' 
Street  deteriorate  or  would  operate  at  an  unacceptable  LOS  E,  with  more  than  80 
seconds  of  delay  under  Existing  plus  Project  conditions,  a  significant  impact  would 
(Significant  Impact  TR-P2-4c)  occur  at  the  Potrero  Avenue/16"'  Street  intersection  with 
the  implementation  of  Project  2-4  Option  2. 

2025  Cumulative  and  2025  Cumulative  plus  Project  Conditions 

The  Potrero  Avenue/16th  Street  intersection  would  operate  unsatisfactorily  at  LOS  F, 
with  more  than  80  seconds  of  delay  under  2025  Cumulative  plus  Project  conditions  for 
the  PM  peak  hour.  Deterioration  of  the  northbound  and  westbound  critical  movements 
at  Potrero  Avenue/1 6th  Street  for  Existing  plus  Project  to  LOS  E  relative  to  Existing 
Conditions,  is  determined  a  significant  impact.  As  a  consequence  a  corresponding  LOS 
deterioration  is  expected,  at  this  intersection  for  2025  Cumulative  plus  Project  when 
compared  to  2025  Cumulative  conditions.  Therefore,  a  significant  impact  (Significant 
Impact  TR-P2-4d)  would  occur  at  the  Potrero  Avenue/16th  Street  intersection  for  2025 
Cumulative  plus  Project  conditions  with  implementation  of  Project  2-4  Option  2  as 
shown  on  Table  V.2-26,  p.  V.A.3-263. 

Significant  Impact  TR-P2-4a  (Projects  2-4  and  2-6  combined): 

The  intersection  of  10'*"  Street/Brannan  Street/Potrero  Avenue/Division  Street  would  operate  at 
LOS  E  under  Existing  plus  Project  conditions  for  Option  1  of  combined  Projects  2-4  and  2-6. 

Significant  Impact  TR-P2-4b:  (Projects  2-4  and  2-6  combined): 

The  intersection  of  10""  Street/Brannan  Street/Potrero  Avenue/Division  Street  would  operate  at 
LOS  F  under  2025  Cumulative  plus  Project  conditions  for  Option  1  of  Projects  2-4  and  2-6 
combined. 

Significant  Impact  TR-P2-4c: 

The  intersection  of  Potrero  Avenue/16"'  Street  would  operate  at  LOS  E  under  Existing  plus 
Project  conditions  for  Project  2-4  Option  2. 
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Significant  Impact  TR-P2-4d: 

The  intersection  of  Potrero  Avenue/IB""  Street  would  operate  at  LOS  F  under  2025  Cumulative 
plus  Project  conditions  for  Project  2-4  Option  2. 

TRANSIT 

West  End  (Corbett  Avenue  to  Church  Street) 

Muni  bus  line  37  runs  in  both  directions  along  17"^  Street  between  Corbett  Avenue  and 
Diamond  Street,  with  approximately  four  buses  per  hour  each  way  during  the  AM  and  PM 
peak  periods;  there  are  no  bus  stops  in  this  segment.  The  F-Market  streetcar  line  runs 
westbound  between  Castro  and  Noe  Streets  with  approximately  10  cars  per  hour  each  way 
during  the  AM  and  PM  peak  periods.  There  is  one  westbound  transit  stop  at  the  median  on  the 
nearside  of  Castro  Street.  There  are  no  other  transit  services  along  the  17"'  Street  portion  of 
Project  2-4.  Both  streetcar  and  bicycle  volumes  are  low  and  the  proposed  Class  II  bicycle  lane 
would  not  encroach  upon  the  streetcar  right-of-way.  Therefore,  there  would  be  no  conflict 
between  bicyclists  and  streetcars. 

Center  Segment  (Church  Street  to  Potrero  Avenue) 

No  transit  service  operates  along  this  segment. 

East  End  (Potrero  Avenue  to  Kansas  Street 

Muni  bus  lines  22  and  53  run  in  both  directions  along  16"'  Street  between  Potrero  Avenue  and 
Kansas  Streets  with  approximately  eight  buses  per  hour  each  way  during  the  AM  ptMk  period 
and  approximately  11  buses  per  hour  each  way  during  the  PM  peak  pericxi. 

Potrero  Avenue 

Muni  bus  lines  9  and  33  and  SamTrans  bus  line  292  run  on  Potrero  Avenue  between  l?""  Street 
and  Division  Street  with  approximately  16  buses  per  hour  each  way  with  bus  slops  at  the  major 
intersections. 

16""  Street 

Muni  bus  lines  22  and  53  operate  on  16"'  Slnn-t  betwei-n  Valencia  and  Mission  Slrvols  with 
approximately  10  buses  per  ht)ur  easlbound.  Bus  stops  exist  on  16"'  Strivt  at  both  Valencia  and 

Mission  Streets. 
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V.  Environmental  Setting,  Impacts,  and  Mitigation  Measures 

A.  Transportation 
3.      Project-Level  Analysis 

Transit  has  limited  operation  on  the  roadway  of  Project  2-4  with  either  Option  1  or  Option  2 
including  only  segments  of  16"^  Street  (between  Valencia  and  Mission  Streets  and  between 
Potrero  Avenue  and  Kansas  Street),  17"^  Street  (between  Noe  and  Castro  Streets  and  between 
Diamond  and  Corbett  Streets),  and  Potrero  Avenue  (between  17"'  and  Division  Streets).  Bicycle 
and  transit  volumes  are  low  to  moderate  within  these  segments.  Project  2-4  with  either  Option  1 
or  Option  2  would  not  change  the  location  or  configuration  of  transit  stops  or  the  interactions 
between  bicycles  and  transit.  Transit  delay  resulting  from  changes  in  roadway  configuration 
resulting  from  Project  2-4  is  discussed  below. 

Project  2-4  shares  a  common  intersection  (Intersection  21:  10"'  Street/Brannan  Street/Potrero 
Avenue/Division  Street)  with  Project  2-6:  Division  Street  Bicycle  Lanes,  9"'  Street  to  11"'  Street. 
The  transit  delay  analysis  below  (Projects  2-4  and  2-6  combined)  reflects  the  combined  impact  of 
Projects  2-4  and  2-6  modifications  to  the  10"'  Street/Brannan  Street/Potrero  Avenue/Division 
Street  intersection  on  transit  delay.  The  impacts  resulting  from  the  implementation  of  Project  2-4 
(Project  2-4)  without  Project  2-6  modifications  to  the  10"'  Street/Brannan  Street/Potrero 
Avenue/Division  Street  intersection  follow. 

•    Option  1 

Existing  and  Existing  plus  Project  Conditions  for  Projects  2-4  and  2-6  combined 

For  Existing  plus  Project  conditions,  combined  Projects  2-4  and  2-6  Option  1  would  not 
involve  a  reduction  in  the  number  of  travel  lanes  or  changes  to  bus  stops  along  16"'  or 
17"'  Streets;  impacts  to  bus  and  bicycle  interactions  due  to  the  installation  of  sharrows 
and  narrowed  travel  lanes  would  be  minimal.  Thus,  combined  Projects  2-4  and  2-6 
Option  1  would  not  have  any  impacts  on  travel  time  for  transit  lines  operating  along 
either  16"'  or  17"'  Streets  (Muni  transit  lines  22,  37,  53,  and  F-Market).  Option  1  would 
remove  a  travel  lane  in  both  directions  on  Potrero  Avenue  between  17th  and  Division 
Streets  potentially  affecting  operation  of  Muni  bus  lines  9  and  33  and  SamTrans  bus  line 
292.  However,  total  calculated  delay  to  transit  on  Potrero  Avenue  would  be  less  than  10 
seconds  per  transit  vehicle.  Therefore,  there  would  be  no  significant  transit  impacts  with 
implementation  of  combined  Projects  2-4  and  2-6  Option  1  under  Existing  plus  Project 
conditions. 

Existing  and  Existing  plus  Project  Conditions  for  Project  2-4 

Since  the  transit  delay  for  Option  1  of  Projects  2-4  and  2-6  combined  would  not  result  in 
a  significant  transit  impact,  as  discussed  above,  there  would  be  no  significant  transit 
impacts  with  implementation  of  individual  Project  2-4  Option  1  under  Existing  plus 
Project  conditions. 
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2025  Cumulative  and  2025  Cumulative  plus  Project  Conditions  for  Projects  2-4  and  2-6 
combined 

For  2025  Cumulative  conditions  combined  Project  2-4  and  2-6  Option  I  would  not 
involve  a  reduction  in  the  number  of  travel  lanes  or  chiinges  to  bus  stops  along  lb'*"  or 
17"^  Streets;  impacts  to  bus  and  bicycle  interactions  due  to  the  installation  of  sharrows 
and  narrowed  travel  lanes  would  be  minimal.  Thus,  Option  1  would  not  have  any 
impacts  on  transit  travel  time  or  transit/bicycle  interactions  for  transit  lines  operating 
along  either  IG^  or  17"'  Streets  (Muni  transit  lines  22,  37,  53,  and  F-Market).  Option  1 
would  add  approximately  58  seconds  of  delay  northbound  with  no  change  in  delay 
southbound  in  the  PM  peak  period  for  Muni  bus  line  33  on  Potrero  Avenue.  Muni  bus 
line  9  and  SamTrans  bus  line  292,  also  operating  on  Potrero  Avenue,  would  experience 
no  changes  in  delay.  Therefore,  there  would  be  no  significant  transit  impacts  with 
implementation  of  Option  1  of  Projects  2-4  and  2-6  combined  under  2025  Cumulative 
plus  Project  conditions. 

2025  Cumulative  and  2025  Cumulative  plus  Project  Conditions  for  Project  2-4 

Since  the  transit  delay  for  Option  1  of  Project  2-4  Option  1,  since  the  transit  delay  for 
Projects  2-4  and  2-6  combined  would  not  result  in  a  significant  transit  impact,  as 
discussed  above,  there  would  be  no  significant  transit  impacts  with  implementation  of 
individual  Project  2-4  Option  1  under  2025  Cumulative  plus  Project  conditions. 

•    Option  2 

Existing  and  Existing  plus  Project  Conditions  for  Projects  2-4  and  2-6  combined 

For  Existing  plus  Project  conditions  combined  Projects  2-4  and  2-6,  Option  2  wmild 
remove  one  westbound  travel  lane  along  16"'  Street  between  Potrero  and  San  Bruno 
Avenues.  This  would  add  delay  of  19  seconds  eastbound  and  213  seconds  (3.6  minutes) 
westbound  on  Muni  bus  lines  22  and  53  in  the  PM  peak  period.  The  headways  lor  Muni 
bus  lines  22  and  53  in  the  PM  peak  period  are  7  and  30  minutes,  respectively.  For  Muni 
bus  lines  22  and  53,  the  total  added  delay  of  232  seconds  (3.9  minutes)  wt>uld  K'  loss 
than  the  transit  delay  threshold  of  six  minutes.  Option  2  would  iiuUuK'  the  same 
modifications  to  Potrero  Avenue  as  was  described  above  for  Option  I.  I  here  would  be 
no  added  delay  to  transit  on  Potrero  Avenue  ft>r  Muni  bus  lines  ^>  and  33  and  .SamTrans 
bus  line  292.  Therefore,  a  significant  transit  impact  wcniKl  noi  txcur  with  the 
implementation  of  combined  Projects  2-4  and  2-6  Option  2  under  Existing  plus  Project 
conditions. 

Existing  and  Existing  plus  Project  Conditions  for  Project  2-4 

Since  the  transit  delay  for  combined  Projects  2-4  and  2-6  Option  2  wi>uld  noi  result  in  ii 
significant  transit  impact,  as  discussed  above,  there  would  In-  no  significant  transit 
impacts  with  implementation  of  indiviihi.il  riojecl  2-4  Option  2  uiuln  l-\isting  plus 
Project  conditions. 
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2025  Cumulative  and  2025  Cumulative  plus  Project  Conditions  for  Projects  2-4  and  2-6 
combined 

For  Cumulative  plus  Project  conditions,  combined  Project  2-4  and  2-6  Option  2  would 
remove  one  westbound  travel  lane  along  16'^  Street  between  Potrero  and  San  Bruno 
Avenues.  Option  2  add  no  delay  on  Muni  bus  lines  22  and  53  eastbound  but  would  and 
add  223  seconds  (3.7  minutes)  of  delay  westbound  in  the  PM  peak  period.  The 
headways  for  Muni  bus  lines  22  and  53  in  the  PM  peak  period  are  7  and  30  minutes, 
respectively.  For  Muni  bus  lines  22  and  53,  the  total  added  delay  of  223  seconds  (3.7 
minutes)  would  be  less  than  the  transit  delay  threshold  of  six  minutes.  Option  2  would 
add  approximately  225  seconds  (3.8  minutes)  of  delay  northboimd  with  a  reduction  in 
delay  of  240  seconds  southbound  for  Muni  bus  line  33  resulting  in  a  total  reduction  in 
transit  delay.  Option  2  would  add  226  seconds  (3.8  minutes)  of  delay  northbound  and 
210  seconds  (3.5  minutes)  southbound  for  Muni  bus  line  9  and  SamTrans  bus  line  292. 
The  headways  for  Muni  bus  line  9  and  SamTrans  bus  line  292  in  the  PM  peak  period  are 
8  and  30  minutes,  respectively;  the  total  added  delay  of  436  seconds  (7.3  minutes)  would 
be  greater  than  the  transit  delay  threshold  of  six  minutes.  Therefore,  a  significant  transit 
impact  (Significant  Impacts  TR-P2-4e  and  TR-P2-4f)  would  occur  with  the 
implementation  of  combined  Projects  2-4  and  2-6  Option  2  under  2025  Cumulative  plus 
Project  conditions. 

2025  Cumulative  and  2025  Cumulative  plus  Project  Conditions  for  Project  2-4 

For  2025  Cumulative  plus  project  conditions.  Project  2-4  Option  2,  the  intersection 
configuration  modifications  affecting  transit  service  for  shared  Intersection  21  would  be 
the  same  for  Project  2-4  as  with  Projects  2-4  and  2-6  combined.  Consequently,  impacts  to 
transit  service  would  be  the  same  as  that  discussed  above  for  Projects  2-4  and  2-6 
combined.  Therefore,  a  significant  transit  impact  (Significant  Impacts  TR-P2-4g  and 
TR-P2-4h)  to  Muni  bus  line  9  and  SamTrans  bus  line  292  would  result  from  the 
implementation  of  individual  Project  2-4  Option  2  under  2025  Cumulative  plus  Project 
conditions. 

Significant  Impact  TR'P2-4e  (Projects  2-4  and  2-6  combined): 

Muni  bus  line  9  would  experience  significant  delays  with  implementation  of  Option  2  of  the 
combined  Projects  2-4  and  2-6  under  2025  Cumulative  plus  Project  conditions. 

Significant  Impact  TR-P2-4f  (Projects  2-4  and  2-6  combined): 

SamTrans  bus  line  292  would  experience  significant  delays  with  implementation  of  Option  2  of 
the  combined  Projects  2-4  and  2-6  under  2025  Cumulative  plus  Project  conditions. 

Significant  Impact  TR-P2-4g:  Muni  bus  line  9  would  experience  significant  delays  under  2025 
Cumulative  plus  Project  conditions  for  individual  Project  2-4  Option  2. 
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Significant  Impact  TR-P2-4h:  SamTrans  bus  line  292  would  experience  significant  delays  under 
2025  Cumulative  plus  Project  conditions  for  individual  Project  2-4  with  Option  2. 

PARKING 

There  would  be  no  significant  parking  impacts  between  Corbett  and  Church  Streets  (west  end) 
because  there  would  only  be  a  loss  of  only  five  parking  spaces  under  either  Option  1  or  Option 
2  of  Project  2-4.  There  would  be  no  parking  impacts  between  Church  and  Harrison  Streets 
(western  portion  of  the  center  segment)  because  there  would  be  no  change  in  the  number  of 
parking  spaces  under  either  Option  1  or  Option  2  of  Project  2-4. 

For  the  remaining  segments  of  Project  2-4,  Option  1  would  remove  86  on-street  parking  spaces 
and  Option  2  would  remove  49  on-street  parking  spaces.  However,  some  parking  spaces  would 
be  added  on  adjacent  streets  by  converting  parallel  parking  to  perpendicular  parking.  Parking 
occupancy  in  the  Project  2-4  area  is  generally  high.  In  San  Francisco,  parking  supply  is  not 
considered  a  permanent  physical  condition,  and  changes  in  the  parking  supply  would  not  be  a 
significant  environmental  impact  under  CEQA,  but  rather  a  social  effect.  The  loss  of  parking 
may  cause  potential  indirect  physical  effects,  which  would  include  cars  circling  and  looking  for 
a  parking  space  in  neighboring  streets.  The  secondary  effects  of  drivers  searching  for  parking  is 
typically  offset  by  a  reduction  in  vehicle  trips  due  to  some  drivers,  aware  of  constrained  parking 
conditions  in  a  given  area,  shifting  travel  modes.  Hence,  any  secondar\  environmental  impacts 
that  may  result  from  a  shortfall  in  parking  would  be  minor,  and  any  net  reduction  in  on-stroot 
parking  supply  would  not  result  in  significant  parking  impacts.  Therefore,  there  would  be  no 
significant  parking  impacts  with  the  implementation  of  either  Option  1  or  Option  2  of 
Project  2-4. 

Modified  Option  1  differs  from  Option  1  in  that  it  would  riMTio\  e  6^)  parking  spaces  on  the  north 
side  of  17"'  Street  between  Valencia  and  Treat  Streets  compareil  thi'  Existing  Condition. 
Additionally,  this  project  would  remove  approximately  55  parking  spaces  on  the  south  side  and 
61  spaces  (including  seven  motorcycle  spaces)  on  tlu-  noi  tli  siiir  ot  17"  Street  between  Harristin 
and  Hampshire  Streets  compared  to  the  Existing  condition,  lor  ,\  tot.il  tiMnov.il  of  116  parking 
spaces  on  this  segment. 

Modified  Option  I  would  switth  (he  proposinl  p.iikinv,  ri"nu)\.il  on  tin-  oiu-  hloik  M-gment  ol 
17""  Street  from  Potrero  Avenue  to  Kansas  Stn-i-l  Irorn  the  south  suK-  to  the  tiorlh  side  of  17"" 
Street.  There  would  be  no  net  loss  ol  parking  in  this  segmiMil  romparetl  to  Proin  t  2-4  Option  1 
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The  Draft  EIR  analyzed  a  removal  of  86  total  parking  spaces  for  Option  1  and  49  parking  spaces 
under  Option  2.  Modified  Option  1  would  remove  a  total  of  199  parking  spaces  on  17"^  Street 
between  Corbett  Avenue  and  Kansas  Street.  Parking  occupancy  in  these  areas  is  generally  high. 
The  removal  of  these  parking  spaces  would  increase  the  parking  occupancy  rate.  However,  San 
Francisco  does  not  consider  parking  supply  as  part  of  the  permanent  physical  environment. 
Parking  conditions  are  not  static,  as  parking  supply  and  demand  varies  from  day  to  day,  from 
day  to  night,  from  month  to  month,  etc.  Hence,  the  availability  of  parking  spaces  (or  lack 
thereof)  is  not  a  permanent  physical  condition,  but  changes  over  time  as  people  change  their 
modes  and  patterns  of  travel. 

Parking  deficits  are  considered  to  be  social  effects,  rather  than  impacts  on  the  physical 
environment  as  defined  by  CEQA.  Under  CEQA,  a  project's  social  impacts  need  not  be  treated 
as  significant  impacts  on  the  environment.  Environmental  documents  should,  however, 
address  the  secondary  physical  impacts  that  could  be  triggered  by  a  social  impact.  (CEQA 
Guidelines  §  15131(a).)  The  social  inconvenience  of  parking  deficits,  such  as  having  to  himt  for 
scarce  parking  spaces,  is  not  an  environmental  impact,  but  there  may  be  secondary  physical 
environmental  impacts,  such  as  increased  traffic  congestion  at  intersections,  air  quality  impacts, 
safety  impacts,  or  noise  impacts  caused  by  congestion.  In  the  experience  of  San  Francisco 
transportation  planners,  however,  the  absence  of  a  ready  supply  of  parking  spaces,  combined 
with  available  alternatives  to  auto  travel  (e.g.,  transit  service,  taxis,  bicycles  or  travel  by  foot) 
and  a  relatively  dense  pattern  of  urban  development,  induces  many  drivers  to  seek  and  find 
alternative  parking  facilities,  shift  to  other  modes  of  travel,  or  change  their  overall  travel  habits. 
Any  such  resulting  shifts  to  transit  service  in  particular,  would  be  in  keeping  with  the  City's 
"Transit  First"  policy.  The  City's  Transit  First  Policy,  established  in  the  City's  Charter  Section 
16.102  provides  that  "parking  policies  for  areas  well  served  by  public  transit  shall  be  designed 
to  encourage  travel  by  public  transportation  and  alternative  transportation." 

The  transportation  analysis  accounts  for  potential  secondary  effects,  such  as  cars  circling  and 
looking  for  a  parking  space  in  areas  of  limited  parking  supply,  by  assuming  that  all  drivers 
would  attempt  to  find  parking  at  or  near  the  project  site  and  then  seek  parking  farther  away  if 
convenient  parking  is  unavailable.  Moreover,  the  secondary  effects  of  drivers  searching  for 
parking  is  typically,  offset  by  a  reduction  in  vehicle  trips  due  to  others  who  are  aware  of 
constrained  parking  conditions  in  a  given  area.  Hence,  any  secondary  environmental  impacts 
which  may  result  from  a  shortfall  in  parking  in  the  vicinity  of  the  proposed  project  would  be 
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minor,  and  the  traffic  assignments  used  in  the  transportation  analysis,  as  well  as  in  the 
associated  air  quality,  noise  and  pedestrian  safety  analyses,  reasonably  addresses  potential 
secondary  effects.  Therefore,  there  would  be  no  significant  parking  impact  as  a  result  of  Project 
2-4  Modified  Option  1. 

Although,  there  would  be  no  significant  parking  impact  with  the  implementation  of  Project  2-4 
Modified  Option  1,  to  address  improvements  for  the  non-significant  parking  impacts  resulting 
from^:he  loss  of  on-street  parking  spaces  under  Existing  plus  Project  and  2025  Cumulative  plus 
Project  conditions,  SFMTA  proposes  the  implementation  of  an  Improvement  Measure  (I-P2-4a), 
which  would  convert  existing  parallel  to  perpendicular  parking  on  some  cross  streets  along  l?**" 
Street.  This  would  reduce  the  net  parking  loss  from  212  spaces  to  166  parking  spaces. 
Implementation  of  Improvement  Measure  I-P-2-4a  would  provide  additional  parking  spaces  in 
the  project  vicinity. 

Improvement  Measure  I-P2-4a: 

In  order  to  address  improvements  for  the  non-significant  parking  impacts  resulting  from  the 
loss  of  on-street  parking  spaces  under  Existing  plus  Project  and  2025  Cumulative  plus  Project 
Conditions  for  Project  2-4  Modified  Option  1,  it  is  recommended  that  the  existing  parallel 
parking  on  some  cross  streets  along  17"'  Street  be  converted  to  perpendicular  parking.  This 
improvement  measure  would  reduce  the  net  parking  loss  as  a  result  of  Project  2-4  Modified 
Option  1  from  212  to  166  parking  spaces. 

PEDESTRIAN 

Pedestrian  volumes  are  generally  low  to  moderate,  but  could  bo  High  near  inaii>r  trip 
generators,  such  as  in  the  vicinity  of  the  neighborhood  commercial  districts  at  Castro  and 
Mission  Streets.  There  would  be  no  changes  in  sidewalk  width  or  crosswalk  layout,  arui  the 
interactions  between  pedestrians  and  bicyclists  would  not  change  as  a  result  of  either  Oplimi  I 
or  Option  2.  Therefore,  there  would  be  no  significant  pedestrian  impacts  with  implemenlatitm 
of  Project  2-4. 
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BICYCLE 

Bicycle  volumes  along  the  east  end  and  mid-section  of  17"^  Street  are  generally  moderate,  but 
are  low  west  of  Castro  Street. 

Under  Option  1,  there  could  be  potential  safety  issues  with  bicyclists  in  the  segment  of 
17'^  Street  between  Hartford  and  Noe  Streets  because  the  proposed  Class  II  bicycle  lane  is  close 
to  the  Muni  tracks  and  next  to  a  narrow  (seven  foot  wide)  parking  lane.  While  there  are  tracks 
east  of  Noe  Street  towards  Pond  Street,  these  tracks  are  used  for  temporary  storage  only  and 
there  would  be  no  conflict  east  of  Noe  Street.  While  this  situation  could  pose  a  hazard  for 
bicyclists,  the  hazard  is  no  different  from  existing  conditions.  The  installation  of  bicycle  lanes 
would  provide  bicyclists  with  a  designated  right-of-way  for  travel.  In  addition,  the  installation 
of  sharrows  would  increase  motor  vehicle  drivers'  awareness  that  bicyclists  may  be  on  the  road 
as  well  as  identify  for  bicyclists  the  pathway  outside  the  'door  zone.'  Therefore,  Project  2-4 
Option  1  would  not  result  in  a  significant  impact  to  bicyclists,  but  could  have  the  beneficial 
effect  of  improving  roadway  conditions  and  safety  for  bicyclists. 

Under  Option  2  segments  of  both  Class  II  bicycle  lanes  and  sharrows  would  be  provided.  In 
comparison  to  Option  1,  eastbound  bicyclists  would  have  more  sharrow  treatments  and  less 
Class  II  bicycle  lanes  compared  to  Option  1.  The  installation  of  bicycle  lanes  would  provide 
bicyclists  with  a  designated  right-of-way  for  travel.  In  addition,  the  installation  of  sharrows 
would  increase  motor  vehicle  drivers'  awareness  that  bicyclists  may  be  on  the  road  as  well  as 
identify  for  bicyclists  the  pathway  outside  the  'door  zone.'  Therefore,  Project  2-4  Option  2 
would  not  result  in  a  significant  impact  to  bicyclists,  but  could  have  the  beneficial  effect  of 
improving  roadway  conditions  and  safety  for  bicyclists. 

LOADING 

This  segment  of  17"'  Street  has  a  mixture  of  residential,  commercial,  and  some  industrial  uses; 
there  is  also  one  school  located  along  Project  2-4.  No  double-parked  trucks  or  significant 
loading  needs  were  observed'''  along  17"^  Street  with  the  exception  of  the  retail  businesses  in  the 
Mission  District  and  the  industrial  area  between  Treat  Street  and  South  Van  Ness  Avenue.  In 
these  areas,  occasional  double-parked  trucks  were  observed.  The  segment  of  16*''  Street  between 
Valencia  and  Mission  Streets  and  between  Potrero  Avenue  and  Kansas  Street  also  has  retail  uses 
on  both  sides;  occasional  double  parking  was  observed.  Since  the  proposed  bicycle 
improvements  would  not  affect  the  existing  loading  arrangement  for  the  corridor,  there  would 

'■^    Field  surveys  were  conducted  by  CHS  Consulting  on  Thursday,  August  23,  2007  during  the  midday. 
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be  no  significant  loading  impacts  with  the  implementation  of  Project  2-4  with  either  Option  1  or 
Option  2. 

PROJECT  2-5:  BE  ALE  STREET  BICYCLE  LANE,  BRYANT  STREET  TO  FOLSOM  STREET 

Project  2-5  would  involve  the  installation  of  a  new  route,  a  Class  II  bicycle  lane,  in  the 
southbound  direction  on  Beale  Street  between  Folsom  Street  and  Bryant  Street. 

TRAFFIC:  INTERSECTION  LEVEL  OF  SERVICE  (LOS) 

Please  see  discussion  under  Setting:  Study  Intersection  on  p.  V.A.3-3  of  this  EIR. 
TRANSIT 

There  are  no  transit  lines  on  this  segment  of  Beale  Street.  Therefore,  there  would  be  no  transit 
impacts  as  a  result  of  Project  2-5. 

PARKING 

There  would  be  no  changes  in  parking  layout  or  in  the  number  of  parking  spaces  in  this 
segment.  Therefore,  there  would  be  no  parking  impacts  as  a  result  of  Project  2-5. 

PEDESTRIAN 

Pedestrian  volumes  are  generally  low,  and  there  would  be  no  changes  in  sidewalk  wiilth  or 
crosswalk  layout.  The  interactions  between  pedestrians  and  bicyclists  wouUl  not  change  as  a 
result  of  Project  2-5.  Therefore,  there  would  be  no  pedestrian  impacts  as  a  result  of  Project  2-5. 

BICYCLE 

Bicyclists  would  benefit  from  the  installation  of  bicycle  lanes  \\  ith  iho  designation  of  a  clear 
right-of-way  for  their  use.  Therefore,  Project  2-5  would  not  h.n  e  a  significant  impact  on  cyclists 
but  could  have  the  beneficial  effect  of  improving  roadway  condilit>ns  and  safety  for  bicyclists. 

LOADING 

Loading  demand  is  generally  low,  .ind  llierv  .ire  sufficient  off-strei-l  loading  are^is  to 
accommodate  the  US  Postal  Service  delivery  vehicles  i>n  the  east  side  of  Beale  Street  betwevn 
Folsom  Street  and  the  Harri.son  Street  overpass.  These  delivery  vehicles  typically  back  into  the 
loading  zone  throughout  lhc>  d.n  .iml  (.ouKI  poti-nlially  cau.se  conflicts  with  bicyclists  .is  well  as 
other  vehicles.  Because  no  bicycle  iin[-in>\  iiihmiIs  .m-  nioinnu'tided  in  tin-  northboiiiul 
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direction,  the  current  interactions  between  delivery  vehicles,  bicyclists,  and  traffic  would  not 
change  as  a  result  of  Project  2-5. 

The  west  side  of  Beale  Street  has  residential  and  retail  uses,  and  delivery  trucks  occasionally 
double-park  for  loading.  The  southbound  travel  lane  is  approximately  17  feet  wide  next  to  on- 
street  parking,  so  when  delivery  trucks  are  double-parked,  vehicles  and  bicyclists  would  pass  to 
the  left  by  encroaching  on  the  opposing  travel  lane. 

The  addition  of  the  southbound  Class  II  bicycle  lane  would  not  change  the  current  loading 
condition  and  there  would  be  no  loss  of  on-street  loading  spaces.  Therefore,  there  would  be  no 
significant  loading  impacts  as  a  result  of  Project  2-5. 

PROJECT  2-6:  DIVISION  STREET  BICYCLE  L ANE S,  9^"  STR EET  TO  11™  STREET  Hiif 
There  are  two  options  for  this  segment  of  Division  Street. 

•  Option  1 

Option  1  would  add  a  Class  II  bicycle  lane  and  remove  one  travel  lane  in  both  directions 
between  9"^  and  10"^  Streets.  This  option  would  remove  approximately  20  total  parking 
spaces  between  10""  and  ll"'  Streets  and  also  narrow  travel  lanes  between  9'^  and  10'^ 
Streets. 

•  Option  2 

Option  2  would  remove  approximately  65  total  parking  spaces  between  lO"'  and  11'^ 
Streets,  narrow  travel  lanes  between  9"'  and  10"'  Streets,  and  add  Class  II  bicycle  lanes  in 
both  directions  between  9"'  and  11"'  Streets. 

TRAFFIC:  INTERSECTION  LEVEL  OF  SERVICE  (LOS) 

Intersection  LOS  calculations  were  performed  for  the  PM  peak  hour.  These  results  are 
summarized  in  Table  V.2-27,  p.  V.A.3-277,  Table  V.2-28,  p.  V.A.3-277,  Table  V.2-29, 
p.  V.A.3-278,  and  Table  V.2-30,  p.  V.A.3-278.  Two  study  intersections  are  included  for  the  PM 
peak  hour  for  Project  2-6. 

Intersection  21:  10""  Street/Brannan  Street/Potrero  Avenue/Division  Street 

The  10"'  Street/Brannan  Street/Potrero  Avenue/Division  Street  intersection  is  common  to 
Projects  2-4  and  2-6  within  the  Cluster  2  area.  The  discussion  of  the  combined  project  impacts 
was  previously  presented  under  Project  2-4  and  will  not  be  repeated  here. 
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TABLE  V.2-27 
CLUSTER  2  -  PROJECT  2-6  " 
INTERSECTION  LEVEL  OF  SERVICE  (LOS)  AND  AVERAGE  DELAY  -  EXISTING  AND  EXISTING 
PLUS  PROJECT  CONDITIONS  -  WEEKDAY  PM  PEAK  HOUR 


 Existing  plus  Project  

Existing  Option  1  Option  2 

Average  Average  Average 

Intersection  Delay^       LOS"       Delay^       LOS"       Delay'  LOS" 


21.     10"^  Street/Brarman  Street/Potrero  72  E  78.7  E  733  E 

Avenue/Division  Street"^ 

54.     11'*' Street/Bryant  Street/Division  32.4  C  >80  F  32.4  C 

Street 


Source:     Wilbur  Smith  Associates,  October  2008. 
Notes: 

a.  Delay  in  seconds  per  vehicle. 

b.  Intersections  operating  at  LOS  E  or  LOS  F  conditions  highlighted  in  bold. 

c.  LOS  and  average  delay  for  10'*'  Street/Brannan  Street/  Potrero  Avenue/Division  Street  for  combined  impacts  of  Projecls 

2-4  and  2-6. 


TABLE  V.2-28 
CLUSTER  2  -  PROJECT  2-6^ 
INTERSECTION  LEVEL  OF  SERVICE  (LOS)  AND  AVERAGE  DELAY  -  2025  CUMULATIVE  AND 
2025  CUMULATIVE  PLUS  PROJECT  CONDITIONS  -  WEEKDAY  PM  PEAK  HOUR 


2025  Cumulative  plus  Project  

2025  Cumulative  Option  1  Option  2 

Average  Average  Average 

Intersection  Delay"       LOS*"       Delay'       LOS*'       Delay'  LOS" 


21.     lO'h  Street/Brannan  Street/Potrero  >80              F              >80              F             >«0  F 

Avenue/Division  Street' 

54.     ll'h  Street/Bryant  Street/Division  75.3             E              >80              F             753  E 
Street 


Source:     Wilbur  Smith  Associates,  October  2008. 

Notc^^: 

a.  Delay  in  seconds  per  vehicle. 

b.  Intersections  operating  at  LOS  E  or  LOS  F  conditions  highlighted  in  bold. 

c.  LOS  and  average  delay  for  impacts  for  combined  Projects  2-4  and  2-6. 
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TABLE  V.2-29 
CLUSTER  2  -  PROJECTS  2-6  AND  2-4 
COMPARISON  OF  LEVEL  OF  SERVICE  (LOS)  AND  AVERAGE  DELAY  FOR  10^" 
STREET/BRANNAN  STREET/POTRERO  AVENUE/DIVISION  STREET  EXISTING  AND  EXISTING 
PLUS  PROJECT  CONDITIONS  -  WEEKDAY  PM  PEAK  HOUR 

Existing  plus  Project  Option  1  Existing  plus  Project  Option  2 

Combined  Combined 
Projects  2-4  Projects  2-4 

Existing  Project  2-6  and  2-6  Project  2-6  and  2-6 

Average  Average  Average  Average  Average 

Delay'       LOS"       Delay'       LOS"       Delay'      LOS*"       Delay'      LOS''      Delay'  LOS" 

72.0  E  77.4  E  78.7  E  72.0  E  73.3  E 


Source:  Wilbur  Smith  Associates,  October  2008. 
Notes: 

a.  Delay  in  seconds  per  vehicle. 

b.  Intersections  operating  at  LOS  E  or  LOS  F  conditions  highlighted  in  bold. 


>TH 


TABLE  V.2-30 
CLUSTER  2  -  PROJECTS  2-6  AND  2-4 
COMPARISON  OF  LEVEL  OF  SERVICE  (LOS)  AND  AVERAGE  DELAY  FOR  10" 
STREET/BRANNAN  STREET/POTRERO  AVENUE/DIVISION  STREET  2025  CUMULATIVE  AND 
2025  CUMULATIVE  PLUS  PROJECT  CONDITIONS  -  WEEKDAY  PM  PEAK  HOUR 


2025  Cumulative 


Average 
Delay' 


LOS"^ 


2025  Cumulative  plus  Project 
Option  1 


Project  2-6 


Combined 
Projects  2-4 
and  2-6 


Average 
Delay' 


LOS' 


Average 
Delay' 


LOS' 


2025  Cumulative  plus  Project 
Option  2 


Project  2-6 


Combined 
Projects  2-4 
and  2-6 


Average 
Delay' 


LOS' 


Average 
Delay' 


LOS' 


>80 


>80 


>80 


>80 


>80 


Source:     Wilbur  Smith  Associates,  October  2008. 

a.  Delay  in  seconds  per  vehicle. 

b.  Intersections  operating  at  LOS  E  or  LOS  F  conditions  highlighted  in  bold. 
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•  Option  1 

Existing  and  Existing  plus  Project  Conditions  for  Projects  2-4  and  2-6  combined 

Please  see  the  discussion  of  the  combined  project  impacts  under  Project  2-4. 

Existing  and  Existing  plus  Project  Conditions  for  Project  2-6 

Under  Existing  conditions  for  the  PM  peak  hour,  this  intersection  operates  at  LOS  E.  The 
10th  Street/Brannan  Street/Potrero  Avenue/Division  Street  intersection  would  continue 
to  operate  satisfactorily  at  LOS  E  under  Existing  plus  Project  conditions  for  the  PM  peak 
hour.  The  eastbound  shared  through  left- turn  lane  would  be  removed  under  Existing 
plus  Project  conditions.  No  other  lane  configuration  changes  are  proposed  as  part  of 
Project  2-6  at  this  intersection.  Since  there  would  be  no  change  to  the  LOS  or  delay  for 
the  eastbound  critical  movement  at  the  10"^  Street/Brannan  Street/Potrero 
Avenue/Division  Street  intersection,  a  significant  impact  would  not  occur  at  this 
intersection  with  the  implementation  of  Project  2-6  Option  1. 

2025  Cumulative  and  2025  Cumulative  plus  Project  Conditions  for  Projects  2-4  and  2-6 
combined 

Please  see  the  discussion  of  the  combined  project  impacts  under  Project  2-4. 

2025  Cumulative  and  2025  Cumulative  plus  Project  Conditions  for  Project  2-6 
Under  2025  Cumulative  condihons  for  the  PM  peak  hour,  this  intersection  operates  at 
LOS  F.  The  10th  Street/Brannan  Street/Potrero  Avenue/Division  Street  intersection 
would  continue  to  operate  unsatisfactorily  at  LOS  F  under  2025  Cumulative  plus  Projivt 
conditions  for  the  PM  peak  hour.  The  eastbound  shared  through  left-turn  lane  would  be 
removed  under  2025  Cumulative  plus  Project  conditions.  No  other  lane  configuration 
changes  are  proposed  as  part  of  Project  2-6  at  this  intersection.  Because  the  eastbound 
critical  movements  at  10th  Street/Brannan  Street/l\itrero  Avenue/Division  Street  either 
deteriorate  or  would  operate  at  an  unacceptable  LOS  F,  with  more  than  80  seconds  of 
average  delay  under  2025  Cumulative  plus  Project  conditions,  a  significant  impact 
(Significant  Impact  TR-P2-6b)  would  occur  at  the  10th  Street/Brannan  St  reel/Pot  rero 
Avenue/Division  Street  intersection  with  the  implementation  of  Project  2-6 Option  I. 

•  Option  2 

Existing  and  Existing  plus  Project  Conditions  for  Projects  2-4  and  2-6  combined 
Please  see  the  discussion  of  the  combined  project  impacts  uiult-r  Project  2-4. 

Existing  and  Existing  plus  Project  Conditions  for  Project  2-6 

Under  Existing  conditions  for  the  PM  peak  hour,  this  intersection  operates  at  LOS  E.  No 
lane  configuration  changes  an*  proposed  ftir  this  intersection  under  Existing  plus  Project 
conditions  relative  to  Existing  conditions.  Therefore,  under  Existing  plus  Pn^ject 
conditions,  the  implementation  t>f  Project  2-6  Option  2  would  n«>t  i.ui'-<-  .^  Ni\-nilh.int 
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V.  Environmental  Setting,  Impacts,  and  Mitigation  Measures 

A.  Transportation 
3.      Project-Level  Analysis 

impact  to  the  10th  Street/Brannan  Street/Potrero  Avenue/Division  Street  intersection. 
Table  V.2-29,  p.  V.A.3-278,  summarizes  these  results. 

2025  Cumulative  and  2025  Cumulative  plus  Project  Conditions  for  Projects  2-4  and  2-6 
combined 

Please  see  the  discussion  of  the  combined  project  impacts  under  Project  2-4. 

2025  Cumulative  and  2025  Cumulative  plus  Project  Conditions  for  Project  2-6 

Under  2025  Cumulative  conditions  for  the  PM  peak  hour,  this  intersection  operates  at 
LOS  F.  No  lane  configuration  changes  are  proposed  for  this  intersection  under  2025 
Cumulative  plus  Project  conditions  relative  to  Existing  conditions.  Therefore,  under  2025 
Cumulative  plus  Project  conditions,  the  implementation  of  Project  2-6  Option  2  would 
not  cause  a  significant  impact  to  the  10th  Street/Brannan  Street/Potrero  Avenue/Division 
Street  intersection  under  2025  Cumulative  plus  Project  conditions.  Table  V.2-30, 
p.  V. A. 3-278,  summarizes  these  results. 

Intersection  54:  11'"  Street/Bryant  Street/Division  Street 
•     Option  1 

Existing  and  Existing  plus  Project  Conditions 

Under  Existing  conditions,  for  the  PM  peak  hour,  this  intersection  operates  at  LOS  C 
v^'ith  32.4  seconds  of  delay.  The  11th  Street/Bryant  Street/Division  Street  intersection 
would  operate  unsatisfactorily  at  LOS  F,  with  more  than  80  seconds  of  delay  under 
Existing  plus  Project  conditions.  The  westbound  lane  configuration  would  be  modified 
from  one  through  lane  and  one  shared  through-right  turn  lane  to  one  shared  through- 
right  turn  lane.  Due  to  the  reduction  in  capacity  in  the  westbound  approach,  there 
would  be  an  increase  in  delay  for  this  intersection.  The  intersection  LOS  would 
deteriorate  from  LOS  C  to  LOS  F.  Because  the  westbound  critical  movement  at  11th 
Street/Bryant  Street/Division  Street  intersection  would  either  deteriorate  or  would 
operate  at  an  unacceptable  LOS  F,  with  more  than  80  seconds  of  average  delay  under 
Existing  plus  Project  conditions,  a  significant  impact  (Significant  Impact  TR-P2-6a) 
would  occur  at  11th  Street/Bryant  Street/Division  Street  intersection  with  the 
implementation  of  Project  2-6  Option  1,  as  shown  on  Table  V.2-27,  p.  V. A. 3-277. 

2025  Cumulative  and  2025  Cumulative  plus  Project  Conditions 

The  11th  Street/Bryant  Street/Division  Street  intersection  would  operate  unsatisfactorily 
at  LOS  E,  with  75.3  seconds  of  average  delay  under  2025  Cumulative  conditions  for  the 
PM  peak  hour.  Under  2025  Cumulative  plus  Project  conditions,  this  intersection  would 
operate  unsatisfactorily  at  LOS  F,  with  more  than  80  seconds  of  delay.  Deterioration  of 
the  westbound  critical  movement  at  11th  Street/Bryant  Street/Division  Street  for  Existing 
plus  Project  to  LOS  F  relative  to  Existing  Conditions,  is  determined  a  significant  impact. 
As  a  consequence  a  corresponding  LOS  deterioration  is  expected,  at  this  intersection  for 
2025  Cumulative  plus  Project  when  compared   to  2025  Cumulative  conditions. 
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Therefore,  a  significant  impact  (Significant  Impact  TR-P2-6c)  would  occur  at  llth 
Street/Bryant  Street/Division  Street  intersection  with  the  implementation  of  Project  2-6 
Option  1  under  2025  Cumulative  plus  Project  conditions  as  shown  on  Table  V.2-28, 
p.  V.A.3-277. 

•    Option  2 

Existing  and  Existing  plus  Project  Conditions 

Under  Existing  conditions,  for  the  PM  peak  hour,  this  intersection  operates  at  LOS  C 
with  32.4  seconds  of  delay.  The  llth  Street/Bryant  Street/Division  Street  intersection 
would  operate  satisfactorily  at  LOS  C,  with  32.4  seconds  of  delay  under  Existing  plus 
Project  conditions.  There  are  no  lane  configuration  adjustments  to  the  study  intersection 
under  Existing  plus  Project  conditions  compared  to  Existing  conditions.  As  a  result, 
there  would  be  no  change  in  LOS  or  delay  for  this  intersection.  Therefore,  Project  2-6 
Option  2  would  not  cause  a  significant  impact  to  the  llth  Street/Bryant  Street/Division 
Street  intersection  for  Existing  plus  Project  conditions  as  shown  on  Table  V.2-27, 
p.  V.A.3-277. 

2025  Cumulative  and  2025  Cumulative  plus  Project  Conditions 

The  llth  Street/Bryant  Street/Division  Street  intersection  would  operate  unsatisfactorily 
at  LOS  E  under  2025  Cumulative  conditions  for  the  PM  peak  hour.  The  llth 
Street/Bryant  Street/Division  Street  intersection  would  continue  to  operate 
unsatisfactorily  at  LOS  E  under  2025  Cumulative  plus  Project  conditions  for  the  PM 
peak  hour.  However,  there  are  no  lane  configuration  adjustments  to  the  study 
intersection  under  2025  Cumulative  plus  Project  conditions;  therefore,  there  would  be  no 
change  in  LOS  or  delay  for  this  intersection.  Thus  a  significant  impact  would  not  txrcur 
at  llth  Street/Bryant  Street/Division  Street  intersection  with  the  implemonlalion  of 
Project  2-6  Option  2  under  2025  Cumulative  plus  Project  conditions  as  shown  on  lablc 
V.2-28,  p.  V.A.3-277. 

Significant  Impact  TR-P2-6a: 

The  intersection  of  lO"'  Street/Brannan  Street/Potrero  Avenue/Division  Street  would  operate  at 
LOS  F  under  Existing  plus  Project  conditions  for  Project  2-6  Option  1 . 

Significant  Impact  TR-P2-6h: 

The  intersection  of  10"'  11"'  Street/Bryant  Street/Division  Slrei  t  \\i>uKi  opt-nii-  .it  I  OS  r  undi«r 
2025  Cumulative  plus  Project  conditions  for  Project  2-6  Option  I. 

Significant  Impact  TR-P2-6c: 

The  intersection  of  1 1"'  Slreel/Bryanl  Slreol/Division  Strtn-t  wmiki  operale  .il  U '•S  |  iinJcr  ?025 
Cumulative  plus  Project  conditions  for  Project  2-6 Option  I. 
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TRANSIT 

Muni  bus  line  9  runs  in  both  directions  along  Division  Street  between  11"'  Street  and  Potrero 
Avenue,  with  approximately  six  buses  per  hour  each  way  during  the  AM  peak  period  and 
approximately  eight  buses  per  hour  each  way  during  the  PM  peak  period.  There  is  one 
eastbound  Muni  bus  stop  in  this  segment  of  Division  Street  located  on  the  far  side  of  Bryant 
Street.  Field  observations^^  indicate  that  there  is  sufficient  transition  distance  at  the  intersection 
for  Muni  buses  to  stop  parallel  to  the  curb  without  protruding  into  the  adjacent  travel  lane. 

Changes  in  configuration  with  Project  2-6  would  not  affect  bus/bicycle  interactions  at  the 
intersections  or  bus  stops.  Bicycle  volumes  are  relatively  low  to  moderate  and  bus  volumes  are 
low  so  conflicts  rarely  occur.  Muni  bus  line  9  buses  turn  right  from  eastbound  Division  Street 
onto  southbound  Potrero  Avenue.  Currently,  through  bicyclists  pass  these  buses  and  other 
right-turning  vehicles  on  the  left.  These  conditions  would  not  change  with  Project  2-6. 

Project  2-6  shares  a  common  intersection  (Intersection  21:  lO"'  Street/Brannan  Street/Potrero 
Avenue/Division  Street)  with  Project  2-4:  17"^  Street  Bicycle  Lanes,  Corbett  Avenue  to  Kansas 
Street,  including  connections  to  the  16"^  Street  BART  Station  via  Hoff  Street  or  Valencia  Street 
and  17"^  Street  to  Division  Street  via  Potrero  Avenue. 

•    Option  1 

Existing  and  Existing  plus  Project  Conditions  for  Projects  2-4  and  2-6  combined 

With  Option  1  at  the  far  side  of  Bryant  Street,  in  the  eastbound  direction,  a  six-foot  Class 
n  bicycle  lane  would  be  striped  between  the  nine-foot  bus  stop  and  the  15-foot  travel 
lane.  The  new  dimensions,  with  one  travel  lane  removal,  would  allow  a  sufficient  width 
for  bicycles  to  pass  buses  when  they  load  and  unload  passengers  at  the  buss  stop. 

With  Option  1,  the  loss  of  one  travel  lane  each  way  would  add  delay  in  the  PM  peak 
period  to  Muni  bus  line  9  operations  with  approximately  208  seconds  (3.5  minutes)  of 
delay  westbound  and  approximately  50  seconds  of  delay  eastbound.  The  headway  for 
Muni  bus  line  9  in  the  PM  peak  period  is  eight  minutes.  For  Muni  bus  line  9,  the  total 
added  delay  of  258  seconds  (4.3  minutes)  would  be  less  than  the  transit  delay  threshold 
of  six  minutes.  Therefore,  a  significant  transit  impact  would  not  occur  with  the 
implementation  of  combined  Projects  2-4  and  2-6  Option  1  under  Existing  plus  Project 
conditions. 


Field  surveys  were  conducted  by  CHS  Consulting  on  Thursday,  August  23,  2007  during  the  midday. 
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2025  Cumulative  and  2025  Cumulative  plus  Project  Conditions  for  Projects  2-4  and  2-6 
combined 

Changes  to  configuration  with  Option  1  would  be  the  same  as  discussed  above  for 
Existing  plus  Project  conditions.  Option  1  would  add  no  delay  in  either  the  westbound 
or  eastbound  directions.  Therefore,  a  significant  transit  impact  would  not  occur  with  the 
implementation  of  combined  Projects  2-4  and  2-6  Option  1  under  2025  Cumulative  plus 
Project  conditions. 

•    Option  2 

Existing  and  Existing  plus  Project  Conditions  for  Projects  2-4  and  2-6  combined 

With  Option  2  there  would  be  no  change  in  the  number  of  travel  lanes  along  Division 
Street,  and  therefore  no  changes  in  bus  travel  times.  The  eastbound  bus  stop  c^n  the  far 
side  of  Bryant  Street  would  be  in  the  bicycle  lane.  When  a  Muni  bus  is  stopped  there, 
bicyclists  would  have  to  wait  behind  the  bus  until  it  clears  the  stop  or  would  pass  on  the 
left  using  the  general  travel  lane.  This  behavior  is  no  different  from  what  occurs  todav  at 
this  and  many  other  locations,  and  would  not  result  in  bicycle/bus  conflicts.  Therefore, 
there  would  be  no  significant  transit  impacts  with  implementation  of  Projects  2-4  and  2-6 
combined  with  Option  2  under  Existing  plus  Project  conditions. 

2025  Cumulative  and  2025  Cumulative  plus  Project  Conditions  for  Projects  2-4  and  2-6 
combined 

With  Option  2  there  would  be  no  change  in  the  number  of  travel  lanes  along  Division 
Street,  and  therefore  no  changes  in  bus  travel  times.  Other  changes  to  bus  stops  or 
circulation  would  be  the  same  as  discussed  above  for  Existing  plus  Project  conditions. 
Therefore,  there  would  be  no  significant  transit  impacts  with  implementation  o\ 
combined  Projects  2-4  and  2-6  Option  2  under  2025  Cumulative  plus  Pri^ject  conditions. 

Since  there  are  no  significant  transit  impacts  under  Existing  plus  Project  and  2025 
Cumulative  plus  Project  conditions  for  either  Option  1  or  Option  2  of  combined  Projects 
2-4  and  2-6,  there  would  be  no  significant  transit  impact  from  individual  I*rojivt  2-6. 

PARKING 

Option  1  would  remove  approximately  20  on-street  parking  spaces,  w  ith  10  spaces  on  the  north 
side  of  Division  Street  west  of  lO'*"  Street  and  10  spaces  on  llie  south  side  east  of  Brvant  Slrivt. 
Option  2  would  remove  approximately  65  on-slreel  parking  spaces  on  bo\h  sides  of  Division 
Street  between  10"'  and  11"'  Streets  at  all  times.  Land  uses  along  this  strei't  .irr  mostly  industrial 
with  some  commercial  uses.  While  parking  occupancy  along  this  street  is  usually  high  during 
the  weekday  midday,  it  is  still  possible  to  find  parking  on  the  side  streets,  esptviallv  in  areas 
south  of  Division  Street.  Parking  renn»\.il  \\  itli  imIIum  Oplmn  I  or  Option  2  \vi>uld  incaMso 
parking  demand  in  the  area. 
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In  San  Francisco,  parking  supply  is  not  considered  a  permanent  physical  condition,  and  changes 
in  the  parking  supply  would  not  be  a  significant  environmental  impact  under  CEQA,  but  rather 
a  social  effect.  The  loss  of  parking  may  cause  potential  indirect  physical  effects,  which  would 
include  cars  circling  and  looking  for  a  parking  space  in  neighboring  streets.  The  secondary 
effects  of  drivers  searching  for  parking  is  typically  offset  by  a  reduction  in  vehicle  trips  due  to 
some  drivers,  aware  of  constrained  parking  conditions  in  a  given  area,  shifting  travel  modes. 
Hence,  any  secondary  environmental  impacts  that  may  result  from  a  shortfall  in  parking  would 
be  minor.  Therefore,  any  net  reduction  in  on-street  parking  supply  would  not  result  in 
significant  parking  impacts.  Hence,  there  would  be  no  significant  parking  impacts  with 
implementation  of  Project  2-6  with  either  Option  1  or  Option  2. 

PEDESTRIAN 

Pedestrian  volumes  are  generally  low  in  this  area,  and  there  would  be  no  changes  in  sidewalk 
width  or  crosswalk  layout.  The  interactions  between  pedestrians  and  bicyclists  would  not 
change  as  a  result  of  Project  2-6.  Therefore,  there  would  be  no  pedestrian  impacts  with 
implementation  of  either  Option  1  or  Option  2  of  Project  2-6. 

BICYCLE 

The  installation  of  bicycle  lanes  would  provide  bicyclists  with  a  designated  right-of-way  for 
travel.  In  addition,  the  removal  of  on-street  parking  adjacent  to  the  bicycle  lane  would  have  the 
added  benefit  of  eliminating  the  hazard  for  'dooring'  by  parked  vehicles.  Therefore,  neither 
Option  1  nor  Option  2  of  Project  2-6  would  not  result  in  a  significant  impact  to  bicyclists,  but 
could  have  the  beneficial  effect  of  improving  roadway  conditions  and  safety  for  bicyclists. 

LOADING 

This  segment  of  Division  Street  has  mostly  commercial  and  light  industrial  uses  that  have  off- 
street  loading  areas  and  generally  do  not  have  on-street  loading  demands  that  would  conflict 
with  bicyclists  or  be  displaced  by  parking  removal.  No  double-parked  trucks  were  observed'^ 
along  this  segment  of  Division  Street.  In  addition,  no  yellow  commercial  freight  loading  spaces 
would  be  included  with  the  parking  removal  proposed  by  Project  2-6.  Therefore,  there  would  be 
no  significant  loading  impacts  from  Project  2-6  with  either  Option  1  or  Option  2. 
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Field  surveys  were  conducted  by  CHS  Consulting  on  Thursday,  August  23,  2007  during  the  midday. 
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PROJECT  2-7:  FREMONT  STREET  BICYCLE  LANE,  HARRISON  STREET  TO  HOWARD 
STREET  _ 

Project  2-7  would  add  northbound  sharrows  between  Harrison  and  Howard  Streets  and  a 
southbound  Class  II  bicycle  lane  between  Folsom  and  Harrison  Streets.  Project  2-7  would  also 
remove  one  southbound  travel  lane  between  Folsom  and  Harrison  Streets  and  widen  the 
sidewalk  from  10  to  15  feet  on  both  sides  of  Fremont  Street. 

TRAFFIC:  INTERSECTION  LEVEL  OF  SERVICE  (LOS) 

Intersection  LOS  calculations  were  performed  for  the  PM  peak  hour. 

One  study  intersection  is  included  for  the  PM  peak  hour  for  Project  2-7.  Table  V.2-31, 
p.  V.A.3-285,  and  Table  V.2-32,  p.  V.A.3-286,  summarize  these  results. 

Intersection  48:  Fremont  Street/Howard  Street 

The  Fremont  Street/Howard  Street  intersection  is  common  to  Projects  2-7  and  2-9  within  the 
Cluster  2  area.  For  Project  2-7,  the  lane  configuration  at  the  intersection  would  remain  the  same 
as  under  Existing  (No  Project)  conditions.  However,  for  Project  2-9,  the  lane  configuration  in  the 
westbound  direction  would  be  changed  from  two  through  lanes  and  an  exclusive  right-turn 
lane  to  one  through  lane  and  a  shared  through-right  turn  lane.  Hence,  Project  2-9  would  reduce 
the  capacity  in  the  westbound  direction  on  Howard  Street  for  this  intersection.  The  analysis 
below  reflects  the  combined  impact  of  implementing  Projects  2-7  and  2-9  at  this  intersoclion. 

TABLE  V.2-31 
CLUSTER  2  -  PROJECTS  2-7  AND  2-9  COMBINED 
COMPARISON  OF  LEVEL  OF  SERVICE  (LOS)  AND  AVERAGE  DELAY  FOR  FREMONT  STREET  / 
HOWARD  STREET  EXISTING  AND  EXISTING  PLUS  PROJECT  CONDITIONS  -  WEEKDAY  PM  PEAK 

HOUR 


Existing  plus  Project 

Existing                                  Project  2-7 

Combined  Projects  2-7  and  2-9 

Average 

Average  Delays         LOS''         Average  Delay* 

LOS"               Delay'  LOS** 

36.5  D  My.5  D  7X9  t 


Source:     Wilbur  Smith  Assticiates,  Oc  lobi-r  2(K)8. 

a.  Delay  in  seconds  per  vehii  le. 

b.  Inlerseclions  operating  at  LOS  L  or  LOS  1-  conililions  highli);hle«J  in  Uild. 
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TABLE  V.2-32 
CLUSTER  2  -PROJECTS  2-7  AND  2-9 
COMPARISON  OF  LEVEL  OF  SERVICE  (LOS)  AND  AVERAGE  DELAY  FOR  FREMONT 
STREET/HOWARD  STREET  2025  CUMULATIVE  AND  2025  CUMULATIVE  PLUS  PROJECT 

CONDITIONS  -  WEEKDAY  PM  PEAK  HOUR 

 2025  Cumulative  plus  Project  

 2025  Cumulative   Project  2-7  Combined  Projects  2-7  and  2-9 

Average  Average 
Average  Delay^  LOS"  Delay'  LOS''  Delay^  LOS" 

>80  F  >80  F  >80  F 


Source:  Wilbur  Smith  Associates,  October  2008 

Notes: 

a.  Delay  in  seconds  per  vehicle. 

b.  Intersections  operating  at  LOS  E  or  LOS  F  conditions  highlighted  in  bold. 

Existing  and  Existing  plus  Project  Conditions  for  Projects  2-7  and  2-9  combined 

Under  Existing  conditions  for  the  PM  peak  hour,  this  intersection  operates  at  LOS  D  with  36.5 
seconds  of  delay.  The  Fremont  Street/Howard  Street  intersection  would  operate  unsatisfactorily 
at  LOS  E,  with  73.9  seconds  of  delay  under  Existing  plus  Project  conditions.  The  westbound 
lane  configuration  would  be  modified  from  two  through  lanes  and  one  exclusive  right-turn  lane 
to  one  through  lane  and  one  shared  through-right  turn  lane.  Due  to  the  reduction  in  capacity 
along  the  westbound  approach,  there  would  be  an  increase  in  delay  at  this  intersection.  The 
intersection  delay  would  increase  by  37.4  seconds  (from  36.5  to  73.9  seconds)  and  the  LOS 
would  deteriorate  from  LOS  D  to  LOS  E.  Because  the  northbound  and  westbound  critical 
movements  would  either  deteriorate  or  would  operate  at  an  unacceptable  LOS  E  under  Existing 
plus  Project  conditions,  a  significant  impact  (Significant  Impact  TR-P2-7a)  would  occur  at  the 
Fremont  Street/Howard  Street  intersection  with  the  implementation  of  combined  Projects  2-7 
and  2-9.  Table  V.2-31,  p.  V. A. 3-285,  summarizes  these  results. 

Existing  and  Existing  plus  Project  Conditions  for  Project  2-7 

Under  Existing  conditions,  for  the  PM  peak  hour,  this  intersection  operates  at  LOS  D  with  36.5 
seconds  of  delay.  The  Fremont  Street/Howard  Street  intersection  would  continue  to  operate 
satisfactorily  at  LOS  D  with  36.5  seconds  of  delay  under  Existing  plus  Project  conditions.  There 
are  no  lane  configuration  adjustments  to  the  study  intersection  under  Existing  plus  Project 
conditions.  Hence,  t^iere  would  be  no  change  in  LOS  or  delay  for  this  intersection,  compared  to 
Existing  conditions.  Therefore,   a   significant  impact  would   not  occur  at  the  Fremont 
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Street/Hov^^ard  Street  intersection  w^ith  implementation  of  Project  2-7.  Table  V.2-31,  p.  V.A.3-285, 
summarizes  these  results. 

2025  Cumulative  and  2025  Cumulative  plus  Project  Conditions  for  Projects  2-7  and  2-9 
combined 

The  Fremont  Street/Howard  Street  intersection  w^ould  operate  unsatisfactorily  at  LOS  F,  w  ith 
more  than  80  seconds  of  average  delay  under  2025  Cumulative  conditions.  Under  2025 
Cumulative  plus  Project  conditions  for  combined  Project  2-7  and  2-9,  this  intersection  would 
operate  unsatisfactorily  at  LOS  F,  with  more  than  80  seconds  of  delay.  Deterioration  of  the 
northboimd  and  westbound  critical  movements  at  Fremont  Street/Howard  Street  for  Existing 
plus  Project  to  LOS  E  relative  to  Existing  conditions,  is  determined  to  be  a  significant  impact. 
As  a  consequence  a  corresponding  LOS  deterioration  is  expected  at  this  intersection  for  2025 
Cumulative  plus  Project  compared  to  2025  Cumulative  conditions.  Therefore,  a  significant 
impact  (Significant  Impact  TR-P2-7b)  would  occur  at  the  Fremont  Street/Howard  Street 
intersection  with  the  implementation  of  combined  Projects  2-7  and  2-9.  Table  V.2-32, 
p.  V.A.3-286,  summarizes  these  results. 

2025  Cumulative  and  2025  Cumulative  plus  Project  Conditions  for  Project  2-7 

The  Fremont  Street/Howard  Street  intersection  would  operate  unsatisfactorily  at  LOS  F  w  ith 
more  than  80  seconds  of  average  delay  under  2025  Cumulative  conditions.  This  intersection 
would  operate  unsatisfactorily  at  LOS  F,  with  more  than  80  seconds  of  dela\'  unilor  2025 
Cumulative  plus  Project  conditions.  However,  there  are  no  lane  configuration  adjustments  to 
the  study  intersection  under  2025  Cumulative  plus  Project  conditions.  Flierefore,  there  would 
be  no  change  in  LOS  or  delay  for  this  intersection  as  shown  on  Table  V.2-32,  p.  V.A.3-286.  Thus 
a  significant  impact  would  not  occur  at  the  Fremont  Street/Howard  Street  intersection  with  fin- 
implementation  of  Project  2-7  under  2-25  CimTuiative  plus  Project  conditions. 

Significant  Impact  TR-Pl-Va  (Projects  2-7  and  2-9  combined): 

The  intersection  of  Fremont  Street/Howard  Street  would  oper.ite  .il  l.OS  1  uiuK  t  I  \isting  plus 
Project  conditions  for  combined  Projects  2-7  and  2-9. 

Significant  Impact  TR-P2-7b:  (Projects  2-7  and  2-9  combined): 

The  intersection  of  Fremont  Street/How  .ml  Sln-et  \NA)uld  oper.ilc  M  LOS  I"  under  2025 
Cumulative  plus  Project  conditions  tor  combined  Projects  2-7  and  2-9. 
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TRANSIT 

Transit  operations  on  Fremont  Street  are  limited  to  the  one  block  between  Folsom  and  Howard 
Streets.  Along  this  block.  Muni  and  Golden  Gate  Transit  buses  travel  northbound.  Project  2-7 
would  install  sharrows  in  the  northbound  direction  but  otherwise  not  change  the  number  or 
width  of  travel  lanes.  These  improvements  would  also  not  affect  the  existing  Muni  or  Golden 
Gate  Transit  bus  stops.  Therefore,  there  would  be  no  significant  impact  to  transit  with  the 
implementation  of  Project  2-7. 

PARKING 

There  would  be  no  changes  in  parking  layout  or  the  number  of  parking  spaces  in  this  segment. 
Therefore,  there  would  be  no  parking  impacts  with  implementation  of  Project  2-7. 

PEDESTRIAN 

Project  2-7  would  widen  the  sidewalks  from  10  to  15  feet  wide  on  both  sides  of  Fremont  Street. 
This  improvement  would  benefit  pedestrians  by  providing  more  buffer  space  for  increased 
pedestrian  safety  and  circulation.  Pedestrian  volumes  are  generally  low  to  moderate  in  this 
area,  and  the  changes  in  the  sidewalk  layout  would  not  change  the  current  interactions  between 
pedestrians  and  bicyclists.  Therefore,  there  would  be  no  significant  pedestrian  impacts  with  the 
implementation  of  Project  2-7. 

BICYCLE 

Bicyclists  would  benefit  from  the  installation  of  bicycle  lanes  on  the  segments  described  above 
with  the  designation  of  a  clear  right-of-way  for  their  use.  On  the  other  segments,  the  installation 
of  sharrows  would  increase  the  motor  vehicle  drivers'  awareness  that  bicyclists  may  be  on  the 
road  as  well  as  identify  for  bicyclists  the  pathway  outside  the  'door  zone'.  Therefore,  Project  2-7 
would  not  result  in  a  significant  impact  to  bicyclists  but  could  have  the  beneficial  effect  of 
improving  roadway  conditions  and  safety  for  bicyclists. 

LOADING 

On-street  loading  demand  is  typically  low  on  this  block  of  Fremont  Street,  and  there  would  be 
no  changes  in  the  layout  of  on-street  yellow  commercial  freight  loading  spaces  or  access  to  off- 
street  loading  areas.  Therefore,  there  would  be  no  significant  loading  impacts  with  the 
implementation  of  Project  2-7. 
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PROJECT  2-8:  HOWARD  STREET  BICYCLE  LANE,  EXTENSION  AT  9^"  STREET 


Project  2-8  would  extend  the  existing  westbound  Class  II  bicycle  lane  approaching  9'^'  Street  by 
narrowing  the  leftmost  lane  and  the  right-turn  lane.  Project  2-8  would  convert  the  shared 
through/right-tum  lane  to  a  through  lane  and  convert  a  PM  peak  hour  tow-away  zone  to  a 
permanent  right-turn  only  lane  with  the  removal  of  approximately  three  on-street  parking 
spaces  on  the  north  side  of  Howard  Street  east  of  9"^  Street. 

TRAFFIC:  INTERSECTION  LEVEL  OF  SERVICE  (LOS) 

Please  see  discussion  under  Setting:  Study  Intersection,  on  p.  V.A.3-3  of  this  EIR. 
TRANSIT 

There  are  no  transit  lines  on  this  segment  of  Howard  Street.  Therefore,  there  would  be  no  transit 
impacts  with  the  implementation  of  Project  2-8. 

PARKING 

Project  2-8  would  remove  approximately  three  on-street  metered  parking  spaces  on  the  north 
side  of  Howard  Street  approaching  9"^  Street  by  changing  the  existing  Tow- A  way  zone 
(4:00  p.m.  to  6:00  p.m.)  to  a  Tow-Away  No  Stopping  Anytime  zone.  On-street  parking 
occupancy  is  generally  high  on  this  segment  of  Howard  Street  but  the  loss  of  three  spaces 
would  not  significantly  change  the  parking  demand  or  impact  the  behavior  of  drivers  looking 
for  parking.  Therefore,  there  would  be  no  significant  parking  impacts  with  the  implementation 
of  Project  2-8. 

PEDESTRIAN 

There  would  be  no  changes  in  sidewalk  width  or  crosswalk  layout,  and  the  inleraclion.s 
between  pedestrians  and  bicyclists  would  not  change  as  a  result  of  Project  2-8.  Therefore,  there 
would  be  no  pedestrian  impacts  with  the  implementation  of  Project  2-8. 

BICYCLE 

The  proposed  Class  II  bicycle  lane  would  provide  a  clear  right-ot-w  ay  lor  bicychsl>.  Huycle 
circulation  and  safety  on  the  bicycle  lane  along  Howanl  StreiM  i  .isi  of  9"'  Street  would  hi* 
expected  to  be  the  same  for  this  section  ot  Howanl  Slrei-t.  Iheretore,  Project  2-8  would  not 
result  in  a  significant  impact  to  bicyclists  but  unikl  h.u  r  the  beneficial  effei  t  of  iinprox  ior,  ro.iif 
sharing  and  safety  for  bicyclists. 
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LOADING 

This  segment  of  Howard  Street  has  mostly  commercial  uses,  and  truck  loading  is  dependent  on 
the  availability  of  on-street  parking  spaces.  Project  2-8  would  not  remove  on-street  yellow 
commercial  freight  loading  spaces;  the  loss  of  three  metered  spaces  would  not  significantly 
change  the  parking  occupancy  or  affect  truck  parking.  Therefore,  there  would  be  no  significant 
loading  impacts  with  the  implementation  of  Project  2-8. 

PROJECT  2-9:  HOWARD  StREET  BiCYCLE  LANErTHE  EMB ARcWDERO  TO TMMON^ 
STREET 


Project  2-9  would  add  a  westbound  Class  II  bicycle  lane  between  The  Embarcadero  and 
Fremont  Street.  Project  2-9  would  remove  one  westbound  lane  between  Fremont  and  Main 
Streets  by  revoking  the  Tow-Away  zone  during  the  AM  and  PM  peak  periods  and  removing 
one  eastbound  lane  between  Stuart  and  Main  Streets.  Project  2-9  would  also  change  the  striping 
of  the  two  eastbound  lanes  between  Main  and  Spear  Streets  to  one  eastbound  through  and  one 
right  turn  lane. 

TRAFFIC:  INTERSECTION  LEVEL  OF  SERVICE  (LOS) 

Intersection  LOS  calculations  were  performed  for  the  PM  peak  hour.  One  study  intersection  is 
included  for  the  PM  Peak  Hour  for  Project  2-9.  Table  V.2-33,  p.  V.A.3-290,  Table  V.2-34, 
p.  V.A.3-29]  summarize  these  results. 

TABLE  V.2-33 
CLUSTER  2  -  PROJECT  2-9 
COMPARISON  OF  LEVEL  OF  SERVICE  (LOS)  AND  AVERAGE  DELAY  FOR  FREMONT 
STREET/HOWARD  STREET  EXISTING  AND  EXISTING  PLUS  PROJECT  CONDITIONS  -  WEEKDAY 

PM  PEAK  HOUR 


Existing  plus  Project 

Existing 

Project  2-9 

Combined  Projects  2-7  and  2-9 

Average  Delay^  LOS" 

Average 
Delay^  LOS" 

Average 

Delay^  LOS" 

36.5  D 

73.9  E 

73.9  E 

Source:     Wilbur  Smith  Associates,  October  2008 

a.  Delay  in  seconds  per  vehicle. 

b.  Intersections  operating  at  LOS  E  or  LOS  F  conditions  highlighted  in  bold. 
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TABLE  V.2-34 

CLUSTER  2  -  PROJECT  2-9 

COMPARISON 

OF  LEVEL  OF  SERVICE  (LOS)  AND  AVERAGE  DELAY  FOR  FREMONT 

STREET/HOWARD  STREET  2025  CUMULATIVE  AND  2025  CUMULATIVE  PLUS  PROJECT 

CONDITIONS  -  WEEKDAY  PM  PEAK 

HOUR 

Existing 

plus  Project 

Existing 

Project  2-9 

Combined  Projects  2-7  and  2-9 

Average 

Average 

Average  Delay^ 

LOS''             Delay^  LOS" 

Delay'  LOS** 

>80 

F                    >80  F 

>80  F 

Source:  Wilbur  Smith  Associates,  October  2008 
Notes: 


a.  Delay  in  seconds  per  vehicle. 

b.  Intersections  operating  at  LOS  E  or  LOS  F  conditions  highlighted  in  bold. 

Intersection  48:  Fremont  Street/Howard  Street 

Existing  and  Existing  plus  Project  Conditions  for  Projects  2-7  and  2-9  combined 

Please  see  the  discussion  of  the  combined  project  impacts  under  Project  2-7. 
Existing  and  Existing  plus  Project  Conditions  for  Project  2-9 

Under  Existing  conditions,  for  the  PM  peak  hour,  this  intersection  operates  at  LOS  D  with  36.5 
seconds  of  delay.  The  Fremont  Street/Howard  Street  intersection  would  operate  unsatisfactorily 
at  LOS  E,  with  73.9  seconds  of  delay  under  Existing  plus  Project  conditions.  The  westbound 
lane  configuration  would  be  modified  from  two  through  lanes  and  one  exclusive  right-turn  lane 
to  one  through  lane  and  one  shared  through-right  turn  lane.  Due  to  tiu-  reduction  in  capacity 
along  the  westbound  approach,  there  would  be  an  increase  in  delay  at  this  intorstxtion.  Ilie 
intersection  delay  would  increase  by  37.4  seconds  (from  36.5  to  73.9  seconds)  and  the  LOS 
would  deteriorate  from  LOS  D  to  LOS  E.  Because  the  northbound  and  westbound  critical 
movements  would  either  deteriorate  or  wouKl  operate  .it  .in  un.uceptable  LOS  E,  with  more 
than  55  seconds  of  average  delay  under  Existing  plus  Project  conditions,  a  significant  impact 
(Significant  Impact  TR-P  2-9a)  would  occur  at  lhi>  I  riMiiont  Street/Howard  Strtvt  intersection 
with  the  implementation  of  Project  2-9.  Table  V.2-33,  p.  V.A.3-290,  summarizes  tht^  results. 

2025  Cumulative  and  2025  Cumulative  plus  Project  Conditions  for  Projects  2-7  and  2-9 
combined 

Please  see  the  discussion  of  tiii^  combined  ptojei  I  imp. u  Is  iuhKm  I'rojecl  2-7. 
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2025  Cumulative  and  2025  Cumulative  plus  Project  Conditions  for  Project  2-9 

The  Fremont  Street/Howard  Street  intersection  would  operate  unsatisfactorily  at  LOS  F,  wUh 
more  than  80  seconds  of  average  delay  under  2025  Cumulative  conditions.  Under  2025 
Cumulative  plus  Project  conditions,  this  intersection  would  operate  unsatisfactorily  at  LOS  F, 
with  more  than  80  seconds  of  delay.  Deterioration  of  the  northbound  and  westbound  critical 
movements  at  Fremont  Street/Howard  Street  for  Existing  plus  Project  to  LOS  E  relative  to 
Existing  conditions,  is  determined  to  be  a  significant  impact.  As  a  consequence  a  corresponding 
LOS  deterioration  is  expected  at  this  intersection  for  2025  Cumulative  plus  Project  compared  to 
2025  Cumulative  conditions.  Therefore,  a  significant  impact  (Significant  Impact  TR-P2-9b) 
would  occur  at  the  Fremont  Street/Howard  Street  intersection  with  the  implementation  of 
Project  2-9.  Table  V.2-34,  p.  V.A.3-291,  summarizes  these  results. 

Significant  Impact  TR-P2-9a: 

The  Fremont  Street/Howard  Street  intersection  would  operate  unsatisfactorily  at  LOS  E  under 
Existing  plus  Project  conditions  for  Project  2-9. 

Significant  Impact  TR-P2-9b: 

The  intersection  of  Fremont  Street/Howard  Street  would  operate  at  LOS  F  under  2025 
Cumulative  plus  Project  conditions  for  Project  2-9. 

TRANSIT 

Muni  bus  lines  1,  20,  41,  and  30X  run  eastbound  along  Howard  Street  from  Beale  Street  and 
northbound  onto  Main  Street  while  Muni  bus  line  SOX  runs  in  each  direction  between  Main 
Street  and  The  Embarcadero.  Golden  Gate  Transit  (GGT)  bus  lines  10,  54,  70/80,  72,  73,  and  76 
run  westbound  west  of  Beale  Street.  SamTrans  bus  line  KX  runs  westbound  between  Beale  and 
Fremont  Streets,  and  SamTrans  bus  line  391  runs  eastbound  between  Beale  and  Main  Streets. 
During  the  AM  peak  period,  there  are  approximately  47  westbound  buses  and  67  eastbound 
buses  per  hour.  During  the  PM  peak  period  there  are  approximately  28  westbound  buses  per 
hour  west  of  Beale  Street  and  48  eastbound  buses  per  hour  east  of  Beale  Street.  There  is  one 
westbound  Muni  bus  stop  on  the  nearside  of  Fremont  Street  and  one  eastbound  stop  on  the 
nearside  of  Main  Street.  Bicycle  volumes  along  this  section  of  Howard  Street  are  moderate. 

Project  2-9  would  not  reduce  the  number  of  travel  lanes  in  the  westbound  direction,  but  would 
reduce  the  number  of  travel  lanes  in  the  eastbound  direction  between  Main  and  Stuart  Streets 
from  two  to  one  through  lane.  The  volume  of  Muni  buses  (lines  1,  20,  and  41)  that  make  left- 
turn  movements  from  Howard  Street  onto  Main  Street  is  high.  However  these  buses  would  not 
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be  affected  by  the  proposed  bicycle  improvements  since  the  bicycle  lane  is  located  on  the  other 
side  of  the  street.  Thus,  a  significant  transit  impact  would  not  occur. 

Converting  the  eastboimd  curb  lane  approaching  Spear  Street  into  a  right-turn  only  lane,  except 
for  Muni,  would  benefit  transit  by  allowing  through  movement  for  buses  without  forcing  them 
to  share  one  travel  lane  with  other  vehicles.  Project  2-9  would  also  create  a  part-time  bus  zone 
(6:00  a.m.  to  10:00  a.m.)  on  the  south  side  of  Howard  Street,  east  of  Spear  Street.  Therefore,  a 
significant  transit  impact  would  not  occur  from  Project  2-9. 

PARKING 

Project  2-9  would  cause  a  net  increase  of  approximately  six  on-street  parking  spaces  during  the 
AM  peak  period  and  approximately  17  on-street  parking  spaces  during  the  PM  peak  period 
between  Fremont  and  Spear  Streets.  For  the  AM  peak  period.  Project  2-9  would  revoke  the 
existing  AM  peak  period  (7:00  a.m.  to  9:00  a.m.)  Tow-Away  zone  on  the  north  side  of  Howard 
Street  between  Beale  and  Fremont  Streets  resulting  in  a  gain  of  10  on-street  parking  spaces.  In 
addition,  a  morning  peak  period  only  (6:00  a.m.  to  10:00  a.m.)  bus  zone  would  be  added  on  the 
southeast  comer  of  Howard  and  Spear  Streets  resulting  in  the  loss  of  four  on-street  parking 
spaces.  Project  2-9  would  also  revoke  the  existing  PM  peak  period  Tow-Away  zone  on  the  north 
side  of  Howard  Street  between  Main  and  Fremont  Streets  for  a  gain  of  approximately  17  on- 
street  parking  spaces  during  the  PM  peak  period.  Therefore,  there  would  bo  no  significant 
parking  impacts  with  the  implementation  of  Project  2-9. 

PEDESTRIAN 

Pedestrian  volumes  are  generally  moderate,  and  there  would  be  no  changes  in  sidewalk  width 
or  crosswalk  layout.  The  interactions  between  pedestrians  and  bicyclists  would  not  change  as  a 
result  of  Project  2-9.  Therefore,  there  would  be  no  pedestrian  impacts  with  the  impIementatitMi 
of  Project  2-9. 

BICYCLE 

Bicyclists  would  benefit  from  the  instaiialion  of  bicyt  ie  lain's  \\  illi  the  di-Mgn.Uion  i>l  a  clear 
right-of-way  for  their  use.  Therefore,  Project  2-9  would  not  have  a  significant  impact  on  cyclists 
but  could  have  the  beneficial  effect  of  improving  roadway  conditions  anil  ^^afetv  for  bicvcli'^ls. 

LOADING 

This  segment  of  Howard  Slreel  has  bolh  lesitlenlial  and  i>lln.i"  buiklings,  and  some  ol  ihoM* 
buildings  have  off-street  loading  spaces.  Most  of  the  n^fail  uses  along  I  loward  Strivl  depend  on 
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on-street  parking  spaces  for  truck  loading.  Incidents  of  truck  double-parking  depend  on  the 
availability  of  curbside  parking  spaces.  Since  Project  2-9  would  not  remove  any  on-street  yellow 
commercial  freight  loading  spaces,  it  would  not  cause  any  loading  impacts. 

PROJECT  2-10:  MARKET  STREET  AND  VALENCIA  STREET  INTERSECTION 
IMPROVEMENTS 

Modified  Project  2-10  would  facilitate  bicycle  left  turns  from  westbound  Market  Street  to 
southbound  Valencia  Street  by  installing  a  bicycle  traffic  signal  head  at  the  intersection  of 
Market  Street  and  Valencia  Street.  The  sidewalk  on  the  north  side  of  Market  Street  at  the 
intersection  would  be  cut  northward  by  five  feet  to  provide  an  additional  queuing  area  for 
bicyclists.  There  would  be  a  dedicated  bicycle  left-turn  signal  that  would  run  concurrently 
with  the  Market  Street  westbound  left-turn  movement  onto  Valencia  Street. 

TRANSIT 

Muni  F-Market  streetcar  traverses  this  intersection  along  Market  Street  in  the  center  lane,  with 
approximately  ten  streetcars  per  hour  each  way  during  the  AM  peak  period  and  approximately 
nine  streetcars  per  hour  in  each  direction  during  the  PM  peak  period.  The  westbound  F-Market 
streetcars  and  westbound  bicyclists  making  left-turns  onto  Valencia  Street  currently  do  not 
conflict  because  the  streetcars  remain  in  the  center  lane  and  bicyclists  use  the  same  left-turn 
traffic  signal  phase  as  automobiles  to  make  left  turns.  With  Project  2-10,  bicyclists  would  have  a 
dedicated  traffic  signal  phase  to  cross  Market  Street  from  the  queuing  area  onto  Valencia  Street. 
During  the  bicycle-only  phase,  the  westbound  F-line  streetcars  traveling  in  the  center  lane 
would  stop  at  the  same  time  as  the  parallel  motor  vehicle  traffic.  Therefore,  there  would  be  no 
potential  conflicts  between  bicyclists  and  the  F-Market  streetcars. 

Muni  bus  line  26  turns  right  from  Valencia  Street  onto  eastbound  Market  Street  with  an 
approximate  frequency  of  three  buses  per  hour  during  the  AM  and  PM  peak  periods.  These 
buses  would  not  conflict  with  bicyclists  making  left-turns  from  westbound  Market  Street.  There 
are  no  bus  stops  at  this  location  that  would  conflict  with  bicycle  movement,  and  there  would  be 
no  change  in  the  duration  of  the  traffic  signal  phase  for  through  vehicles  on  Market  Street  that 
would  affect  transit  travel  time  delays  for  either  the  Muni  F-Market  streetcar  or  Muni  bus  line 
26.  Therefore,  there  would  be  no  significant  transit  impacts  with  implementation  of  Project  2-10. 
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PARKING 

There  would  be  no  changes  in  parking  layout  or  the  existing  number  of  parking  spaces  at  this 
intersection.  Therefore,  there  would  be  no  significant  parking  impacts  with  implementation  of 
Project  2-10. 

PEDESTRIAN 

The  sidewalk  on  the  north  side  of  Market  Street  at  the  Valencia  Street  intersection  would  be 
narrowed  by  five  feet  to  provide  a  queuing  area  on  the  street  for  bicyclists  awaiting  their  traffic 
signal  to  cross  Market  Street  onto  Valencia  Street.  The  resulting  sidewalk  width  would  be 
10  feet,  which  would  be  adequate  to  accommodate  the  generally  moderate  pedestrian  volumes 
at  this  intersection.  Therefore,  there  would  be  no  significant  pedestrian  impacts  with  the 
implementation  of  Project  2-10. 

BICYCLE 

Modified  Project  2-10  would  provide  bicyclists  with  a  dedicated  traffic  signal  phase  as  well  as  a 
designated  queuing  area  on  the  north  side  of  the  intersection  before  turning  left.  Therefore, 
Modified  Project  2-10  would  not  have  a  significant  impact  on  cyclists  but  could  have  the 
beneficial  effect  of  improving  roadway  conditions  and  safety  for  bicyclists. 

LOADING 

The  proposed  project  would  not  change  existing  on-street  parking  layout  or  loading  activity  at 
this  location,  or  affect  any  off-street  loading  facilities.  Therefore,  there  wmiKl  bo  no  significant 
loading  impacts  with  the  implementation  of  Modified  Project  2-10. 
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PROJECT  2-11:  MARKET  STREET  BICYCLE  LANES,  17^"  STREET  TO  OCTAVIA 
BOULEVARD  J| 

This  project  would  involve  the  installation  of  short  segments  of  Class  II  bicycle  lanes  in  both 
directions  on  Market  Street  between  17'^  Street  and  Octavia  Boulevard  to  close  gaps  in 
otherwise  continuous  Class  II  bicycle  leines.  There  are  two  options  for  this  segment  of  Market 
Street. 

•  Option  1 

Modified  Option  1  would  extend  the  length  of  the  existing  Class  II  bicycle  lanes  by 
removing  right-turn  lanes  and  a  total  of  47  on-street  parking  spaces  approaching  the 
intersections  at  Noe,  Sanchez,  Dolores,  and  Guerrero  Streets  in  the  eastbound  direction 
and  at  Laguna,  Buchanan,  and  Sanchez  Streets  in  westbound  direction. 

•  Option  2 

Option  2  would  extend  the  length  of  the  existing  Class  II  bicycle  lanes  by  cutting  back 
five  feet  from  the  sidewalk  approaches  at  the  nearside  of  Noe,  Sanchez,  Church, 
Buchanan,  and  Laguna  Streets  in  both  directions  and  would  result  in  the  removal  of 
three  on-street  parking  spaces. 

TRAFFIC:  INTERSECTION  LEVEL  OF  SERVICE  (LOS) 

Intersection  LOS  calculations  were  performed  for  the  AM  and  PM  peak  hour.  Two  study 
intersections  are  included  for  the  AM  peak  hour  for  Project  2-11.  Tables  V.2-35,  p.  V. A. 3-297, 
and  V.2-36,  p.  V.A.3-Error!  Bookmark  not  defined..  Table  V.2-37,  p.  V.A.3-298,  Table  V.2-38, 
p.  V.A.3-298,  Table  V.2-39,  p.  V.A.3-299,  Table  V.2-40,  p.  V.A.3-Error!  Bookmark  not  defined., 
and  Table  V.2-41,  p.  V.A.3-300  summarize  these  results. 
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TABLE  V.2-35 
CLUSTER  2  -  PROJECT  2-11' 
INTERSECTION  LEVEL  OF  SERVICE  (LOS)  AND  AVERAGE  DELAY  -  EXISTING  AND  EXISTING 
PLUS  PROJECT  CONDITIONS  -  WEEKDAY  AM  PEAK  HOUR 

2025  Cumulative  plus  Project 

2025  Cumulative  Option  1  Option  2 

Average  Average  Average 

Intersection  Delay^       LOS"       Delay^       LOS''       Delay'  LOS" 

40.     Octavia  Boulevard/Market  Street'  >80  F  >80  F  >80  F 

52.     Church  Street/Market  Street/  >80  F  >80  F  >80  F 

14th  Street 

Source:     Wilbur  Smith  Associates,  October  2008 
Notes: 

a.  Delay  in  seconds  per  vehicle. 

b.  Intersections  operating  at  LOS  E  or  LOS  F  conditions  highlighted  in  bold. 

c.  LOS  and  average  delay  for  Octavia  Boulevard/Market  Street  for  combined  impacts  of  Projects  2-1 1  and  2-12. 

d.  LOS  and  average  delay  for  Church  Street/Market  Street/14"'  Street  for  combined  impacts  of  Projects  2-3  and  2-1 1. 


REVISED  TABLE  V.2-36 
CLUSTER  2  -  PROJECTS  2-3  AND  2-11 
COMPARISON  OF  LEVEL  OF  SERVICE  (LOS)  AND  AVERAGE  DELAY  FOR  CHURCH 
STREET/MARKET  STREET/14^"  STREET  -  EXISTING  AND  EXISTING  PLUS  PROJECT 
CONDITIONS  -  WEEKDAY  PM  PEAK  HOUR 


Existing  plus  Project  Option  1 


Existing  plus  Project  Option  2 


Existing 


Project  2-1 1 


Combined 
Projects  2-3  and 
2-11 


Project  2-11 


Combined 
Projects  2-3  and 
2-11 


Average 
Delay^ 


LOS"^ 


Average 
Delay^ 


LOS" 


Average 
Delay"" 


52.2 


D 


52,2 


52.2 


LOS' 
D 


Average 
Delay" 

52  2 


LOS' 

D 


Average 
Delay' 

522 


LOS" 
D 


Source:     Wilbur  Smith  Associates,  October  2008 
Notes: 

a.  Delay  in  seconds  per  vehicle. 

b.  Intersections  operating  at  LOS  E  or  LOS  F  conditions  hiRhliy;htcd  in  bold. 
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TABLE  V.2-37 
CLUSTER  2  -  PROJECT  2-11  ' 
INTERSECTION  LEVEL  OF  SERVICE  (LOS)  AND  AVERAGE  DELAY  -  2025  CUMULATIVE  AND 
2025  CUMULATIVE  PLUS  PROJECT  CONDITIONS  -  WEEKDAY  AM  PEAK  HOUR 


Existing  plus  Project 


Existing  Option  1  Option  2 

Average  Average  Average 

Intersection  Delay^       LOS"       Delay^       LOS**       Delay^  LOS" 


40.     Octavia  Boulevard/Market  Street^  >80  F  >80  F  >80  F 

52.     Church  Street/Market  Street/  >80  F  >80  F  >80  F 

14'*^  Street^^ 


Source:  Wilbur  Smith  Associates,  October  2008 
Notes: 

a.  Delay  in  seconds  per  vehicle. 

b.  Intersections  operating  at  LOS  E  or  LOS  F  conditions  highlighted  in  bold. 

c.  LOS  and  average  delay  for  Octavia  Boulevard/Market  Street  for  combined  impacts  of  Projects  2-11  and  2-12. 

d.  LOS  and  average  delay  for  Church  Street/Market  Street/M*  Street  for  combined  impacts  of  Projects  2-3  and  2-1 1. 


TABLE  V.2-38 
CLUSTER  2  -  PROJECT  2-11^'' 
INTERSECTION  LEVEL  OF  SERVICE  (LOS)  AND  AVERAGE  DELAY  -  2025  CUMULATIVE  AND 
2025  CUMULATIVE  PLUS  PROJECT  CONDITIONS  -  WEEKDAY  AM  PEAK  HOUR 


2025  Cumulative  plus  Project 


2025  Cumulative  Option  1  Option  2 


Average  Average  Average 

Intersection  Delay^       LOS"       Delay^       LOS"       Delay^  LOS" 


40.     Octavia  Boulevard/Market  Street'  >80  F  >80  F  >80  F 

52.     Church  Street/Market  Street/  >80  F  >80  F  >80  F 

14th  Street"^ 


Source:     Wilbur  Smith  Associates,  October  2008 

Notes: 

a.  Delay  in  seconds  per  vehicle. 

b.  Intersections  operating  at  LOS  E  or  LOS  F  conditions  highlighted  in  bold. 

c.  LOS  and  average  delay  for  Octavia  Boulevard/Market  Street  for  combined  impacts  for  Projects  2-1 1  and  2-12. 

d.  LOS  and  average  delay  for  Church  Street/Market  Streel/14"'  Street  for  combined  impacts  of  Projects  2-3  and  2-11. 
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TABLE  V.2-39 
CLUSTER  2  -  PROJECT  2-3  AND  2-1 1 
COMPARISON  OF  LEVEL  OF  SERVICE  (LOS)  AND  AVERAGE  DELAY  FOR  CHURCH 
STREET/MARKET  STREET/14^"  STREET  -  2025  CUMULATIVE  AND  2025  CUMULATIVE  PLUS 
PROJECT  CONDITIONS  -  WEEKDAY  PM  PEAK  HOUR 


2025  Cumulative 


Average 
Delay^ 


LOS' 


2025  Cumulative  plus  Project 
Option  1   


Project  2-1 1 


Combined 
Projects 
2-3  and  2-11 


Average 
Delay^ 


LOS' 


Average 
Delay^ 


LOS" 


2025  Cumulative  plus  Project 
Option  2 


Project  2-11 


Combined 
Projects 
2-3  and  2-11 


Average 
Delay' 


LOS' 


Average 
Delay' 


LOS' 


>80 


>80 


>80 


>80 


>80 


Source:  Wilbur  Smith  Associates,  October  2008 

Notes: 

a.  Delay  in  seconds  per  vehicle. 

b.  Iniersections  operating  at  LOS  E  or  LOS  F  conditions  highlighted  in  bold. 


REVISED  TABLE  V.2-40 
CLUSTER  2  -  PROJECT  2-11  C,D 
INTERSECTION  LEVEL  OF  SERVICE  (LOS)  AND  AVERAGE  DELAY  -  EXISTING  AND 
EXISTING  PLUS  PROJECT  CONDITIONS  -  WEEKDAY  PM  PEAK  HOUR 


Existing  plus  Project 


Existing  Option  1  Option  2 


Average  Average  Average 

Intersection                      Delay"  LOS"       Delay'  LOS"       Delay'  LOS" 

40.    Octavia  Boulevard/Market              41.9  D          41.9  D          41.9  D 
Street' 

52.    Church  Street/Market  Street/           52.2  D           52  2  D          52.2  D 
14th  Street'^ 


Source:  Wilbur  Smith  Associates,  October  2008 

Notes: 

a.  Delay  in  seconds  per  vehicle. 

b.  Intersections  operating  at  LOS  E  or  LOS  V  conililii'iis  highlighted  in  tnild. 

c.  LOS  and  average  delay  for  combined  impacts  tor  Projects  2- 1 1  .ind  2- 1 2. 

d.  LOS  and  average  delay  for  Church  Slrci'l/Market  Slrwl/H'*"  Slrwl  lor  combined  inijvn  In  oI  ^n>n^  iv »  >  ,ind  2  \  l. 
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A.  Transportation 
3.      Project-Level  Analysis 


TABLE  V.2-41 
CLUSTER  2  -  PROJECT  l-AI^" 
INTERSECTION  LEVEL  OF  SERVICE  (LOS)  AND  AVERAGE  DELAY  -  2025  CUMULATIVE  AND 
2025  CUMULATIVE  PLUS  PROJECT  CONDITIONS  -  WEEKDAY  PM  PEAK  HOUR 

2025  Cumulative  plus  Project 

2025  Cumulative  Option  1  Option  2 

Average  Average  Average 

Intersection  Delay^       LOS"       Delay^       LOS"       Delay^  LOS*" 

40.     Octavia  Boulevard/Market  Street^  >80  F  >80  F  >80  F 

52.     Church  Street/Market  Street/  >80  F  >80  F  >80  F 

14th  Street 


Source:  Wilbur  Smith  Associates,  October  2008 
Notes: 

a.  Delay  in  seconds  per  vehicle. 

b.  Intersections  operating  at  LOS  E  or  LOS  F  conditions  highlighted  in  bold. 

c.  LOS  and  average  delay  for  combined  impacts  for  Projects  2-11  and  2-12. 

d.  LOS  and  average  delay  for  Church  Street/Market  Street/14"'  Street  for  combined  impacts  of  Projects  2-3  and  2-11. 


Intersection  40:  Octavia  Boulevard/Market  Street 

The  Octavia  Boulevard/Market  Street  intersection  is  common  to  Projects  2-11  and  2-12  within 
the  Cluster  2  area.  Only  one  design  option  is  proposed  for  Project  2-12.  For  Project  2-11,  two 
design  options  are  proposed.  Project  2-12  has  the  same  lane  configuration  as  Existing 
conditions.  Similarly,  Options  1  and  2  for  Project  2-11  have  the  same  lane  configuration  as  that 
for  Existing  conditions.  Therefore,  no  changes  to  the  lane  configuration  are  proposed  under 
either  Options  for  Projects  2-11  and  2-12. 

•    Option  1 

Existing  and  Existing  plus  Project  Conditions  for  Projects  2-11  and  2-12  combined  - 
AM  Analysis 

In  the  AM  Peak  Hour  under  Existing  conditions,  this  intersection  operates  at  LOS  F  with 
more  than  80  seconds  of  delay.  The  Octavia  Boulevard/Market  Street  intersection  would 
continue  to  operate  unsatisfactorily  at  LOS  F,  with  more  than  80  seconds  of  delay  under 
Existing  plus  combined  Projects  2-11  Option  1  and  2-12  conditions.  There  would  be  no 
lane  configuration  adjustments  to  the  study  intersection  under  Existing  plus  Project 
conditions.  Hence,  there  would  be  no  change  in  LOS  or  delay  at  this  intersection, 
compared  to  Existing  conditions.  Therefore,  a  significant  impact  would  not  occur  at  the 
Octavia  Boulevard/Market  Street  intersection  in  the  AM  peak  hour  under  Existing 
conditions  with  the  implementation  of  combined  Project  2-11  Option  1  and  Project  2-12. 
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Existing  and  Existing  plus  Project  Conditions  for  Projects  2-11  and  2-12  combined  - 
PM  Analysis 

In  the  PM  Peak  Hour,  under  Existing  conditions,  this  intersection  operates  at  LOS  D 
with  41.9  seconds  of  delay.  The  Octavia  Boulevard/Market  Street  intersection  would 
operate  satisfactorily  at  LOS  D,  with  41.9  seconds  of  delay  under  Existing  plus  combined 
Projects  2-11  Option  1  and  2-12  conditions.  There  would  be  no  lane  configuration 
adjustments  to  the  study  intersection  under  Existing  plus  Project  conditions.  Hence, 
there  would  be  no  change  in  LOS  or  delay  for  this  intersection,  compared  to  Existing 
conditions.  Therefore,  a  significant  impact  would  not  occur  at  the  Octavia 
Boulevard/Market  Street  intersection  with  the  implementation  of  combined  Project  2-11 
Option  1  and  Project  2-12  for  the  PM  peak  hour. 

2025  Cumulative  and  2025  Cumulative  plus  Project  Conditions  for  Projects  2-11  and  2- 
12  combined  -  AM  Analysis 

In  the  AM  Peak  Hour,  the  Octavia  Boulevard/Market  Street  intersection  would  operate 
unsatisfactorily  at  LOS  F,  with  more  than  80  seconds  of  average  delay  under  2025 
Cumulative  combined  Projects  2-11  Option  1  and  2-12  conditions.  This  intersection 
would  operate  unsatisfactorily  at  LOS  F  with  more  than  80  seconds  of  average  delay 
under  2025  Cumulative  plus  Project  conditions.  However,  there  are  no  lane 
configuration  adjustments  to  the  study  intersection  under  2025  Cumulative  plus  Project 
conditions;  therefore  there  would  be  no  change  in  LOS  or  delay  for  this  intersection. 
Thus  a  significant  impact  would  not  occur  at  the  Octavia  Boulevard/Market  Street 
intersection  in  the  AM  peak  hour  with  the  implementation  of  combined  Project  2-11 
Option  1  and  Project  2-12  under  2025  Cumulative  plus  Project  conditions. 

2025  Cumulative  and  2025  Cumulative  plus  Project  Conditions  for  Projects  2-11  and  2- 
12  combined  -  PM  Analysis 

In  the  PM  Peak  Hour,  the  Octavia  Boulevard/Market  Street  intersection  would  operate 
unsatisfactorily  at  LOS  F,  with  more  than  80  seconds  of  average  delay  under  2025 
Cumulative  combined  Projects  2-11  Option  1  and  2-12  conditions.  This  intcrsoclion 
would  operate  unsatisfactorily  at  LOS  F,  with  more  than  80  seconds  of  average  delay 
under  2025  Cumulative  plus  Project  conditions.  However,  there  .iri<  no  lane 
configuration  adjustments  to  the  study  intersection  under  2025  Cumiilati\  plus  Project 
conditions;  therefore,  there  would  be  no  change  in  LOS  or  delay  for  this  interst\ iion. 
Thus  a  significant  impact  would  not  occur  at  the  Octavia  Houlevanl/Market  Slrivl 
intersection  with  the  implementation  of  combined  Project  2-1 1  Option  I  and  Project  2-12 
under  2025  Cumulative  plus  Project  conditions. 

•     Option  2 

Existing  and  Existing  plus  Project  Conditions  for  Projects  2-11  and  2-12  combined  - 

AM  Analysis 

In  the  AM  Peak  lloiir,  imuIim  l-\istiiij;  », iMuiitions,  this  inlersi**. tu>ti  o|HMales  al  \.OS  F 
with  more  than  80  seconds  of  delay.  I  he  Octavia  Boulovard/Markel  Street  inlerstvtiim 
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would  operate  unsatisfactorily  at  LOS  F,  with  more  than  80  seconds  of  delay  under 
Existing  plus  combined  Projects  2-11  Option  2  and  2-12  conditions.  There  would  be  no 
lane  configuration  adjustments  to  the  study  intersection  under  Existing  plus  Project 
conditions.  Hence,  there  would  be  no  change  in  LOS  or  delay  for  this  intersection 
compared  to  Existing  conditions.  Therefore,  a  significant  impact  would  not  occur  at  this 
intersection  with  the  implementation  of  combined  Project  2-11  Option  2  and  Project  2-12 

Existing  and  Existing  plus  Project  Conditions  for  Projects  2-11  and  2-12  combined  - 
PM  Analysis 

In  the  PM  Peak  Hour,  under  Existing  conditions,  this  intersection  operates  at  LOS  D 
with  41.9  seconds  of  delay.  The  study  intersection  would  continue  to  operate 
satisfactorily  at  LOS  D,  with  41.9  seconds  of  delay  under  Existing  plus  combined 
Projects  2-11  Option  2  and  2-12  conditions.  There  would  be  no  lane  configuration 
adjustments  to  the  study  intersection  under  Existing  plus  Project  conditions.  Hence, 
there  would  be  no  change  in  LOS  or  delay  for  this  intersection  for  Existing  plus  Project 
conditions,  compared  to  Existing  conditions.  Therefore,  a  significant  impact  would  not 
occur  at  this  intersection  with  the  implementation  of  combined  Project  2-11  Option  2  and 
Project  2-12. 

2025  Cumulative  and  2025  Cumulative  plus  Project  Conditions  for  Projects  2-11  and  2- 
12  combined  -  AM  Analysis 

In  the  AM  Peak  Hour,  the  Octavia  Boulevard/Market  Street  intersection  would  operate 
unsatisfactorily  at  LOS  F,  with  more  than  80  seconds  of  average  delay  under  2025 
Cumulative  combined  Projects  2-11  Option  2  and  2-12  conditions.  This  intersection 
would  operate  unsatisfactorily  at  LOS  F  with  more  than  80  seconds  of  average  delay 
under  2025  Cumulative  plus  Project  conditions.  However,  there  are  no  lane 
configuration  adjustments  to  the  study  intersection  under  2025  Cumulative  plus  Project 
conditions;  therefore  there  would  be  no  change  in  LOS  or  delay  for  this  intersection. 
Thus  a  significant  impact  would  not  occur  at  the  Octavia  Boulevard/Market  Street 
intersection  in  the  AM  peak  hour  with  the  implementation  of  combined  Project  2-11 
Option  2  and  Project  2-12  under  2025  Cumulative  plus  Project  conditions. 

2025  Cumulative  and  2025  Cumulative  plus  Project  Conditions  for  Projects  2-11  and  2- 
12  combined  -  PM  Analysis 

In  the  PM  Peak  hour,  the  Octavia  Boulevard/Market  Street  intersection  would  operate 
unsatisfactorily  at  LOS  F,  with  more  than  80  seconds  of  average  delay  under  2025 
Cumulative  combined  Projects  2-11  Option  2  and  2-12  conditions.  This  intersection 
would  operate  unsatisfactorily  at  LOS  F,  with  more  than  80  seconds  of  average  delay 
under  2025  Cumulative  plus  Project  conditions.  However,  there  are  no  lane 
configuration  adjustments  to  the  study  intersection  under  2025  Cumulative  plus  Project 
conditions;  therefore,  there  would  be  no  change  in  LOS  or  delay  for  this  intersection. 
Thus  a  significant  impact  would  not  occur  at  the  Octavia  Boulevard/Market  Street 
intersection  with  the  implementation  of  combined  Project  2-11  Option  2  and  Project  2-12 
under  2025  Cumulative  plus  Project  conditions. 
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Project  2-11 

Since  the  impacts  of  the  combined  Projects  2-11  Options  1  and  2  and  2-12  would  not 
result  in  a  significant  traffic  impact  for  either  the  AM  or  PM  peak  hour  under  Existing 
plus  Project  and  2025  Cumulative  plus  Project  conditions,  there  would  be  no  significant 
traffic  impact  from  either  Option  1  or  Option  2  of  individual  Project  2-11. 

Intersection  52:  Church  Street/Market  Street/14'^  Street 

The  Church  Street/Market  Street/14'^  Street  intersection  is  common  to  Projects  2-3  and  2-11 
within  the  Cluster  2  area.  Therefore,  the  analysis  for  the  combined  projects  has  been  presented 
under  Project  2-3,  and  is  not  repeated  here. 

•    Option  1 

Existing  and  Existing  plus  Project  Conditions  for  combined  Projects  2-3  and  2-11 
Option  1  -  AM  Analysis 

Please  see  the  discussion  regarding  AM  analysis  for  the  combined  projects  under  Project 
2-3. 

Existing  and  Existing  plus  Project  Conditions  for  Projects  2-3  and  2-11  combined  -  I'M 
Analysis 

Please  see  the  discussion  regarding  PM  analysis  for  the  combined  projects  under  I'roject 

2-3. 

Existing  and  Existing  plus  Project  Conditions  for  Project  2-11  Option  1  -  AM  Analysis 

For  AM  peak  hour  conditions,  combined  Projects  2-3  and  2-1 1  Option  1  would  not  result 
in  a  significant  traffic  impact  at  the  Church  Street/Market  Street/14"'  Street  intersoction. 
Therefore,  there  would  be  no  significant  traffic  impact  for  the  AM  peak  hour  at  the 
Church  Street/Market  Street/14"'  Street  intersection  as  a  result  ot  Pn^ject  2-1 1  C">pli»>n  I. 

Existing  and  Existing  plus  Project  Conditions  for  Project  2-11  Modified  Option  1  -  PM 
Analysis 

In  the  PM  peak  hour,  under  Existing  conditions,  this  intersection  operates  at  l.C^  D 
with  52.2  seconds  of  delay.  The  Church  Street/Market  Street/14""  Strivt  intersiiiion 
would  operate  at  LOS  D,  with  52.2  secomls  of  delay  under  Existing  plus  projtvt 
conditions  for  Project  2-11  Modified  Option  1  ,  lor  the  I'M  peak  hour.  Ihereli>re  a 
significant  impact  would  not  occur  at  the  Church  Stri-et/Market  Street/H"*  Street 
intersection  with  the  implementation  ot  Project  2- 1 1  Modifieil  Caption  I.  Table  V.2-36, 
p. V. A. 3-297,  summari/i>s  these  results. 
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2025  Cumulative  and  2025  Cumulative  plus  Project  Conditions  for  Option  1  of 
Projects  2-3  and  2-11  combined  -  AM  Analysis 

Please  see  the  analysis  of  impacts  for  the  combined  projects  under  Project  2-3. 

2025  Cumulative  and  2025  Cumulative  plus  Project  Conditions  for  Projects  2-3  and  2- 
11  combined  -  PM  Analysis 

Please  see  the  analysis  of  impacts  for  the  combined  projects  under  Project  2-3. 

2025  Cumulative  and  2025  Cumulative  plus  Project  Conditions  for  Project  2-11  -  AM 
Analysis 

In  the  AM  Peak  Hour,  the  Church  Street/Market  Street/14th  Street  intersection  would 
operate  unsatisfactorily  at  LOS  F,  with  more  than  80  seconds  of  delay  under  2025 
Cumulative  conditions  for  the  AM  peak  hour.  Under  2025  Cumulative  plus  Project  211 
Modified  Option  1  conditions,  this  intersection  would  operate  unsatisfactorily  at  LOS  F, 
with  more  than  80  seconds  of  delay.  Since  there  would  be  no  change  in  LOS  or  delay  to 
the  intersection  as  a  result  of  Project  2-11  Modified  Option  1  and  the  proposed  project 
would  not  change  the  lane  configuration  of  the  westbound  approach  to  the  intersection  , 
a  significant  impact  would  not  occur  at  this  intersection  with  the  implementation  of 
Project  2-11  Modified  Option  1  under  2025  Cumulative  plus  Project  conditions. 

2025  Cumulative  and  2025  Cumulative  plus  Project  Conditions  for  Project  2-11  Option 
1  -  PM  Analysis 

In  the  PM  Peak  Hour,  the  Church  Street/Market  Street/M""  Street  intersection  would 
operate  unsatisfactorily  at  LOS  F,  with  more  than  80  seconds  of  average  delay  under 
2025  Cumulative  conditions.  Under  2025  Cumulative  plus  Project  2-11  Option  1 
conditions,  this  intersection  would  continue  to  operate  unsatisfactorily  at  LOS  F,  with 
more  than  80  seconds  of  delay.  Because  Project  2-11  would  not  change  the  lane 
configuration  of  the  southbound  approach  to  this  intersection,  the  LOS  and  delay  for 
2025  Cumulative  with  and  without  the  project  would  be  the  same.  There  would  be  no 
change  to  the  delay  or  LOS  at  this  intersection  for  2025  Cumulative  plus  Project 
conditions  for  Project  2-11  Modified  Option  1.  However,  for  the  purpose  of  this 
analysis,  the  EIR  will  take  the  more  conservative  approach  and  retain  the  LOS  F  as  a 
significant  and  unavoidable  impact. 
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•     Option  2 

Existing  and  Existing  plus  Project  Conditions  for  Projects  2-3  and  2-11  combined  - 
AM  Analysis 

Please  see  the  analysis  of  impacts  for  the  combined  projects  under  Project  2-3. 

Existing  and  Existing  plus  Project  Conditions  for  Projects  2-3  and  2-11  combined  -  PM 
Analysis 

Please  see  the  analysis  of  impacts  for  the  combined  projects  under  Project  2-3. 

Existing  and  Existing  plus  Project  Conditions  for  Project  2-11  Option  2  -  AM  Analysis 

For  AM  peak  hour  conditions,  combined  Projects  2-3  and  2-11  Option  2  would  not  result 
in  a  significant  traffic  impact  at  the  Church  Street/Market  Street/M""  Street  intersection. 
Therefore,  there  would  be  no  significant  traffic  impact  for  the  AM  peak  hour  at  the 
Church  Street/Market  Street/14"'  Street  intersection  as  a  result  of  Project  2-1 1  Option  2. 

Existing  and  Existing  plus  Project  Conditions  for  Project  2-11  -  PM  Analysis 

In  the  PM  Peak  Hour,  under  Existing  conditions,  for  the  PM  peak  hour,  this  intersection 
operates  at  LOS  D  with  52.2  seconds  of  delay.  There  are  no  lane  configuration  changes  to 
the  study  intersection  under  Existing  plus  Project  2-11  Option  2  conditions  compared  to 
Existing  conditions.  Hence,  there  would  be  no  change  in  LOS  or  delay  lor  the  Church 
Street/Market  Street/14"'  Street  intersection  for  Existing  plus  Project  conditions. 
Therefore,  under  Existing  plus  Project  conditions.  Project  2-11  Option  2  would  not  cause 
a  significant  impact  to  the  Church  Street/Market  Street/14"'  Street  intersection.  Table 
V.2-40,  p.  V.A.3-Error!  Bookmark  not  defined.,  summarizes  these  results. 

2025  Cumulative  and  2025  Cumulative  plus  Project  Conditions  for  Projects  2-3  and  2- 
11  combined  -  AM  Analysis 

Please  see  the  analysis  of  impacts  for  the  combined  projects  under  Project  2-3. 

2025  Cumulative  and  2025  Cumulative  plus  Project  Conditions  for  Projects  2-3  and  2- 
11  combined  -  PM  Analysis 

Please  see  the  analysis  of  impacts  for  the  combined  projects  under  Projtxrl  2-3. 

2025  Cumulative  and  2025  Cumulative  plus  Project  Conditions  for  Project  2-11  -  AM 

Analysis 

In  the  AM  Peak  Hour,  the  Church  Street/Market  Street/14"'  Street  intersection  would 
operate  unsatisfactorily  at  LOSE,  with  more  than  80  seconds  of  average  delay  imder 
2025  Cumulative  plus  Project  2-1 1  (Option  2  conditions,  for  the  AM  [-hmK  hi>ur.  I  K>wever, 
there  are  no  lane  configuration  ailjustments  to  the  study  intersectit>n  under  2025 
Cumulative  plus  Project  conditions;  therefore,  there  would  be  no  change  in  LOS  or  delay 
for  this  intersection.  Thus  a  significant  imparl  wouKI  not  mvur  .it  the  Church 
Street/Market  Street/14"'  StreiM  inUrsiilion  li>r  the  AM  I'eak  Innir  with  the 
implemontnlion  of  Project  2-1 1  C)ptit)n  2  uinK'r  202.5  C  uiiiulati\ i*  plus  IVi>ji\:t  conditions. 
Table  V.2-38,  p.  V.A.3-298,  summarizes  tlu-si>  results 
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2025  Cumulative  and  2025  Cumulative  plus  Project  Conditions  for  Project  2-11  -  PM 
Analysis 

In  the  PM  Peak  Hour,  the  Church  Street/Market  Street/14"'  Street  intersection  would 
operate  unsatisfactorily  at  LOS  F,  with  more  than  80  seconds  of  delay  under  2025 
Cumulative  plus  Project  2-11  Option  2  conditions.  However,  there  are  no  lane 
configuration  adjustments  to  the  study  intersection  under  2025  Cumulative  plus  Project 
conditions;  therefore,  there  would  be  no  change  in  LOS  or  delay  for  this  intersection. 
Thus  a  significant  impact  would  not  occur  at  the  Church  Street/Market  Street/14"'  Street 
intersection  for  the  PM  Peak  hour  with  the  implementation  of  Project  2-11  Option  2 
under  2025  Cumulative  plus  Project  conditions.  Table  V.2-38,  p.  V.A.3-298,  summarizes 
these  results. 

Significant  Impact  TR-P2-llb: 

The  intersection  of  Church  Street/Market  Street/14"'  Street  would  operate  at  LOS  F  under  2025 
Cumulative  plus  Project  conditions  for  Project  2-11  Option  1  for  the  PM  peak  hour. 

TRANSIT 

The  Muni  F-Market  streetcar  runs  on  the  center  lane  with  approximately  10  cars  per  hour  each 
way  during  the  AM  and  PM  peak  periods.  F-Market  streetcars  stop  in  the  center  lane  to  load 
and  unload  passengers  at  a  transit  island  and  do  not  conflict  with  bicycle  movement. 

Muni  bus  line  37  runs  westbound  between  Church  and  Diamond  Streets  and  eastbound 
between  Eureka  and  Church  Streets,  with  approximately  four  buses  each  way  during  the  AM 
and  PM  peak  periods.  There  are  two  westbound  Muni  bus  stops  at  the  far  side  of  Sanchez  and 
Noe  Streets.  There  is  one  eastbound  bus  stop  on  the  near  side  of  Sanchez  Street  in  the  right-turn 
lane  before  buses  make  a  right  turn  onto  15"'  Street.  Observations'  show  that  buses  generally 
pick  up  and  drop  off  passengers  at  the  stops  at  an  angle  without  being  completely  parallel  to 
the  curb. 


Field  sjjrveys  were  conducted  by  CHS  Consulting  on  Thursday,  September  20,  2007  during  the 
midday. 
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•  Option  1 

Under  Option  1,  the  right-turn  only  lane  on  eastbound  Market  Street  approaching 
Sanchez  Street  would  be  removed  and  replaced  by  a  six-foot  wide  Class  II  bicycle  lane, 
with  additional  width  given  to  the  adjacent  travel  lane.  When  buses  arrive  at  the  near- 
side bus  stop  at  this  location,  they  would  stop  in  the  curbside  bicycle  lane  to  load  or 
unload  passengers,  and  bicyclists  would  pass  the  bus  to  the  left  in  the  general  travel  lane 
as  they  currently  do  when  buses  stop  in  the  existing  right-turn  only  lane.  Therefore, 
there  would  be  no  significant  transit  impacts  under  Project  2-11  Option  1. 

•  Option  2 

Option  2  would  reduce  the  width  of  the  sidewalk  on  Market  Street  by  five  feet  at  this 
location  in  order  to  maintain  the  right-turn  lane  and  extend  the  five-foot  wide  Class  II 
bicycle  lane  on  the  nearside  of  Sanchez  Street.  Option  2  would  operate  the  same  for 
transit  as  the  Existing  conditions.  Therefore,  there  would  be  no  significant  transit 
impacts  under  Project  2-11  Option  2. 

PARKING 

There  are  approximately  185  existing  on-street  parking  spaces  on  both  sides  of  Market  Street 
between  17'*^  Street  and  Octavia  Boulevard. 

•  Option  1 

Modified  Option  1  would  remove  approximately  47  on-street  parking  spaces  (about  27 
percent  of  the  total)  between  17"'  Street  and  Octavia  Boulevard,  about  27  spaces  on  the 
north  side  of  Market  Street  and  20  spaces  on  the  south  side.  Parking  iKCupancy  on 
Market  Street  in  the  vicinity  of  Project  2-11  is  high  at  approximately  80  percent.  The  loss 
of  47  parking  spaces  under  Modified  Option  1  would  create  a  parking  demand  higher 
than  the  proposed  supply  and  would  cause  approximately  10  vehicles  to  stx*k  parking 
elsewhere  in  the  vicinity.  In  San  Francisco,  parking  supply  is  not  ct»nsidered  a 
permanent  physical  condition,  and  changes  in  the  parking  supply  would  not  be  a 
significant  environmental  impact  under  CEQA,  but  rallu  r  a  scKinl  effect.  Ihe  K>ss  ol 
parking  may  cause  potential  indirect  physical  effects,  which  wmild  include  cars  circling 
and  looking  for  a  parking  space  in  neighboring  streets.  The  secondary  effects  of  drivers 
searching  for  parking  is  typically  offset  by  a  reduction  in  vehicle  trips  due  ti>  some 
drivers  becoming  aware  of  constrained  parking  ctinditions  in  a  given  area  .ind 
subsequently  shifting  travel  modes.  Any  secondary  environmental  impacts  that  may 
result  from  a  shortfall  in  parking  woulil  bi>  iniiior,  ami  .in\  net  ti>duction  in  on-streel 
parking  supply  would  not  result  in  significant  parking  impacts,  therefore,  this  would 
not  be  considered  a  significant  parking  imf>at  l  w  ith  inipliMn«'ntation  of  rn^jr*  I 
Option  1. 
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•    Option  2 

Option  2  would  remove  approximately  three  on-street  parking  spaces  on  the  south  side 
of  Market  Street  between  Duboce  and  Guerrero  Streets.  The  loss  of  three  parking  spaces 
would  be  minimal  and  the  demand  could  still  be  accommodated  within  the  remaining 
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spaces.  Therefore  there  would  be  no  significant  parking  impact  with  implementation  of 
Project  2-11  Option  2. 

PEDESTRIAN 

•  Option  1 

Option  1  would  reduce  the  sidewalk  width  on  the  north  side  of  Market  Street  by  five 
feet  on  the  nearside  of  Lagima  and  Buchanan  Streets  and  on  the  south  side  direction  on 
the  nearside  of  Guerrero  Street.  The  resulting  sidewalk  widths  at  these  locations  would 
be  a  minimum  of  15  feet,  which  is  a  sufficient  width  for  pedestrians  to  travel  safely. 

•  Option  2 

Option  2  would  reduce  the  width  of  the  sidewalk  by  five  feet  on  the  nearside  of  Laguna, 
Buchanan,  Church,  Sanchez,  and  Noe  Streets  on  both  sides  of  Market  Street.  The 
resulting  sidewalk  widths  at  these  locations  would  be  a  minimum  of  10  feet,  which  is 
suitable  for  pedestrian  movements. 

Under  both  options.  Project  2-11  would  extend  the  pedestrian  crossing  distance  by  five 
feet  at  Noe  and  Sanchez  Streets.  The  curb-to-curb  width  along  this  section  of  Market 
Street  is  approximately  82  feet  wide  and  there  is  a  refuge  area  on  the  south  side  of  the 
street  approaching  these  two  intersections.  The  existing  pedestrian  crossing  time  is 
approximately  26  seconds  which  should  be  sufficient  for  pedestrians  to  cross  the 
proposed  width  of  Market  Street  (87  feet  at  3.3  ft/sec).  Therefore,  there  would  bo  ni> 
significant  pedestrian  impacts  with  the  implementation  of  Project  2-11. 

BICYCLE 

Extending  the  existing  Class  II  bicycle  lanes  to  the  intersections  would  provide  bicyclists  with  a 
designated  right-of-way  for  travel.  Therefore,  neither  Option  1  nor  Option  2  i^t  Project  2-11 
would  have  a  significant  impact  on  cyclists  but  could  have  the  beneficial  eflect  ot  improving 
roadway  conditions  and  safety  for  bicyclists. 

LOADING 

This  segment  of  Market  Street  has  substantial  retail  and  commercial  uses  and  delivery  vehicles 
rely  on  the  on-street  parking  spaces  for  loading  and  unloading.  A  moderate  amount  ot  double- 
parking  was  observed^  during  the  midday. 

•  Option  1 

With  Option  1,  the  block  with  the  largest  reduction  in  on-slnel  parking  spaces  (nine 
spaces)  is  on  the  north  side  of  Market  Street  near  Noe  sStreet.  lliis  ctirner  has  ,i  restaurant 


Field  surveys  were  conducted  by  CI  IS  Consultinj;  on  i  lnirsday,  September  20,  2007  during  the 

midday. 
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and  other  active  retail  uses,  and,  as  a  result  of  Project  2-11  Option  1,  their  loading 
demand  would  have  to  be  accommodated  on  Noe  Street  where  additional  on-street 
yellow  commercial  freight  loading  spaces  may  need  to  be  created.  Therefore,  there 
would  be  significant  loading  impacts  (Significant  Impacts  TR-P2-llc  and  2-1  Id)  with 
implementation  of  Project  2-11  Option  1  under  Existing  plus  Project  and  2025 
Cumulative  plus  Project  conditions. 

•    Option  2 

Option  2  would  not  remove  on-street  parking  spaces  and  therefore  would  not  have  an 
impact  on  loading. 

Significant  Impact  TR-P2-llc: 

A  significant  impact  to  loading  would  result  on  the  north  side  of  Market  Street  near  Noe  Street 
from  implementation  of  Project  2-11  Option  1  under  Existing  plus  Project  conditions. 

Significant  Impact  TR-P2-lld: 

A  significant  impact  to  loading  would  result  on  the  north  side  of  Market  Street  near  Noe  Street 
from  implementation  of  Project  2-11  Option  1  under  2025  Cumulative  plus  Project  conditions. 

PROJECT  2-12:  MARKET  STREET  BICYCLE  LANES,  OCTAVIA  BOULEVARD  TO  VAN 
NESS  AVENUE  iillMHllli 

Project  2-12  was  implemented  on  May  15,  2006,  prior  to  the  Bicycle  Plan  injunction;  as  such, 
post-project  implementation  conditions  describe  what  is  on  the  ground  today  and  are  analyzed 
under  Existing  plus  Project  and  2025  Cumulative  plus  Project  conditions.  Pre-project  conditions 
describe  what  existed  before  the  implementation  of  Project  2-12  and  are  analyzed  under 
Existing  and  2025  Cumulative  conditions. 

A  Class  II  bicycle  lane  was  added  in  both  directions,  except  on  the  south  side  between  Gough 
Street  and  Valencia  Street,  where  sharrows  were  added.  Approximately  30  metered  on-street 
parking  spaces  and  six  metered  motorcycle  spaces  were  removed  from  Market  Street  between 
12"'  Street  and  Octavia  Boulevard.  A  total  of  30  metered  parking  spaces  were  added  at  nearby 
locations  on  Market,  12"^  and  Gough  Streets  by  converting  parallel  parking  spaces  to 
perpendicular  spaces  and  by  the  removal  of  a  travel  lane. 

TRAFFIC:  INTERSECTION  LEVEL  OF  SERVICE  (LOS) 

One  study  intersectien  is  included  for  the  AM  and  PM  peak  hours  for  Project  2-12. 
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Intersection  40:  Octavia  Boulevard/Market  Street 

This  Octavia  Boulevard/Market  Street  intersection  is  common  to  both  Projects  2-11  and  2-12. 
Therefore,  the  AM  and  PM  analysis  for  this  intersection  has  been  discussed  under  Project  2-11. 
There  would  be  no  significant  traffic  impacts  resulting  from  Projects  2-11  and  2-12  combined. 
Therefore,  there  v\^ould  be  no  significant  impacts  from  individual  Project  2-12  for  either  AM  or 
PM  peak  hour  conditions,  for  either  Existing  plus  Project  or  2025  Cumulative  plus  Project. 
Please  see  the  discussion  for  the  combined  projects  under  Project  2-11  for  both  AM  and  PM 
analysis  for  Existing  plus  Project  and  2025  Cumulative  plus  Project.  See  Table  V.2-37, 
p.  V.A.3-298,  Table  V.2-38,  p.  V.A.3-298,  Table  V.2-39,  p.  V.A.3-299,  Table  V.2-40,  p.  V.A.3-Error! 
Bookmark  not  defined.,  and  Table  V.2-41,  p.  V.A.3-300,  for  the  results  of  study  at  this 
intersection. 

TRANSIT 

There  are  five  eastbound  Muni  bus  lines  (6,  7,  26,  71,  and  71 L)  with  a  combined  frequency  of 
approximately  25  buses  per  hour  during  the  AM  and  PM  peak  periods.  The  Muni  F-Market 
streetcar  line  operates  in  the  median  with  approximately  10  cars  per  hour  during  the  AM  peak 
period  and  approximately  nine  cars  per  hour  during  the  PM  peak  period.  All  eastbound  Muni 
buses  and  F-Market  streetcars  travel  in  the  center  lane  of  Market  Street  with  island  stops 
adjacent  to  the  center  lane.  There  is  no  interface  between  bicycles  and  eastbound  Muni  service. 

In  the  westbound  direction,  there  are  four  Muni  bus  lines  (6,  7,  71,  and  71 L)  with  a  combimxl 
frequency  of  approximately  22  buses  per  hour  during  the  AM  and  the  PM  peak  periods  on  this 
segment  of  Market  Street.  In  addition,  the  F-Market  streetcar  line  operates  approximately  10 
cars  per  hour  during  the  AM  peak  period  and  approximately  nine  cars  per  hour  during  the  PM 
peak  period.  These  buses  and  streetcars  travel  in  the  center  lane  with  an  island  slop  adjacent  to 
the  center  lane  east  of  the  Market  and  Gough  Street  intersection.  Muni  bus  lines  6,  7,  71,  and  71 L 
(approximately  22  buses  per  hour  during  the  AM  and  the  PM  peak  periods)  turn  right  onto 
Haight  Street  at  Gough  Street.  This  right  turn  causes  a  conflict  point  iTtwix^n  Muni  buses  .ind 
bicyclists  moving  through  (westbound)  along  Market  Street.  Muni  buses  and  bicyclists  slarl  lo 
cross  paths  at  approximately  100  feet  before  reaching  the  intersection  oi  Market,  Ci^iigh,  and 
Haight  Streets.  However,  observations^  indicate  that  bus  drivers  and  bicyclists  tend  lo  yield  lo 
each  other  at  this  approach.  This  conflict  exists  tod.n  .iinl  IVoji\  t  2-12  would  in>t  make  it  .un 


3     Field  surveys  were  conducled  by  CMS  Consulting  on  I  lnirsday,  Seplomtwr  20,  2007  during  Iho  PM 

peak. 
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worse  than  the  existing  condition.  Therefore,  no  significant  transit  impacts  with  implementation 
of  Project  2-12. 

PARKING 

Project  2-12  removed  30  metered  parking  spaces  and  six  metered  motorcycle  spaces  along 
Market  Street  between  12"^  Street  and  Octavia  Boulevard  but  also  added  six  metered  parking 
spaces  on  the  north  side  of  Market  Street  between  Franklin  and  Rose  Streets,  20  metered  spaces 
on  12"^  Street  between  Market  Street  and  Van  Ness  Avenue  (by  converting  parallel  to 
perpendicular  parking  spaces),  and  four  metered  spaces  on  the  east  side  of  Gough  Street 
between  Market  and  Colton  Streets  for  a  net  loss  of  six  motorcycle  parking  spaces. 

The  loss  of  six  metered  motorcycle  parking  spaces  has  had  a  minimal  impact,  and  has  been 
accommodated  in  the  vicinity  of  Project  2-12.  Therefore  there  have  been  no  significant  parking 
impacts  resulting  from  the  implementation  of  Project  2-12. 

PEDESTRIAN 

Pedestrian  volumes  in  this  area  are  moderate  to  high.  There  were  no  changes  in  sidewalk  width 
or  crosswalk  layout  as  a  result  of  Project  2-12.  In  general  bicyclists  have  not  been  observed" 
making  turns  that  would  conflict  with  pedestrians  along  this  segment  of  Market  Street.  The 
interactions  between  pedestrians  and  bicyclists  have  not  changed  as  a  result  of  Project  2-12  with 
Option  1  and  Option  2.  Therefore,  there  have  been  no  significant  pedestrian  impacts  with 
implementation  of  Project  2-12. 

BICYCLE 

Market  Street  has  one  of  the  highest  volumes  of  bicyclists  in  the  city;  the  installation  of  bicycle 
lanes  has  provided  bicyclists  with  a  designated  right-of-way  for  travel.  The  installation  of 
sharrows  has  increased  motor  vehicle  drivers'  awareness  that  bicyclists  may  be  on  the  road  and 
has  helped  bicyclists  identify  a  safe  travel  pathway  outside  the  'door  zone'.  Delivery  vehicles 
were  occasionally  observed  to  be  parked  along  the  curb  in  the  bicycle  lane  and  oftentimes 
extending  several  feet  into  the  adjacent  travel  lane.  The  combined  width  of  the  bicycle  lane  and 
adjacent  travel  lane  through  Project  2-12  is  16  to  17  feet.  This  provides  ample  room  for  bicyclists 
to  safely  pass  the  stopped  delivery  trucks  within  the  travel  lane  partially  obstructed  by  the 
delivery  vehicle.  Therefore,  Project  2-12  has  not  had  a  significant  impact  on  cyclists  but  has  had 
the  beneficial  effect  of  improving  roadway  conditions  and  safety  for  bicyclists. 

Field  surveys  were  conducted  by  CHS  Consulting  on  Thursday,  September  20,  2007  during  the 
midday. 
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LOADING 

This  segment  of  Market  Street  has  mostly  retail  and  commercial  uses.  Their  loading  demand  is 
partially  met  in  the  designated  loading  zones  along  Market  Street  or  on  the  side  streets. 
Occasional  truck-parking  on  the  sidewalks  or  in  the  curb  lane  was  observed  during  the  midday. 
While  some  of  these  trucks  were  in  violation  of  the  Transportation  Code,  no  significant  conflicts 
between  trucks  and  pedestrians  were  observed  because  pedestrian  volumes  in  this  segment  of 
Market  Street  are  relatively  moderate,  and  sidewalks  are  sufficiently  wide.  There  was  no 
significant  traffic  delay  observed  because  traffic  volumes  are  generally  low  during  midday. 
Therefore,  there  are  no  significant  loading  impacts  from  the  implementation  of  Project  2-12. 

PROJECT  2-13:  MCCOPPIN  STREET  BICYCLE  PATH,  MARKET  STREET  TO  VALENCIA 
STREET 

Project  2-13  was  partially  implemented  as  a  part  of  the  Central  Freeway  Ancillary  Projects  on 
September  9,  2005  prior  to  the  Bicycle  Plan  injunction.  Project  2-13  added  a  bi-directional  Class  1 
bicycle  path  connecting  the  intersection  of  Market  Street  and  Octavia  Boulevard  to  the  western 
terminus  of  McCoppin  Street,  and  a  yet-to-be  implemented  Class  II  bicycle  lane  in  the 
westbound  direction.  Approximately  four  on-street  parking  spaces  were  removed  on  the  north 
side  of  McCoppin  Street. 

TRAFFIC:  INTERSECTION  LEVEL  OF  SERVICE  (LOS) 

Please  see  discussion  under  Setting:  Study  Intersection,  on  p.  V.A.3-3  of  this  EIR.. 
TRANSIT 

There  are  no  transit  lines  on  this  segment  of  McCoppin  Street.  Therefore,  there  are  no  Ir.inMl 

impacts. 

PARKING 

Project  2-13  removed  four  on-streel  parking  spaces.  While  parking  occupancy  rales  in  the  are.i 
are  relatively  high,  there  are  usually  available  parking  spaces  on  this  last  bUxk  of  M».-C»>ppin 
Street.  Therefore,  the  loss  of  four  parking  spaces  with  implementation  ol  rri>ject  2-13  would  not 
cause  a  significant  parking  impact. 

PEDESTRIAN 

Pedestrian  volumes  are  generally  low,  and  lln  ri'  win-  no  changes  in  sidewalk  widlh  or 
crosswalk  layout.  With  this  Class  I  facility,  bicyclists  and  pedestrians  share  a  pathway  s*'p.iratiHl 
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from  motor  vehicle  traffic  and  pedestrians  are  separated  from  bicyclists  by  the  sidewalk  curb. 
No  pedestrian/bicycle  conflicts  were  observed.''  Therefore,  there  would  be  no  pedestrian 
impacts  with  implementation  of  Project  2-13. 

BICYCLE 

The  proposed  Class  I  bicycle  path  and  Class  II  bicycle  lanes  would  provide  bicyclists  with  a 
designated  right-of-way  for  travel.  The  removal  of  on-street  parking  on  the  north  side  of 
McCoppin  Street  would  help  bicyclists  avoid  the  risk  of  getting  hit  by  the  door  of  a  parked  car 
by  eliminating  the  "door  zone."  Therefore,  Project  2-13  would  not  result  in  a  negative  impact  to 
bicyclists  but  could  have  the  beneficial  effect  of  improving  road  sharing  and  safety  for  bicyclists. 

LOADING 

Loading  demand  is  low  at  this  dead  end  block  and  there  were  no  double-parked  vehicles  or 
significant  loading  needs  observed  in  the  field  in  this  segment  of  McCoppin  Street.  Therefore, 
there  would  be  no  loading  impacts  with  the  implementation  of  Project  2-13. 

PROJECT  2-14:  MCCOPPIN  STREET  BICYCLE  LANE,  GOUGH  STREET  TO  VALENCIA 
STREET 

Modified  Project  2-14  would  add  a  westbound  Class  II  bicycle  lane  in  both  directions  between 
Gough  and  Valencia  Streets  by  removing  one  westbound  travel  lane.  Four  parking  spaces 
would  be  gained  by  converting  parallel  parking  to  60-degree  back-in  angle  parking  between 
Gough  and  Valencia  Streets. 

TRAFFIC:  INTERSECTION  LEVEL  OF  SERVICE  (LOS) 

Please  see  discussion  under  Setting:  Study  Intersection,  on  p.  V.A.3-3  of  this  EIR.. 
TRANSIT 

Muni  bus  line  26  runs  only  in  the  westbound  direction  between  Gough  and  Valencia  Streets, 
with  approximately  three  buses  per  hour  during  the  AM  and  PM  peak  periods.  There  is  an 
existing  stop  for  Muni  bus  line  26,  approximately  130  long,  at  the  far  side  of  the  Gough  Street 
intersection.  Transit  volumes  are  very  low,  and  observed  bicycle  volumes  were  also  low,  so 
current  interactions  between  buses  and  bicyclists  are  minimal.  The  proposed  Class  II  bicycle 
lane  and  removal  pf  one  westbound  travel  lane  would  not  substantially  change  existing 


Field  surveys  were  conducted  by  CHS  Consulting  on  Thursday,  September  20,  2007  during  the 
midday. 
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interactions  betw^een  buses  and  bicyclists  or  affect  transit  operation  and  travel  time.  Therefore, 
there  would  be  no  significant  transit  impacts  with  the  implementation  of  Project  2-14. 

PARKING 

Modified  Project  2-14  would  result  in  a  net  gain  of  approximately  four  on-street  parking  spaces 
by  converting  parallel  parking  to  60-degree  back-in  angle  parking  on  the  south  side  of 
McCoppin  Street  between  Jessie  and  Stevenson  Streets.  Changes  to  the  configuration  of  on- 
street  parking  were  analyzed  in  the  Draft  EIR  as  Minor  Improvement  4.1-9  on  pp.  V.A.4-25  to 
V.A.4-27.  Because  the  proposed  project  would  add  four  parking  spaces  to  the  project  vicinity, 
there  would  be  no  significant  parking  impacts  with  the  implementation  of  Modified  Project  2- 
14. 

PEDESTRIAN 

Pedestrian  volumes  are  generally  low,  and  there  would  be  no  changes  in  sidewalk  width  or 
crosswalk  layout  with  Project  2-14.  The  interactions  between  pedestrians  and  bicyclists  would 
not  change  as  a  result  of  Project  2-14.  Therefore,  there  would  be  no  pedestrian  impacts  with  the 
implementation  of  Project  2-14. 

BICYCLE 

Bicyclists  would  benefit  from  the  installation  of  bicycle  lanes  with  the  designation  of  n  clear 
right-of-way  for  their  use.  Therefore,  Project  2-14  would  not  have  a  significant  impact  on 
cyclists  but  could  have  the  beneficial  effect  of  improving  roadway  conditions  and  safety  for 
bicyclists. 

LOADING 

No  on-street  loading  spaces  would  be  removed  as  the  result  of  the  project.  Land  uses  along  this 
street  are  mostly  residential  with  some  commercial.  No  double-parked  vehicles  or  significant 
loading  needs  were  observed  on  this  segment  of  McCoppin  Street.  1  luTelori',  there  would  be  no 
loading  impacts  with  the  implementation  of  Project  2-14. 

PROJECT  2-15:  OTIS  STREET  BICYCLE  LANE,  GOUGH  STREET  TO  SOUTH  VAN  NESS 
AVENUE 

Project  2-15  would  add  a  westbound  Class  II  bicyck*  l.)ne  iH  twi  en  South  Win  Ness  A\i  nui-  .uul 
Gough  Street,  resulting  in  a  narrowing  of  travel  lanes.  Lhe  curn-nt  i  urb-ti»-i urb  wulth  »»l 
approximately  61.5  feet  wouUI  not  change  as  a  n-suit  n\  ]\o]\.\{  2-15. 
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TRAFFIC:  INTERSECTION  LEVEL  OF  SERVICE  (LOS) 

Please  see  discussion  under  Setting:  Study  Intersection,  on  p.  V.A.3-3  of  this  EIR. 
TRANSIT 

Muni  bus  lines  14,  14L,  26,  and  49  operate  along  this  segment  of  Otis  Street  with  approximately 
21  buses  per  hour  during  the  AM  and  PM  peak  periods.  There  is  an  approximately  130-foot 
long  Muni  bus  stop  on  the  far  side  of  12"'  Street.  The  existing  curb  lane  is  very  wide  (23.5  feet); 
restriping  for  the  bicycle  lane  would  still  provide  sufficient  width  to  accommodate  transit,  the 
bicycle  lane  and  parking.  The  installation  of  a  bicycle  lane  would  better  delineate  the  separate 
travel  path  for  bicyclists  and  general  traffic  but  would  not  change  how  bicycles  and  transit 
interact.  The  only  narrowing  of  travel  lanes  would  occur  on  the  inside  lanes  which  are  not  used 
by  bicycles  or  transit.  Therefore,  there  would  be  no  significant  impacts  on  transit  capacity, 
operation,  or  travel  time,  or  on  the  interactions  between  buses  and  bicyclists  with  the 
implementation  of  Project  2-15. 

PARKING 

There  would  be  no  changes  in  parking  layout  or  in  the  existing  number  of  parking  spaces  in  this 
segment  of  Otis  Street.  Therefore,  there  would  be  no  parking  impacts  with  the  implementation 
of  Project  2-15. 

PEDESTRIAN 

Pedestrian  volumes  are  generally  low,  and  there  would  be  no  changes  in  sidewalk  width  or 
crosswalk  layout.  The  interactions  between  pedestrians  and  bicyclists  would  not  change  as  a 
result  of  Project  2-15.  Therefore,  there  would  be  no  pedestrian  impacts  with  the  implementation 
of  Project  2-15. 

BICYCLE 

The  installation  of  bicycle  lanes  would  provide  bicyclists  with  a  designated  right-of-way  for 
travel.  Double-parking  by  delivery  vehicles  occurs  occasionally  along  this  segment  of  Otis 
Street.  While  this  double-parking  activity  would  likely  continue  with  installation  of  the  bicycle 
lane,  bicyclists  would  still  be  able  to  pass  double-parked  vehicles  to  the  left  in  the  general  traffic 
lane.  This  would  not  represent  a  change  from  existing  conditions.  In  addition,  the  proposed 
restriping  would  provide  parking,  bicycle,  and  travel  lanes  all  with  standard  widths.  Therefore, 
Project  2-15  would  not  have  a  significant  impact  on  cyclists  but  could  have  the  beneficial  effect 
of  improving  roadway  conditions  and  safety  for  bicyclists. 
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LOADING 

There  are  several  commercial  and  industrial  uses  along  the  north  side  of  Otis  Street.  Their 
loading  demand  is  typically  accommodated  at  the  on-street  parking  spaces;  double-parking 
occurs  only  occasionally.^  Since  there  would  be  no  changes  in  the  number  or  location  of  on- 
street  parking  including  the  on-street  yellow  commercial  freight  loading  spaces,  there  would  be 
no  loading  impacts  with  the  implementation  of  Project  2-15. 

PROJECT  2-16:  TOWNSEND  STREET  BICYCLE  LANES,  S^""  STREET  TO  THE 
EMBARCADERO  mmmmm* 

This  project  provides  a  combination  of  Class  II  and  Class  III  facilities  on  Townsend  Street 
between  The  Embarcadero  and  8'^  Streets.  This  project  includes  two  design  options  in  the  Draft 
EIR.  Both  options  in  the  Draft  EIR  provide  Class  II  or  Class  III  bicycle  facilities  in  both 
directions  by  removing  a  combination  of  traffic  lanes  and  reconfiguring  existing  angle  or 
perpendicular  parking.  The  preferred  project  design  is  Modified  Option  1  which  differs  from 
Option  1  in  that  it  would  not  add  a  two-way  left-turn  lane  on  Townsend  Street  between  4"'  and 
3'^''  Streets,  and  would  convert  the  angled  parking  on  the  south  side  of  Townsend  Street  from 
150  feet  west  of  5'^  Street  to  4"'  Street  to  parallel  parking. 

Project  2-16  would  add  a  Class  II  bicycle  lane  in  both  directions  between  2"^'  and  8'^  Streets  and 
sharrows  between  The  Embarcadero  and  2"^'  Street.  Project  2-16  would  reduce  travel  lanes  from 
two  to  one  and  add  a  two-way  center  left-turn  lane  in  both  directions  between  2"*'  and  4'^ 
Streets.  The  project  would  also  add  Class  II  bicycle  lanes  on  Townsend  Street  in  both  directions 
between  7"'  and  8"^  Streets  by  narrowing  travel  lanes.  No  travel  lane  or  parking  remm  .iis  wmild 
be  required  along  this  segment. 

The  segment  of  Townsend  Street  between  4"'  and  7"'  Streets  would  have  two  options.  Optii>n  1 
would  convert  parking  on  the  north  side  of  Townsend  Street  into  parallel  parking  and  the  pull- 
in  angled  parking  on  the  south  side  into  back-in  angled  parking.  This  option  winiKi  remove 
approximately  80  on-street  parking  spaces  and  six  part-lime  parking  spaces  that  are  currently 
restricted  to  truck  loading  during  certain  hours 

Option  2  would  convert  parking  on  the  north  siile  into  back-in  perpendicular  parking  ami  the 
pull-in  angled  parking  on  the  south  side  into  parallel  parking.  This  option  would  reNulf  in  a  lo>s 


^     Field  surveys  were  condin,ti.'d  by  CHS  Consulting  ou  Thursday,  SeptemK*r  20,  2(X)7  during  Ihe 
midday. 
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of  approximately  26  spaces,  but  a  gain  of  16  part-time  parking  spaces  that  are  currently 
restricted  to  truck  loading  during  certain  hours 

TRAFFIC:  INTERSECTION  LEVEL  OF  SERVICE  (LOS) 

Intersection  LOS  calculations  were  performed  for  the  PM  peak  hour.  Tables  V.2-42, 
p.  V.A.3-317,  and  V.2-43,  p.  V.A.3-317,  summarize  these  results. 

The  Draft  EIR  analyzed  five  study  intersections  for  Project  2-16.  The  only  intersection  affected 
by  the  project  modification  would  be  the  intersection  of  4"'  Street/Townsend  Street.  The  lane 
configuration  of  Modified  Option  1  at  4"'  Street/Townsend  Street  differs  from  Draft  EIR  Option 
1  in  that  Modified  Option  1  includes  changes  that  are  part  of  the  Central  Subway  extension  (see 
description  in  2025  Cumulative  discussion  below).  Those  changes  were  made  to  the  traffic 
model,  and  the  traffic  model  was  reanalyzed  for  the  cumulative  and  cumulative  plus  project 
conditions.  Table  C&R-13,  below,  summarizes  these  results,  followed  by  a  discussion  of  the 
Central  Subway's  impact  to  this  intersection. 

TABLE  C&R-13 

PROJECT  2-16  INTERSECTION  LEVEL  OF  SERVICE  (LOS)  AND  AVERAGE  DELAY 
2025  CUMULATIVE  AND  2025  CUMULATIVE  PLUS  PROJECT  CONDITIONS 

WEEKDAY  PM  PEAK  HOUR 


2025  Cumulative  plus  Project 
 2025  Cumulative    MODIFIED  Option  1 

Average 

Intersection  Delay'  LOS^IV/C^       Average  Delay'  LOS^'IV/C^ 

4""  Street/Townsend  57.8  E;  1.184  73.9  E;  1.252 

1 5.  Street 


a.  Delay  in  sea)nds  per  vehicle. 

b.  Intersections  operating  at  LOS  E  or  LOS  F  conditions  highlighted  in  bold. 

c.  V/C  (Volume  to  Capacity)  ratio  for  intersections  operating  at  LOS  E  or  LOS  F. 
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TABLE  V.2-42 
CLUSTER  2  -  PROJECT  2-16^^ 
INTERSECTION  LEVEL  OF  SERVICE  (LOS)  AND  AVERAGE  DELAY  -  EXISTING  AND  EXISTING 
PLUS  PROJECT  CONDITIONS  -  WEEKDAY  PM  PEAK  HOUR 


Existing  plus  Project'^ 


Existing  Option  1  Option  2 


Intersection 

Average 
Delay^ 

LOS" 

Average 
Delay^ 

LOS" 

Average 
Delay' 

LOS" 

6. 

2"''  Street/Townsend  Street"^ 

13.8 

B 

20 

C 

20 

C 

14. 

7"^  Street/Townsend  Street 

25.4 

C 

>80 

F 

>80 

F 

15. 

4'*'  Street/Townsend  Street 

21 

C 

20.8 

C 

29.7 

C 

16. 

3'^^  Street/Townsend  Street 

38.8 

D 

40.1 

D 

38.8 

D 

17. 

6"^  Street  /Brannan  Street 

>80 

F 

>80 

F 

>80 

F 

Source:  Wilbur  Smith  Associates,  October  2008 

Notes: 

a.  Delay  in  seconds  per  vehicle. 

b.  Intersections  operating  at  LOS  E  or  LOS  F  conditions  highlighted  in  bold. 

c.  LOS  and  average  delay  for  2"^*  Street/Townsend  Street  for  combined  impacts  of  Projects  2-1  and  2-16. 


TABLE  V.2-43 
CLUSTER  2  -  PROJECT  2-16' 
INTERSECTION  LEVEL  OF  SERVICE  (LOS)  AND  AVERAGE  DELAY  -  2025  CUMULATIVE  AND 
2025  CUMULATIVE  PLUS  PROJECT  CONDITIONS  -  WEEKDAY  PM  PEAK  HOUR 


2025  Cumulative  plus  Project' 


2025  Cumulative  Option  1  Option  2 


Intersection 

Average 
Delay" 

LOS" 

Average 
Delay' 

LOS" 

Average 
Delay' 

LOS' 

6. 

2"'^  Street/Townsend  Street' 

15.8 

B 

55.1 

E 

55.1 

E 

14. 

7"'  Street/Townsend  Street 

>80 

F 

>80 

F 

>80 

F 

15. 

4"^  Street/Townsend  Street 

70.9 

E 

>80 

F 

W.7 

E 

16. 

3''*  Street/Townsend  Street 

>80 

F 

>80 

F 

>80 

F 

17. 

6"^  Street  /Brannan  Street 

>80 

F 

>80 

F 

>80 

F 

Source:      Wilbur  Smith  As.sociatcs,  October  2008 

Notes: 

a.  Delay  in  seconds  per  vehicle. 

b.  Intersections  operating  at  LOS  K  or  I  OS  F  conditions  highlighliHl  in  bold. 

c.  LOS  and  average  delay  lor  2'"'  Slreet/I  ownsond  Sireel  lor  conibined  imp>u  ls  ol  TrojivK  2-1  and  2-lh. 
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TABLE  V.2-44 
CLUSTER  2  -  PROJECTS  2-1  AND  2-16 
COMPARISON  OF  LEVEL  OF  SERVICE  (LOS)  AND  AVERAGE  DELAY  FOR  2**° 
STREET/TOWNSEND  STREET  EXISTING  AND  EXISTING  PLUS  PROJECT  CONDITIONS  - 

WEEKDAY  PM  PEAK  HOUR 


Existing  plus  Project  Option  1  Existing  plus  Project  Option  2 

Combined  Combined 

Project  2-1  Project  2-1 

Existing               Project  2-16              and  2-16  Project  2-16  and  2-16 

Average                Average                 Average  Average  Average 

Delay'      LOS"      Delay'       LOS"       Delay'      LOS"  Delay'      LOS"      Delay'  LOS" 

13.8             B              20              C              20             C  20             C  20  C 


Source:     Wilbur  Smith  Associates,  October  2008 
Notef: 

a.  Delay  in  seconds  per  vehicle. 

b.  Intersections  operating  at  LOS  E  or  LOS  F  conditions  highlighted  in  bold. 


TABLE  V.2-45 
CLUSTER  2  -  PROJECTS  2-1  AND  2-16 
COMPARISON  OF  LEVEL  OF  SERVICE  (LOS)  AND  AVERAGE  DELAY  FOR  2^° 
STREET/TOWNSEND  STREET  2025  CUMULATIVE  AND  2025  CUMULATIVE  PLUS  PROJECT 

CONDITIONS  -  WEEKDAY  PM  PEAK  HOUR 


2025  Cumulative  plus  Project 
Option  1 

2025  Cumulative  plus  Project 
Option  2 

2025  Cumulative 

Project  2-16 

Combined 
Projects  2-1 
and  2-16 

Project  2-16 

Combined 
Projects  2-1 
and  2-16 

Average 
Delay'  LOS" 

Average 
Delay'  LOS^ 

Average 
Delay'  LOS" 

Average 
Delay'  LOS^ 

Average 
Delay'  LOS" 

15.8  B 

55.1  E 

55.1  E 

55.1  E 

55.1  E 

Source:      Wilbur  Smith  Associates,  October  2008 

Notes: 

a.  Delay  in  seconds  per  vehicle. 

b.  Intersections  operating  at  LOS  E  or  LOS  F  conditions  highlighted  in  bold. 


Intersection  6:  2    Street/Townsend  Street 

The  2"^  Street/Townsend  Street  intersection  is  common  to  Projects  2-1  and  2-16  within  the 
Cluster  2  area.  For  Project  2-1,  the  lane  configuration  at  the  intersection  remains  the  same  as 
under  Existing  (No  Project)  conditions  for  both  Option  1  and  Option  2.  However,  Project  2-16 
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reduces  the  capacity  in  the  eastbound  direction  on  Townsend  Street  for  this  intersection.  Under 
Project  2-16,  both  Options  1  and  2  would  modify  the  eastbound  shared  through-left  and  shared 
through-right  lane  to  a  single  shared  through-left-right  turn  lane. 

•  Option  1 

Existing  and  Existing  plus  Project  Conditions  for  Projects  2-1  and  2-16  combined 

Please  see  the  discussion  of  the  combined  projects  impacts  under  Project  2-1. 

Existing  and  Existing  plus  Project  Conditions  for  Project  2-16 

Under  Existing  conditions,  this  intersection  operates  at  LOS  B  in  the  PM  peak  hour  with 
13.8  seconds  of  delay.  The  2"''  Street/Townsend  Street  intersection  would  operate 
satisfactorily  at  LOS  C,  with  20  seconds  of  delay  under  Existing  plus  Project  conditions. 
Therefore,  Project  2-16  Option  1  would  not  cause  a  significant  traffic  impact  to  the  2"^ 
Street/Townsend  Street  intersection  under  Existing  plus  Project  conditions. 

2025  Cumulative  and  2025  Cumulative  plus  Project  Conditions  for  Projects  2-1  and  2- 
16  combined 

Please  see  the  discussion  of  the  combined  projects  impacts  under  Project  2-1. 

2025  Cumulative  and  2025  Cumulative  plus  Project  Conditions  for  Project  2-16 

The  2"'^  Street/Townsend  Street  intersection  would  operate  satisfactorily  at  LOS  B  in  the 
PM  peak  hour,  with  15.8  seconds  of  average  delay  under  2025  Cumulative  conditions. 
The  2"'^  Street/Townsend  Street  intersection  would  operate  unsatisfactorily  at  LOS  E, 
with  55.1  seconds  of  delay  under  2025  Cumulative  plus  Project  conditions.  Because  the 
southbound  and  eastbound  critical  movements  at  2"^'  Street/Townsend  Street  would 
deteriorate,  with  a  corresponding  deterioration  in  the  V/C  ratios  for  these  movements 
relative  to  2025  Cumulative  conditions,  a  significant  impact  (Significant  Impact  TR-P2- 
16a)  would  occur  at  this  intersection  with  the  implementation  of  Project  2-16  Option  1. 

•  Option  2 

Existing  and  Existing  plus  Project  Conditions  for  Projects  2-1  and  2-16  combined 

Please  see  the  discussion  of  the  combined  projects  impacts  under  Project  2-1 . 

Existing  and  Existing  plus  Project  Conditions  for  Project  2-16 

Under  Existing  conditions,  this  intersection  operates  at  LC\S  R  in  the  PM  pi-.ik  Innir  with 
13.8  seconds  of  delay.  The  2'"'  Street/Townsend  Street  intersection  would  operate 
satisfactorily  at  LOS  C,  with  20  seconds  of  delay  under  Existing  plus  Project  2-16  Option 
2  conditions.  Therefore,  Project  2-16  Option  2  would  not  cause  a  signif  icant  traffic  impact 
to  the  2"''  Street/Townsend  Street  intersection  under  Fxisting  plus  Project  ct>nditions. 
Table  V.2-43,  p.  V. A. 3-317,  shows  a  comparist)n  betw  een  I  OS  and  .n  er.ige  del.n  \o\  this 
intersection  under  Existing  and  Existing  plus  Project  conditions. 
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2025  Cumulative  and  2025  Cumulative  plus  Project  Conditions  for  Projects  2-1  and  2- 
16  combined 

Please  see  the  discussion  of  the  combined  project  impacts  under  Project  2-1. 

2025  Cumulative  and  2025  Cumulative  plus  Project  Conditions  for  Project  2-16 

The  2"'^  Street/To wnsend  Street  intersection  would  operate  unsatisfactorily  at  LOS  E  in 
the  PM  peak  hour,  with  55.1  seconds  of  delay  under  2025  Cumulative  plus  Project  2-16 
Option  2  conditions.  Because  the  southbound  and  eastbound  critical  movements  at  2"^ 
Street/Townsend  Street  would  either  deteriorate  or  would  operate  at  an  unacceptable 
LOS  F,  with  more  than  80  seconds  of  average  delay  under  2025  Cumulative  plus  Project 
conditions,  a  significant  impact  (Significant  Impact  TR-P2-16b)  would  occur  at  the  2""^ 
Street/Townsend  Street  intersection  with  the  implementation  of  Option  2  of  Project  2-16 
alone.  Table  V.2-42,  p.  V.A.3-317,  summarizes  these  results. 

Intersection  14:  7""  Street/Townsend  Street 
•    Option  1 

Existing  and  Existing  plus  Project  Conditions 

Under  Existing  conditions,  this  intersection  operates  at  LOS  C  with  25.4  seconds  of 
delay.  The  7"^  Street/Townsend  Street  intersection  would  operate  unsatisfactorily  at  LOS 
F,  with  more  than  80  seconds  of  delay  under  Existing  plus  Project  2-16  Option  1 
conditions.  The  eastbound  lane  configuration  would  be  modified  from  one  shared 
through-left  turn  lane  and  one  shared  through-right  turn  lane  to  one  shared  through-left 
turn  lane,  and  one  exclusive  right-turn  lane.  Due  to  the  lane  configuration  adjustment  in 
the  eastbound  direction,  there  would  be  an  increase  in  delay  along  this  approach.  The 
average  intersection  delay  would  increase  by  more  than  80  seconds  compared  to 
Existing  conditions.  Because  the  northbound  and  eastbound  critical  movements  at  the 
7"^  Street/Townsend  Street  intersection  would  either  deteriorate  or  would  operate  at  an 
unacceptable  LOS  F,  with  more  than  80  seconds  of  average  delay  under  Existing  plus 
Project  conditions,  a  significant  impact  (Significant  Impact  TR-P2-16c)  would  occur  at 
the  7"^  Street/Townsend  Street  intersection  with  the  implementation  of  Project  2-16 
Option  1. 

2025  Cumulative  and  2025  Cumulative  plus  Project  Conditions 

The  7"^  Street/Townsend  Street  intersection  would  operate  unsatisfactorily  at  LOS  F, 
with  more  than  80  seconds  of  average  delay  under  2025  Cumulative  conditions.  Under 
2025  Cumulative  plus  Project  2-16  Option  1  conditions,  this  intersection  would  operate 
unsatisfactorily  at  LOS  F,  with  more  than  80  seconds  of  delay.  Deterioration  of  the 
northbound  and  eastbound  critical  movements  at  7"'  Street/Townsend  Street  to  LOS  F, 
when  comparing  Existing  plus  Project  to  Existing  Conditions,  is  determined  to  be  a 
significant  impact.  As  a  consequence  a  corresponding  LOS  deterioration  would  be 
expected,  at  this  intersection  for  2025  Cumulative  plus  Project  when  compared  to  2025 
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Cumulative  conditions.  Therefore,  a  significant  impact  (Significant  Impact  TR-P2-16e) 
would  occur  at  the  7*^  Street/Tow^nsend  Street  intersection  with  the  implementation  of 
Project  2-16  Option  1  under  2025  Cumulative  plus  Project  conditions. 

•  Option  2 

Existing  and  Existing  plus  Project  Conditions 

Under  Existing  conditions,  this  intersection  operates  at  LOS  C  with  25.4  seconds  of 
delay.  The  7*  Street/Townsend  Street  intersection  would  operate  unsatisfactorily  at  LOS 
F,  with  more  than  80  seconds  of  delay  under  Existing  plus  Project  2-16  Option  2 
conditions.  The  eastbound  lane  configuration  would  be  modified  from  one  shared 
through-left  turn  lane  and  one  shared  through-right  turn  lane  to  one  shared  through-left 
turn  lane,  and  one  exclusive  right-turn  lane.  Due  to  the  lane  configuration  adjustment  in 
the  eastboimd  direction,  there  would  be  an  increase  in  delay.  The  average  intersection 
delay  would  increase  by  more  than  80  seconds  compared  to  Existing  conditions.  Because 
the  northbound  and  eastbound  critical  movements  at  the  7""  Street/Townsend  Street 
intersection  would  either  deteriorate  or  would  operate  at  an  unacceptable  LOS  F,  with 
more  than  80  seconds  of  average  delay  under  Existing  plus  Project  conditions,  a 
significant  impact  (Significant  Impact  TR-P2-16d)  would  occur  at  the 
7"^  Street/Townsend  Street  intersection  with  implementation  of  Project  2-16  Option  2. 

2025  Cumulative  and  2025  Cumulative  plus  Project  Conditions 

The  7"^  Street/Townsend  Street  intersection  would  operate  unsatisfactorily  at  LOS  F, 
with  more  than  80  seconds  of  average  delay  under  2025  Cumulative  conditions.  The 
7""  Street/Townsend  Street  intersection  would  operate  unsatisfactorily  at  LOS  F,  with 
more  than  80  seconds  of  delay  under  2025  Cumulative  plus  Project  2-16  Option  2 
conditions.  Deterioration  of  the  northbound  and  eastbound  critical  movements  at 
7"' Street/Townsend  Street  to  LOS  F,  when  comparing  Existing  plus  Project  to  Existing 
conditions,  is  determined  to  be  a  significant  impact.  As  a  consequence  a  corresponding 
LOS  deterioration  is  expected,  at  this  intersection  for  2025  Cumulative  plus  Project  when 
compared  to  2025  Cumulative  conditions.  Therefore,  a  significant  impact  (Significant 
Impact  TR-P  2-16f)  would  occur  at  the  7"' Street/Townsend  Street  intersection  with  the 
implementation  of  Project  2-16  Option  2  under  2025  Cumulative  plus  Pnijoct  ci>nditions. 

Intersection  15:  4'^  Street/Townsend  Street 

•  Modified  Option  1 

•  2025  Cumulative  and  2025  Cumulative  plus  Project  Conditions  (Central  Subway) 

The  4"'  Street/Townsend  Street  intersection  was  analy/od  under  2025  Cumulative 
conditions  with  proposed  lane  changes  on  4"'  Street  as  part  of  the  Central  SubwaN 
extension.  This  project  would  convert  4"'  Street  into  a  t\\(i-\\a\  street  north  ol 
Townsend  Street,  add  rail  tracks  down  the  center  ot  the  street,  and  i>liminate  two 
southbound  left  turn  lanes  on  4"'  Street.  The  proposed  configuration  on  soutlibi>und  4"' 
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Street  would  be  one  through  lane  and  one  shared  through-right  turn  lane.  On 
northbound  4"^  Street  there  would  be  a  shared  through-right  turn  lane.  Under  this 
configuration  and  project  volumes,  the  4"^  Street/Townsend  Street  intersection  would 
operate  unsatisfactorily  at  LOS  E,  with  57.8  seconds  of  average  delay  under  2025 
Cumulative  conditions.  Under  2025  Cumulative  plus  Project  Option  1  conditions,  this 
intersection  would  operate  unsatisfactorily  at  LOS  E,  with  73.9  seconds  of  average  delay. 
Therefore,  significant  impact  TR-P2-16g  would  still  occur  at  this  intersection  with 
Modified  Option  1. 

Additionally,  the  following  Significant  Impacts  associated  with  Option  1  also  would 
apply  to  Modified  Option  1.  Significant  Impact  TR-P2-16a  would  still  occur  at  the 
intersection  of  2"'^/Townsend  Streets  under  2025  Cumulative  plus  Project  conditions. 
Significant  Impact  TR-P2-16c  would  still  occur  at  the  intersection  of  7"'/Townsend  Streets 
under  Existing  plus  Project  conditions.  Significant  Impact  TR-P2-16e  would  still  occur  at 
the  intersection  of  7"VTownsend  Streets  under  2025  Cumulative  plus  Project  conditions 
under  Modified  Option  1. 

•    Option  1 

Existing  and  Existing  plus  Project  Conditions 

Under  Existing  conditions,  this  intersection  operates  at  LOS  C  with  a  delay  of  21 
seconds.  The  4"^  Street/Townsend  Street  intersection  would  operate  satisfactorily  at  LOS 
C,  with  20.8  seconds  of  delay  under  Existing  plus  Project  2-16  Option  1  conditions.  The 
northbound  lane  configuration  would  be  modified  from  two  exclusive  right-turn  lanes 
to  one  exclusive  right-turn  lane.  The  southbound  lane  configuration  would  be  modified 
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from  two  exclusive  left-turn  lanes,  one  through  lane,  and  one  shared  through-right  turn 
lane  to  one  exclusive  left-turn  lane,  two  through  lanes,  and  one  exclusive  right-turn  lane. 
The  eastbound  lane  configuration  would  be  modified  from  one  through  lane  and  one 
shared  through-right  turn  lane  to  one  through  lane  and  one  exclusive  right- turn  lane. 
However,  even  with  this  reduction  in  capacity  in  the  northbound,  southbound,  and 
eastbound  directions,  the  average  intersection  delay  would  decrease  by  0.2  seconds, 
compared  to  Existing  conditions.  Therefore,  Project  2-16  Option  1  would  not  cause  a 
significant  traffic  impact  to  the  4'^  Street/Townsend  Street  intersection  under  Existing 
plus  Project  conditions. 

2025  Cumulative  and  2025  Cumulative  plus  Project  Conditions 

The  4"^  Street/Townsend  Street  intersection  would  operate  unsatisfactorily  at  LOS  E, 
with  70.9  seconds  of  average  delay  under  2025  Cumulative  conditions.  Under  2025 
Cumulative  plus  Project  2-16  Option  1  conditions,  this  intersection  would  operate 
unsatisfactorily  at  LOS  F,  with  more  than  80  seconds  of  delay.  Because  the  southbound 
and  westbound  critical  movements  at  the  4"'  Street/Townsend  Street  intersection  either 
deteriorate  or  would  operate  at  an  unacceptable  LOS  F,  with  more  than  80  seconds  of 
average  delay  under  2025  Cumulative  plus  Project  conditions,  a  significant  impact 
(Significant  Impact  TR-P2-16g)  would  occur  at  the  4"'  Street/Townsend  Street 
intersection  with  the  implementation  of  Project  2-16  Option  1  under  2025  Cumulative 
plus  Project  conditions. 

•    Option  2 

Existing  and  Existing  plus  Project  Conditions 

Under  Existing  conditions,  this  intersection  operates  at  LOS  C  with  a  delay  of  21 
seconds.  The  4"'  Street/Townsend  Street  intersection  would  operate  satisfactorily  at  LOS 
C,  with  29.7  seconds  of  delay  under  Existing  plus  Project  2-16  Option  2  conditions.  The 
northbound  lane  configuration  would  be  modified  from  two  exclusive  right-turn  lanes 
to  one  exclusive  right-turn  lane.  The  southbound  lane  configuration  would  bo  modified 
from  two  exclusive  left-turn  lanes,  one  through  lane,  and  one  shared  through-right  turn 
lane  to  one  exclusive  left-turn  lane,  two  through  lanes,  and  one  exclusive  right-turn  lane. 
The  eastbound  lane  configuration  would  be  modified  from  one  through  lane  and  one 
shared  through-right  turn  lane  to  one  shared  through-right  turn  lane.  Due  to  the 
reduction  of  capacity  in  the  northbound  direction,  southbound  direction,  and  eastbound 
direction,  the  average  intersection  delay  would  increase  along  these  approaches.  Hie 
average  intersection  delay  would  increase  by  8.7  seconds,  compared  to  Existing 
conditions.  However,  the  intersection  would  continue  to  operate  at  a  satisfactory  LC")S. 
Therefore,  Project  2-16  Option  2  would  not  cause  a  significant  traffic  impact  to  the 
4"'  Street/Townsend  Street  intersection  under  Existing  plus  Project  conditii>n>. 

2025  Cumulative  and  2025  Cumulative  plus  Project  Conditions 

The  4"'  Street/Townsend  Street  intersection  woulil  t>perate  unsatisfactoriK'  at  l(.')S 
with  63.7  seconds  of  delay  under  2025  Cumulative  plus  Project  2- Id  Caption  2  conditiiMis. 
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Since  the  intersection  would  operate  at  LOS  E  and  the  amount  of  delay  decreases  by  7.2 
seconds  (from  70.9  to  63.7  seconds),  and  the  westbound  critical  movement  would 
improve  and  would  not  deteriorate  to  an  unacceptable  LOS;  a  significant  impact  would 
not  occur  at  the  4"'  Street/Townsend  Street  intersection  with  the  implementation  of 
Project  2-16  Option  2  under  2025  Cumulative  plus  Project  conditions. 

Intersection  16:  3'^^  Street/Townsend  Street 

•  Option  1 

Existing  and  Existing  plus  Project  Conditions 

Under  Existing  conditions,  this  intersection  operates  at  LOS  D  with  38.8  seconds  of 
delay.  The  3'^'^  Street/Townsend  Street  intersection  would  operate  satisfactorily  at  LOS  D, 
with  40.1  seconds  of  delay  under  Existing  plus  Project  conditions.  The  eastbound  lane 
configuration  would  be  modified  from  two  through  lanes  and  one  exclusive  left-turn 
lane  to  one  through  lane  and  one  exclusive  left-turn  lane.  Due  to  the  reduction  of 
capacity  in  the  eastbound  direction,  there  would  be  an  increase  in  delay  along  this 
approach.  The  average  intersection  delay  would  increase  by  1.3  seconds,  compared  to 
Existing  conditions.  The  3"^  Street/Townsend  Street  intersection  would  operate 
satisfactorily  at  LOS  D,  with  40.1  seconds  of  delay  under  Existing  plus  Project 
conditions.  Therefore,  Project  2-16  Option  1  would  not  cause  a  significant  traffic  impact 
to  the  3"^*  Street/Townsend  Street  intersection  under  Existing  plus  Project  conditions.  See 
Table  V.2-42,  p.  V.A.3-317,  for  these  results. 

2025  Cumulative  and  2025  Cumulative  plus  Project  Conditions 

The  3'^'  Street/Townsend  Street  intersection  would  operate  unsatisfactorily  at  LOS  F, 
with  more  than  80  seconds  of  average  delay  under  2025  Cumulative  conditions.  Under 
2025  Cumulative  plus  Project  conditions,  this  intersection  would  continue  to  operate 
unsatisfactorily  at  LOS  F,  with  more  than  80  seconds  of  delay.  However,  the  northbound 
and  eastbound  critical  movements  at  3'*^  Street/Townsend  Street  would  not  deteriorate, 
compared  to  2025  Cumulative  conditions;  a  significant  impact  would  not  occur  at  this 
intersection  with  the  implementation  of  Project  2-16  Option  1  under  2025  Cumulative 
plus  Project  conditions.  See  Table  V.2-43,  p.  V.A.3-317,  for  these  results. 

•  Option  2 

Existing  and  Existing  plus  Project  Conditions 

The  3"^'  Street/Townsend  Street  intersection  would  operate  satisfactorily  at  LOS  D,  with 
38.8  seconds  of  average  delay  under  Existing  plus  Project  conditions.  There  would  be  no 
lane  configuration  adjustments  to  the  intersection  under  Existing  plus  Project  conditions. 
Hence,  there  would  be  no  change  in  LOS  or  delay  for  this  intersection  compared  to 
Existing  conditions.  Therefore,  Project  2-16  Option  2  would  not  cause  a  significant 
impact  to  the  3''^  Street/Townsend  Street  intersection  under  Existing  plus  Project 
conditions. 
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2025  Cumulative  and  2025  Cumulative  plus  Project  Conditions 

The  3'^'^  Street/Townsend  Street  intersection  would  operate  unsatisfactorily  at  LOS  F, 
with  more  than  80  seconds  of  average  delay  under  2025  Cumulative  conditions.  The 
3'^'^  Street/Townsend  Street  intersection  would  operate  unsatisfactorily  at  LOS  F,  with 
more  than  80  seconds  of  delay  under  2025  Cumulative  plus  Project  conditions.  However, 
there  are  no  lane  configuration  adjustments  to  the  study  intersection  under  2025 
Cumulative  plus  Project  conditions;  therefore,  there  would  be  no  change  in  LOS  or  delay 
for  this  intersection.  Thus  a  significant  impact  would  not  occur  at  this  intersection  with 
the  implementation  of  Project  2-16  Option  2  under  2025  Cumulative  plus  Project 
conditions. 

Intersection  17:  6""  Street/Brannan  Street 

•  Option  1 

Existing  and  Existing  plus  Project  Conditions 

Under  Existing  conditions,  this  intersection  operates  at  LOS  F  in  the  PM  peak  hour  with 
more  than  80  seconds  of  delay.  The  6'^  Street/Brannan  Street  intersection  would  continue 
to  operate  unsatisfactorily  at  LOS  F,  with  more  than  80  seconds  of  delay  under  Existing 
plus  Project  conditions.  There  would  be  no  lane  configuration  adjustments  to  the  study 
intersection  under  Existing  plus  Project  conditions.  Hence,  there  would  be  no  change  in 
LOS  or  delay  for  this  intersection,  compared  to  Existing  conditions.  Therefore,  a 
significant  impact  would  not  occur  at  the  6"'  Street/Brannan  Street  intersection  with  the 
implementation  of  Project  2-16  Option  1. 

2025  Cumulative  and  2025  Cumulative  plus  Project  Conditions 

The  6"'  Street/Brannan  Street  intersection  would  operate  unsatisfactorily  at  LOS  F,  w  ith 
more  than  80  seconds  of  average  delay  under  2025  Cumulative  conditions.  The  6"' 
Street/Brannan  Street  intersection  would  operate  unsatisfactorily  at  LOS  F,  with  more 
than  80  seconds  of  delay  under  2025  Cumulative  plus  Project  conditions.  However,  there 
are  no  lane  configuration  adjustments  to  the  study  intersection  under  2025  Cumulative 
plus  Project  conditions;  therefore,  there  would  be  no  change  in  LOS  or  delay  for  this 
intersection.  Thus  a  significant  impact  would  not  occur  at  the  6"'  Street/Brannan  Street 
intersection  with  the  implementation  of  Project  2-16  Option  1  under  2025  Cumulative 
plus  Project  conditions. 

•  Option  2 

Existing  and  Existing  plus  Project  Conditions 

Under  Existing  conditions,  this  intersection  operates  at  LOS  F  in  the  PM  peak  hour  with 
more  than  80  seconds  of  delay.  The  6"'  Street/Brannan  Street  intersection  would  also 
operate  unsatisfactorily  at  LOS  F,  with  more  than  80  seconds  v\  lielav  under  I'xisting 
plus  Project  conditions.  There  would  be  no  lane  configuration  adjustments  In  the  study 
intersection  under  Existing  plus  Project  conditions.  1  lenci*.  Il)eri>  wmilil  be  ni>  change  in 
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LOS  or  delay  for  this  intersection,  compared  to  Existing  conditions.  Therefore,  a 
significant  impact  would  not  occur  at  the  6""  Street/Brannan  Street  intersection  with  the 
implementation  of  Project  2-16  Option  2. 

2025  Cumulative  and  2025  Cumulative  plus  Project  Conditions 

The  6"^  Street/Brannan  Street  intersection  would  operate  unsatisfactorily  at  LOS  F,  with 
more  than  80  seconds  of  average  delay  under  2025  Cumulative  conditions.  The  6'^ 
Street/Brannan  Street  intersection  would  operate  unsatisfactorily  at  LOS  F,  with  more 
than  80  seconds  of  delay  under  2025  Cumulative  plus  Project  conditions.  However,  there 
are  no  lane  configuration  adjustments  to  the  study  intersection  under  2025  Cumulative 
plus  Project  conditions;  therefore,  there  would  be  no  change  in  LOS  or  delay  for  this 
intersection.  Thus  a  significant  impact  would  not  occur  at  the  6"^  Street/Brannan  Street 
intersection  with  the  implementation  of  Project  2-16  Option  2  under  2025  Cumulative 
plus  Project  conditions. 

Significant  Impact  TR-P2-16a: 

The  2"*^  Street/Town  send  Street  intersection  would  operate  unsatisfactorily  at  LOS  E  under  2025 
Cumulative  plus  Project  conditions  for  Option  1.  Therefore,  a  significant  impact  would  occur  at 
the  2"'^  Street/To wnsend  Street  intersection  with  the  implementation  of  Project  2-16  Option  1 
under  2025  Cumulative  plus  Project  conditions. 

Significant  Impact  TR-P2-16b: 

The  2"'^  Street/Townsend  Street  intersection  would  operate  unsatisfactorily  at  LOS  E  under  2025 
Cumulative  plus  Project  conditions  for  Option  2.  Therefore,  a  significant  impact  would  occur  at 
the  2"*^*  Street/Townsend  Street  intersection  with  the  implementation  of  Project  2-16  Option  2 
under  2025  Cumulative  plus  Project  conditions. 

Significant  Impact  TR-P2-16c: 

Under  Existing  plus  Project  conditions  for  Project  2-16  Option  1,  the  7"' Street/Townsend  Street 
intersection  would  operate  at  LOS  F.  Therefore,  a  significant  impact  would  occur  at  the 
7""  Street/Townsend  Street  intersection  with  the  implementation  of  Project  2-16  Option  1  under 
Existing  plus  Project  conditions. 

Significant  Impact  TR-P2-16d: 

Under  Existing  plus  Project  conditions  for  Project  2-16  Option  2,  the  7"^  Street/Townsend  Street 
intersection  would  operate  at  LOS  F.  Therefore,  a  significant  impact  would  occur  at  the 
7"^  Street/Townsend  Street  intersection  with  the  implementation  of  Project  2-16  Option  2  under 
Existing  plus  Project  conditions. 
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Significant  Impact  TR-P2-16e: 

Under  2025  Cumulative  plus  Project  conditions  for  Project  2-16  Option  1,  the 
7'^  Street/Tov^^nsend  Street  intersection  would  operate  at  LOS  F.  Therefore,  a  significant  impact 
would  occur  at  the  7*  Street/Townsend  Street  intersection  with  the  implementation  of  Project 
2-16  Option  1  tmder  2025  Cumulative  plus  Project  conditions. 

Significant  Impact  TR-P2-16f: 

Under  2025  Cumulative  plus  Project  conditions  for  Option  2,  the  7"^  Street/Townsend  Street 
intersection  would  operate  at  LOS  F.  Therefore,  a  significant  impact  would  occur  at  the 
7"' Street/Townsend  Street  intersection  with  the  implementation  of  Project  2-16  Option  2  under 
2025  Cumulative  plus  Project  conditions. 

Significant  Impact  TR-P2-16g: 

Under  2025  Cumulative  plus  Project  conditions  for  Option  1,  the  4"'  Street/Townsend  Street 
intersection  would  operate  at  LOS  F.  Therefore,  a  significant  impact  would  occur  at  the 
4"'  Street/Townsend  Street  intersection  with  the  implementation  of  Project  2-16  Option  1  under 
2025  Cumulative  plus  Project  conditions. 

TRANSIT 

Muni  bus  line  10  runs  on  Townsend  Street  between  2"^^  and  8""  Streets,  and  Muni  bus  lines  19, 
30,  45,  47,  80X,  82X,  and  108  run  along  only  short  segments  of  Townsend  Street..  Muni  bus  lines 
80X  and  82X  operate  only  during  the  AM  peak  period.  The  segment  of  Townsend  Street 
between  3^^^  and  4"^  Streets  has  the  most  Muni  bus  lines  (10,  30,  45,  SOX,  82X,  and  108),  with 
approximately  6  westbound  and  22  eastbound  buses  per  hour  during  the  AM  peak  period  and  6 
westbound  and  30  eastbound  buses  per  hour  during  the  PM  peak  period.  Muni  bus  lines  30  .ind 
45  use  the  south  side  of  Townsend  Street  between  3'^'  and  4"'  Streets  as  a  layover  ariM.  Amtrak 
buses  use  the  south  side  of  Townsend  Street  between  4"'  and  5"'  Streets  as  a  layover  area  in  front 
of  the  Caltrain  Station.  Between  4"'  and  8"'  Streets,  Muni  bus  volumes  reduce  significantly.  Muni 
bus  line  47  travels  only  in  the  westbound  direction  between  4"'  and  5"'  Streets  and  Muni  bus  line 
19  travels  only  in  the  eastbound  direction  between  8"'  and  7"'  Streets. 

Due  to  the  relative  low  to  moderate  bicycle  volumes  under  I-.xisting  conditions,  there  is  liltU' 
interaction  between  buses  and  bicyclists  at  the  bus  s[op  between  3"'  and  4"'  Streets,  except 
occasional  conflicts  between  buses  and  bicyclists  when  buses  are  leax  inv;  the  stop  lowanl  the  3"' 
Street  intersection.  In  general,  buses  and  bicyclists  viekl  to  c\h  h  other. 
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Bolh  Option  I  .iiul  Opiion  2  o(  I'lojitl  2  Id  woiikl  ivconfi^iiri'  llu*  inlcTsoclion  ol 
4"' Street/ TownstMid  Strivt.  i  hr  nvw  contiguratioii,  with  two  U  ll  limi  l.iiu's  lri>in  soiilluMst 
bound  4"' StrcH'l  to  northiMsl  hoinul  l  ownscnd,  mny  cause  a  signilicanl  im|>.»i  l  It)  Muni  bus 
lines  30  and  45.  While  these  bus  lines  would  be  abli*  to  ni.ike  llu-  turn  under  the  new  contlitions, 
under  certain  circumstances  they  n\<\y  i-ncroach  on  the  bus  /one  on  the  south  side  o(  l  ownsend 
Street  and  possibly  would  encroach  on  Ihe  bii  yi  le  Line,  l  or  example,  whi'n  a  Muni  line  30  bus 
loads  and  unloads  passengers  or  lies  over  in  Ihe  bus  /one-'  immediately  ailjaient  to  Ihe  e.isl 
crosswalk  <U  llu'  intersection  ol  1"'  Street/ To wnsend  Sln-el,  a  Muni  line  4r>  bus  arriving  behinil 
that  Muni  line  30  bus  may  be  prevenled  Iroin  makin)',  the  luin.  l  oi  Ibis  reason  .)  signilii.ml 
transit  impact  would  on  ur  lor  Muni  bus  lines  30  ami  45  with  either  Option  I  or  Option  2  ol 
Project  2-16. 

Existing  plus  Project  conditions,  Project  2-16  ()pli»>ns  I  and  2 

Due  to  Ihe  inability  ol  Muni  bus  lines  30  and  45  to  make  Icll  linns,  under  i  iM  tain  i  in  umstances, 
from  4"'  Sireel  lo  rownseiul  Street,  a  significant  operational  transit  impait  (Significant  Impacts 
TR-P2-I6h,  rKI'2-l6i,  rR-P2-h)j,  IK-P2-I6k)  would  oivut  under  l-xisling  plus  Project 
conditions  with  impliMTienlalion  ol  ( )plion  I  or  ( )ption  2  of  Project  2-16. 

2025  C  umulative  plus  Project  conditions.  Project  2-16  Options  I  and  2 

I  )ue  lo  Ihe  inability  of  Muni  bus  lines  30  ami  45  lo  make  lell  lurns,  luuler  certain  l  ircumstance.s, 
from  4"'  Sirei  l  lo  Townsend  Street,  a  significant  operational  transit  impai  l  (Significant  Impacts 
TK-P2-I6I  rK-P2-l6ni,  rK-P2-16n  .ind  rK-P2-l6o)  woidd  (uvtir  under  2025  Cumulative  plus 
Project  conditions  with  implementation  of  Option  I  or()plion2ol  Project  2-16, 

Si^nificniil  iDiptu  l  ili  V?  lOli: 

A  signifiiani  Ir.insit  impact  would  occur  to  Muni  bus  line  30  under  l',xisting  plus  Proji'ct 
conililions  for  Project  2-16  Option  1. 

Sij^nifii  mil  liiijUKl  I  K  P?  Ihi: 

A  signifiiani  transit  impact  would  (xxur  lo  Muni  bus  line  4^)  under  Fxisting  plus  Project 
conditions  for  Project  2-16 Option  I, 


(  iiiHiilly,  llic  soiilii  side  of  lownsend  Street  is  bus  /one  ,inil  .i  l.iyovi'r  .iici  loi  llu-  li-n)',lli  o(  llu* 
block. 
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Significant  Impact  TR-P2-16j: 

A  significant  transit  impact  would  occur  to  Muni  bus  line  30  under  Existing  plus  Project 
conditions  for  Project  2-16  Option  2. 

Significant  Impact  TR-P2-16k: 

A  significant  transit  impact  would  occur  to  Muni  bus  line  45  under  Existing  plus  Project 
conditions  for  Project  2-16  Option  2. 

Significant  Impact  TR-P2-161: 

A  significant  transit  impact  would  occur  to  Muni  bus  line  30  under  2025  Cumulative  plus 
Project  conditions  for  Project  2-16  Option  1. 

Significant  Impact  TR-P2-16m: 

A  significant  transit  impact  would  occur  to  Muni  bus  line  45  under  2025  Cumulative  plus 
Project  conditions  for  Project  2-16  Option  1. 

Significant  Impact  2-16n: 

A  significant  transit  impact  would  occur  to  Muni  bus  line  30  under  2025  Cumulative  plus 
Project  conditions  for  Project  2-16  Option  2. 

Significant  Impact  TR-P2-16o: 

A  significant  transit  impact  would  occur  to  Muni  bus  line  45  under  2025  Cumulnli\'c  plus 
Project  conditions  for  Project  2-16  Option  2. 

Project  2-16  shares  Intersection  6:  2"^'  Street/Townsend  Street  with  Project  2-1:  2"''  Street  Bicycle 
Lanes,  King  Street  to  Market  Street.  The  transit  delay  analysis  below  (Projects  2-1  and  2-16 
combined)  reflects  the  combined  impact  of  Projects  2-1  and  2-16  modifications  to  the  2'"' 
Street/Townsend  Street  intersection  on  transit  delay. 

With  combined  Projects  2-1  and  2-16  for  both  Option  1  and  Option  2.  there  would  be  an 
insignificant  impact  on  transit  travel  time  between  The  Embarcadero  and  7""  Street,  e\on  \\  itli 
the  removal  of  travel  lanes  between  2"^'  and  4"'  Streets.  Consequently,  there  would  be  no  transit 
delay  impact  on  Muni  bus  lines  30,  45,  47,  SOX,  82X  and  108  tor  either  Existing  plus  I'roject  i>r 
2025  Cumulative  plus  Project. 
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•  Option  1 

Existing  and  Existing  plus  Project  conditions,  combined  Projects  2-1  and  2-16 

Option  1  would  not  add  delay  to  Muni  bus  line  10  westbound,  but  would  add  275 
seconds  (4.6  minutes)  of  delay  eastbound  in  the  PM  peak  period.  For  Muni  bus  line  19, 
Option  1  would  add  222  seconds  (3.7  minutes)  of  delay  eastbound.  The  headways  for 
Muni  bus  lines  10  and  19  in  the  PM  peak  period  are  10  minutes.  For  Muni  bus  line  10, 
the  total  added  delay  of  275  seconds  (4.6  minutes)  would  be  less  than  the  transit  delay 
threshold  of  six  minutes.  For  Muni  bus  line  19,  the  total  added  delay  of  222  seconds  (3.7 
minutes)  would  be  less  than  the  transit  delay  threshold  of  six  minutes.  Therefore,  a 
significant  transit  delay  impact  would  not  occur  with  the  implementation  of  combined 
Projects  2-1  and  2-16  Option  1  under  Existing  plus  Project  conditions. 

2025  Cumulative  plus  Project  conditions  combined  2-1  and  2-16  Option  1 
Option  1  would  not  change  operation  for  Muni  bus  line  10  westbound,  but  would  add 
248  seconds  (4.1  minutes)  of  delay  eastboimd.  Option  1  would  add  no  delay  to  Muni  bus 
line  19.  The  headways  for  Muni  bus  lines  10  and  19  in  the  PM  peak  period  are  10 
minutes.  For  Muni  bus  line  10,  the  total  added  delay  of  248  seconds  (4.1  minutes)  would 
be  less  than  the  transit  delay  threshold  of  six  minutes.  For  Muni  bus  line  19,  no  delay 
would  be  added  with  Projects  2-1  and  2-16  combined  with  Option  1.  Therefore,  a 
significant  transit  delay  impact  would  not  occur  with  the  implementation  of  Projects  2-1 
and  2-16  combined  with  Option  1  under  2025  Cumulative  plus  Project  conditions. 

•  Option  2 

Existing  plus  Project  conditions,  combined  2-1  and  2-16 

Option  2  would  not  change  operation  for  Muni  bus  line  10  westbound,  but  would  add 
272  seconds  (4.5  minutes)  of  delay  eastbound.  For  Muni  bus  line  19,  Option  2  would  add 
222  seconds  (3.7  minutes)  of  delay  eastbound.  The  headways  for  Muni  bus  lines  10  and 
19  in  the  PM  peak  period  are  10  minutes.  For  Muni  bus  line  10,  the  total  added  delay  of 
272  seconds  (4.5  minutes)  would  be  less  than  the  transit  delay  threshold  of  six  minutes. 
For  Muni  bus  line  19,  the  total  added  delay  of  222  seconds  (3.7  minutes)  would  be  less 
than  the  transit  delay  threshold  of  six  minutes.  Therefore,  a  significant  transit  delay 
impact  would  not  occur  with  the  implementation  of  Option  2  of  combined  Projects  2-1 
and  2-16  under  Existing  plus  Project  conditions. 

2025  Cumulative  plus  Project  conditions,  combined  2-1  and  2-16 

Option  2  would  not  change  operation  westbound  for  Muni  bus  line  10,  but  would  add 
16  seconds  of  delay  eastbound.  Option  2  would  add  no  delay  for  Muni  bus  line  19.  The 
headways  for  Muni  bus  lines  10  and  19  in  the  PM  peak  period  are  10  minutes.  For  Muni 
bus  line  10,  the  total  added  delay  of  16  seconds  would  be  less  than  the  transit  delay 
threshold  of  six  minutes.  For  Muni  bus  line  19,  no  delay  would  be  added  with  Projects  2- 
1  and  2-16  combined  with  Option  1.  Therefore,  a  significant  transit  delay  impact  would 
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not  occur  with  the  implementation  of  Projects  2-1  and  2-16  combined  with  Option  2 
under  2025  Cumulative  plus  Project  conditions. 

As  discussed  at  the  beginning  of  this  transit  analysis  section.  Project  2-16  may  result  in  a 
significant  transit  impact  for  Muni  bus  lines  30  and  45  due  to  operational  constraints.  However, 
since  combined  Projects  2-1  and  2-16  do  not  result  in  significant  transit  delay,  there  would  be  no 
significant  impacts  related  to  transit  delay  as  a  result  of  individual  Project  2-16. 

PARKING 

As  under  Option  1,  Modified  Option  1  would  convert  the  existing  perpendicular  parking  on  the 
north  side  of  Townsend  Street  between  4"^  and  7"^  Streets  to  parallel  parking  and  would  convert 
the  existing  front-in  angled  parking  on  Townsend  Street  between  7'^  Street  and  150  feet  west  of 
5"^  Street  to  back-in  angled  parking.  In  addition.  Modified  Option  1  would  convert  the  angle 
parking  on  the  south  side  of  Townsend  Street  between  150  feet  west  of  5th  and  4th  Streets  to 
parallel  parking,  resulting  in  a  loss  of  20  additional  spaces  compared  to  Option  1 .  The  proposed 
parking  removal  just  west  of  5'^  Street  would  provide  two  eastbound  traffic  lanes  on  the 
eastbound  approach  to  the  intersection  of  Townsend  and  5'*"  Streets.  Modified  Option  1  would 
result  in  a  total  loss  of  113  parking  spaces,  compared  to  a  loss  of  86  spaces  under  Option  1  in  the 
Draft  EIR.  Because  existing  parking  occupancy  in  this  area  is  generally  high,  the  loss  of  113 
parking  spaces  would  increase  the  parking  occupancy  rate. 

In  San  Francisco,  parking  supply  is  not  considered  a  permanent  physical  condition,  and  changes 
in  the  parking  supply  would  not  be  a  significant  environmental  impact  as  under  the  CEQA  but 
rather  a  social  effect.  The  loss  of  parking  may  cause  potential,  indirect  physical  effects,  which 
would  include  cars  circling  and  looking  for  a  parking  space  on  neighboring  streets.  I  ho 
secondary  effects  of  drivers  searching  for  parking  is  typically  offset  by  a  reduction  in  vehicle 
trips  due  to  others  who  are  aware  of  constrained  parking  conditions  in  a  given  area.  I  ienco,  any 
secondary  environmental  impacts  that  may  result  from  a  shortfall  in  parking  in  tin-  \  icinilv  of 
modified  Project  5-1  would  be  minor.  The  changes  in  on-street  parking  also  would  not  cause 
any  secondary  physical  impacts,  such  as  traffic  congestion,  air  quality  impacts,  or  noise  impacts 
caused  by  congestion.  Therefore,  there  would  be  no  significant  parking  impacts  as  a  result  t>f 
the  implementation  of  Project  2-16. 

On-street  parking  would  be  removed  on  portions  of  Townseml  Stteel  hrlwiHMi  4"'  and 
7"' Streets.  There  are  approximately  480  parking  spaces  on  both  sides  ol  l\n\  nscnil  '^lrri>t 
between  8"'  Street  and  The  Embarcadero.  The  existing  midday  parking  occup.incv  rale  is  over 
100  percent  because  several  vehicles  were  observed  to  park  illegally.  OptuMi  1  would  result  in  a 
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loss  of  approximately  86  parking  spaces.  Option  2  v^ould  result  in  a  loss  of  approximately  26 
parking  spaces  and  a  gain  of  approximately  16  parking  spaces,  for  a  net  loss  of  10  spaces. 

The  change  of  pull-in  to  back-in  angled  parking  would  potentially  benefit  bicyclists  by 
improving  approaching  bicyclists'  visibility  to  motor  vehicle  drivers  and  other  traffic,  both 
when  drivers  are  entering  and  exiting  a  parking  stall.  When  entering  a  parking  stall  by  backing 
in,  drivers  would  be  looking  backwards  towards  oncoming  traffic  and  would  be  more  aware  of 
approaching  bicyclists.  Bicyclists  would  also  be  better  able  to  see  these  vehicles  backing  into  the 
parking  spaces  and,  therefore,  would  have  ample  warning  to  safely  maneuver  around  these 
vehicles.  When  exiting  a  parking  stall,  drivers  would  face  the  street  with  a  better  view  of 
oncoming  traffic  in  comparison  to  drivers  backing  out  of  the  pull-in  parking  stall  whose  view  of 
oncoming  traffic  may  be  obscured  by  adjacent  parked  vehicles. 

The  current  parking  occupancy  rate  is  very  high,  and  the  removal  of  86  parking  spaces  under 
Option  1  and  16  parking  spaces  under  Option  2  would  further  increase  parking  occupancy.  San 
Francisco  does  not  consider  parking  supply  as  part  of  the  permanent  physical  environment. 
Parking  conditions  are  not  static,  as  parking  supply  and  demand  varies  from  day  to  day,  from 
day  to  night,  from  month  to  month,  etc.  Hence,  the  availability  of  parking  spaces  (or  lack 
thereof)  is  not  a  permanent  physical  condition,  but  changes  over  time  as  people  change  their 
modes  and  patterns  of  travel. 

In  San  Francisco,  parking  deficits  are  considered  to  be  social  effects,  rather  than  impacts  on  the 
physical  environment  as  defined  by  CEQA.  Under  CEQA,  a  project's  social  effects  need  not  be 
treated  as  significant  impacts  on  the  environment.  Environmental  documents  should,  however. 


Case  No.  2007.0347E  ,  _  ^  Final  EIR 

  V.A.3-322  — —  

San  Francisco  Bicycle  Plan  August  2009 


V.  Environmental  Setting,  Impacts,  and  Mitigation  Measures 

A.  Transportation 
3.      Project-Level  Analysis 

address  the  secondary  physical  impacts  that  could  be  triggered  by  a  social  impact.  (CEQA 
Guidelines  Section  15131(a).)  The  social  inconvenience  of  parking  deficits,  such  as  having  to 
hunt  for  scarce  parking  spaces,  is  not  an  environmental  impact,  but  there  may  be  secondary 
physical  environmental  impacts,  such  as  increased  traffic  congestion  at  intersections,  air  quality 
impacts,  safety  impacts,  or  noise  impacts  caused  by  congestion.  In  the  experience  of  San 
Francisco  transportation  planners,  how^ever,  the  absence  of  a  ready  supply  of  parking  spaces, 
combined  with  available  alternatives  to  auto  travel  (e.g.,  transit  service,  taxis,  bicycles  or  travel 
by  foot)  and  a  relatively  dense  pattern  of  urban  development,  induces  many  drivers  to  seek  and 
find  alternative  parking  facilities,  shift  to  other  modes  of  travel,  or  change  their  overall  travel 
habits.  Any  such  resulting  shifts  to  transit  service  in  particular,  would  be  in  keeping  with  the 
City's  "Transit  First"  policy.  The  City's  Transit  First  Policy,  established  in  the  City's  Charter 
Section  16.102  provides  that  "parking  policies  for  areas  well  served  by  public  transit  shall  be 
designed  to  encourage  travel  by  public  transportation  and  alternative  transportation." 

The  transportation  analysis  accounts  for  potential  secondary  effects,  such  as  cars  circling  and 
looking  for  a  parking  space  in  areas  of  limited  parking  supply,  by  assuming  that  all  drivers 
would  attempt  to  find  parking  at  or  near  the  project  site  and  then  seek  parking  farther  away  if 
convenient  parking  is  unavailable.  Moreover,  the  secondary  effects  of  drivers  searching  for 
parking  is  typically  offset  by  a  reduction  in  vehicle  trips  due  to  others  who  are  aware  of 
constrained  parking  conditions  in  a  given  area.  Hence,  any  secondary  environmental  impacts 
which  may  result  from  a  shortfall  in  parking  in  the  vicinity  of  the  proposed  project  would  be 
minor.  Therefore,  there  would  be  no  significant  parking  impacts  with  implementation  of  Project 
2-16. 

PEDESTRIAN 

Pedestrians  were  observed  to  walk  on  the  street  between  the  travel  lane  and  on-street  parking 
either  because  of  the  lack  of  sidewalks  or  the  presence  of  illegally  parked  vehicles  blocking  the 
existing  unpaved  path.  The  formalization  of  on-street  parking  would  reduce  illegal  parking,  so 
that  vehicles  would  not  block  the  pedestrian  paths,  especially  on  the  unpaved  path  along  the 
Caltrain  fence  on  the  south  side  of  Townsend  Street  between  5"'  and  7"'  Streets.  IVdestrian 
volumes  are  relatively  high  during  the  commute  periods  and  midday  between  2'"'  and  4"' 
Streets,  so  the  regulation  of  on-street  parking  in  this  area  would  be  a  benelil.  riierefore,  there 
would  be  no  significant  pedestrian  impacts  as  a  result  of  Project  2-16  w  ith  citlu-r  Option  1  i>r 
Option  2. 
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BICYCLE 

The  installation  of  bicycle  lanes  would  provide  bicyclists  with  a  designated  right-of-way  for 
travel.  The  change  of  pull-in  to  back-in  angled  parking  would  potentially  benefit  bicyclists  by 
improving  approaching  bicyclists'  visibility  to  motor  vehicle  drivers  and  other  traffic,  both 
when  drivers  are  entering  and  exiting  a  parking  stall.  When  entering  a  parking  stall  by  backing 
in,  drivers  would  be  looking  backwards  towards  oncoming  traffic  and  would  be  more  aware  of 
approaching  bicyclists.  Bicyclists  would  also  be  better  able  to  see  these  vehicles  backing  into  the 
parking  spaces  and,  therefore,  would  have  ample  warning  to  safely  maneuver  around  these 
vehicles.  When  exiting  a  parking  stall,  drivers  would  face  the  street  with  a  better  view  of 
oncoming  traffic  in  comparison  to  drivers  backing  out  of  the  pull-in  parking  stall  whose  view  of 
oncoming  traffic  may  be  obscured  by  adjacent  parked  vehicles.  Therefore,  neither  Option  1  nor 
Option  2  of  Project  2-16  would  result  in  a  significant  impact  to  bicyclists,  but  could  have  the 
beneficial  effect  of  improving  roadway  conditions  and  safety  for  bicyclists. 

LOADING 

Existing  off-street  loading  zones  along  Townsend  Street  would  be  changed  from  pull-in  to  back- 
in  on-street  parking  to  accommodate  the  loading  demand.  The  back-in  parking  operation  would 
be  safer  because  delivery  vehicles  would  load  and  unload  at  the  curb  rather  than  in  the  street 
and  the  driver's  visibility  when  exiting  the  parking  space  would  improve  because  the  driver 
would  only  need  to  turn  135  degrees  rather  than  180  degrees  in  order  to  see  outside  the 
window.  Therefore,  there  would  be  no  significant  loading  impacts. 


CLUSTER  2:  SUMMARY  OF  SIGNIFICANT  IMPACTS  AND  MITIGATION 
MEASURES 


Significant  Impact  TR-P2-la: 

The  intersection  of  2"'^  Street/Bryant  Street  would  operate  at  LOS  F  under  Existing  plus  Project 
conditions  for  Project  2-1  Option  1. 

M-TR-P2-la: 

No  feasible  mitigation  measures  have  been  identified  for  the  2"^^  Street/Bryant  Street  intersection 
under  Existing  plus  Project  conditions  for  Option  1.  Hence,  a  significant  impact  would  occur  at 
the  2"-^  Street/Bryant  Street  intersection  with  the  implementation  of  Project  2-1  Option  1  under 
Existing  plus  Project  conditions. 
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Significant  Impact  TR-P2-lb: 

The  intersection  of  2"''  Street/Bryant  Street  would  operate  at  LOS  F  under  2025  Cumulative  plus 
Project  conditions  for  Project  2-1  Option  1. 

M-TR-P2-lb: 

No  feasible  mitigation  measures  have  been  identified  for  the  2"'^  Street/Bryant  Street  intersection 
under  2025  Cumulative  plus  Project  conditions  for  Option  1.  Hence,  a  significant  impact  would 
occur  at  2"'^  Street/Bryant  Street  intersection  under  2025  Cumulative  plus  Project  conditions  with 
the  implementation  of  Project  2-1  Option  1. 

Significant  Impact  TR-P2-lc: 

The  intersection  of  2"'^  Street/Harrison  Street  would  operate  at  LOS  F  under  Existing  plus  Project 
conditions  for  Project  2-1  Option  1. 

M-TR-P2-lc: 

It  is  proposed  that  five  seconds  of  green  time  be  added  to  the  northbound  2"''  Street  approach 
and  five  seconds  of  green  time  be  reduced  from  the  eastbound  Harrison  Street  approach.  This 
would  improve  the  intersection  operations  from  LOS  F  to  LOS  E  (a  reduction  of  54  seconds  of 
average  delay).  It  has  been  ensured  that  the  minimum  green  times  required  for  pedestrians  to 
cross  the  2"^*  Street/Harrison  Street  intersection  have  been  maintained  even  after  the  green  lime 
adjustments  to  the  signal.  Nevertheless,  this  mitigation  measure  would  not  reduce  the  project 
impacts  to  a  less  than  significant  level  for  Project  2-1  Option  1.  Table  V.2-46,  p.  V.A.3-333, 
summarizes  these  results. 


TABLE  V.2-46 
CLUSTER  2  -  PROJECT  2-1 
INTERSECTION  LEVEL  OF  SERVICE  (LOS)  AND  AVERAGE  DELAY  COMPARISON  EXISTING 
PLUS  PROJECT  CONDITIONS  WITH  MITIGATION  MEASURES  -  WEEKDAY  PM  PEAK  HOUR  2"" 

STREET/HARRISON  STREET 


Existing  plus  Project 
Option  1 

Existing  plus  Project 

Option  1  with 
Mitigation  Measures 

Existing  plus  Project 
Option  2 

Existing  plus  Project 

Option  2  with 
Mitigation  Measures 

Average 

Delay^  LOS" 

Average 

Delay"  LOS" 

Average 

Delay"  LOS" 

Average 

Delay'  LOS" 

>80  F  78.3  E  >80  F  78.3  I 


Source:     Wilbur  Smith  Associates,  Oi  tobi-r  2()(W 

Note^: 

a.  Delay  in  seconds  per  vehicle. 

b.  Intersections  operating  at  LOS  E  or  LOS  F  conditions  are  hiKhlinhtoJ  ni  bold. 


Case  No.  2007.0347E  Final  FIR 
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San  Francisco  Bicycle  Plan  AUXiST  2009 


V.  Environmental  Setting,  Impacts,  and  Mitigation  Measures 

A.  Transportation 
3.      Project-Level  Analysis 

Significant  Impact  TR-P2-ld: 

The  intersection  of  2"'^  Street/Harrison  Street  would  operate  at  LOS  F  under  Existing  plus  Project 
conditions  for  Project  2-1  Option  2. 

M-TR-P2-ld: 

It  is  proposed  that  five  seconds  of  green  time  be  added  to  the  northbound  2"'^  Street  approach 
and  five  seconds  of  green  time  be  reduced  from  the  eastbound  Harrison  Street  approach.  This 
would  improve  the  2"*^  Street/Harrison  Street  intersection  operations  from  LOS  F  to  LOS  E  (a 
reduction  of  54  seconds  of  average  delay).  It  has  been  ensured  that  the  minimum  green  times 
required  for  pedestrians  to  cross  the  intersection  have  been  maintained  even  after  the  green 
time  adjustments  to  the  signal.  Nevertheless,  this  mitigation  measure  would  not  reduce  the 
project  impacts  to  a  less  than  significant  level  for  Project  2-1  Option  2.  Table  V.2-46, 
p.  V. A. 3-333,  summarizes  these  results. 

Significant  Impact  TR-P2-le: 

The  intersection  of  2"*^  Street/Harrison  Street  would  operate  at  LOS  F  under  2025  Cumulative 
plus  Project  conditions  for  Option  1. 

M-TR-P2-le: 

It  is  proposed  that  five  seconds  of  green  time  be  added  to  the  northbound  2"*^  Street  approach 
and  five  seconds  of  green  time  be  reduced  from  the  eastbound  Harrison  Street  approach,  thus 
improving  the  2""^  Street/Harrison  Street  intersection  operations  and  reducing  average  delay.  It 
has  been  ensured  that  the  minimum  green  times  required  for  pedestrians  to  cross  the 
intersection  have  been  maintained  even  after  the  green  time  adjustments  to  the  signal. 
Nevertheless,  this  mitigation  measure  would  not  reduce  the  project  impacts  to  a  less-than- 
significant  level  for  Project  2-1  Option  1.  Table  V.2-47,  p.  V.A.3-335,  summarizes  these  results. 

Significant  Impact  TR-P2-lf: 

The  intersection  of  2"^^  Street/Harrison  Street  would  operate  at  LOS  F  under  2025  Cumulative 
plus  Project  conditions  for  Project  2-1  Option  2. 


Case  No.  2007.0347E 

San  Francisco  Bicycle  Plan 


V.A.3-334 


Final  ElK 
August  2009 


V.  Environmental  Setting,  Impacts,  and  Mitigation  Measures 

A.  Transportation 
3.      Project-Level  Analysis 


TABLE  V.2-47 
CLUSTER  2  -  PROJECT  2-1 
INTERSECTION  LEVEL  OF  SERVICE  (LOS)  AND  AVERAGE  DELAY  COMPARISON  2025 
CUMULATIVE  PLUS  PROJECT  CONDITIONS  WITH  MITIGATION  MEASURES  -  WEEKDAY  PM 

PEAK  HOUR  2'^'^  STREET/HARRISON  STREET 

2025  Cumulative  plus  2025  Cumulative  plus 

2025  Cumulative  plus     Project  Option  1  with     2025  Cumulative  plus     Project  Option  2  with 
Project  Option  1  Mitigation  Measures         Project  Option  2         Mitigation  Measures 

Average  Average  Average  Average 

Delay^     LOS"    V/C      Delay^      LOS"    V/C     Delay^      LOS^    V/C      Deiay''      LOS"  V/C 

>80  F        1.33         >80  F        1.32         >80  F        1.33         >80  F  1.32 


Source:     Wilbur  Smith  Associates,  October  2008 

Notes: 

a.  Delay  in  seconds  per  vehicle. 

b.  Intersections  operating  at  LOS  E  or  LOS  F  conditions  are  highlighted  in  bold. 

M-TR-P2-lf: 

It  is  proposed  that  five  seconds  of  green  time  be  added  to  the  northbound  2"^'  Street  approach 
and  five  seconds  of  green  time  be  reduced  from  the  eastbound  Harrison  Street  approach.  This 
will  improve  the  2"'^  Street/Harrison  Street  intersection  operations  and  reduce  average  delay.  It 
has  been  ensured  that  the  minimum  green  times  required  for  pedestrians  to  cross  the 
intersection  have  been  maintained  even  after  the  green  time  adjustments  to  the  signal. 
Nevertheless,  this  mitigation  measure  w^ill  not  reduce  the  project  impacts  of  Project  2-1  Option  2 
to  a  less-than-significant  level.  Table  V.2-48,  p.  V.A.3-336,  summarizes  these  results. 

Significant  Impact  TR-P2-lg: 

The  intersection  of  2"*^  Street/Folsom  Street  would  operate  at  LOS  E  under  Existing  plus  Projocl 
conditions  for  Project  2-1  Option  1. 

M-TR-P2-lg: 

The  southbound  2"^'  Street  approach  shall  be  modified  irom  a  protected  phase  to  a  permitted 
phase  with  no  changes  to  green  time  allocation.  This  will  improve  the  2"^  Street/Folsom  Strivt 
intersection  operations  from  LOS  E  to  LOS  D,  with  47.9  seconds  of  delay.  Hence,  this  mitigation 
measure  would  reduce  the  project  impacts  of  Project  2-1  Option  1  to  a  less-than-significant  lo\  el. 
Table  V.2-48,  p.  V.A.3-336,  summarizes  these  results. 


Case  No.  20()7.()347F. 

San  Francisco  Bicycle  Plan 
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Fin.il  FIK 
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V.  Environmental  Setting,  Impacts,  and  Mitigation  Measures 

A.  Transportation 
3.       Project-Level  Analysis 


TABLE  V.2-48 
CLUSTER  2  -  PROJECT  2-1 
INTERSECTION  LEVEL  OF  SERVICE  (LOS)  AND  AVERAGE  DELAY  COMPARISON  EXISTING 
PLUS  PROJECT  CONDITIONS  WITH  MITIGATION  MEASURES  -  WEEKDAY  PM  PEAK  HOUR  2" 

STREET/FOLSOM  STREET 


Existing  plus  Project 
Option  1 

Existing  plus  Project 

Option  1  with 
Mitigation  Measures 

Existing  plus  Project 
Option  2 

Existing  plus  Project 

Option  2  with 
Mitigation  Measures 

Average 

Delay'  LOS" 

Average 

Delay'  LOS" 

Average 

Delay'  LOS** 

Average 
Delay'  LOS" 

76.5  E 

47.9  D 

76.5  E 

47.9  D 

Source:     Wilbur  Smith  Associates,  October  2008 

a.  Delay  in  seconds  per  vehicle. 

b.  Intersections  operating  at  LOS  E  or  LOS  F  conditions  are  highlighted  in  bold. 

Significant  Impact  TR-P2-lh: 

The  intersection  of  2'"^'  Street/Folsom  Street  would  operate  at  LOS  E  under  Existing  plus  Project 
conditions  for  Project  2-1  Option  2. 

M-TR-P2-lh: 

The  southbound  2"'^  Street  approach  shall  be  modified  from  a  protected  phase  to  a  permitted 
phase  with  no  changes  to  green  time  allocation.  This  will  improve  the  2"^'  Street/Folsom  Street 
intersection  operations  from  LOS  E  to  LOS  D,  with  47.9  seconds  of  delay.  Hence,  this  mitigation 
measure  would  reduce  the  project  impacts  of  Project  2-1  Option  2  to  a  less-than-significant  level. 
Table  V.2-48,  p.  V.A.3-336,  summarizes  these  results. 

Significant  Impact  TR-P2-li: 

The  intersection  of  2"''  Street/Folsom  Street  would  operate  at  LOS  F  under  2025  Cumulative  plus 
Project  conditions  for  Project  2-1  Option  1 . 

M-TR-P2-li: 

It  is  proposed  that  the  southbound  2"^'  Street  approach  be  modified  from  a  protected  phase  to  a 
permitted  phase  with  no  changes  to  green  time  allocation.  This  would  improve  the  2'"^' 
Street/Folsom  Street  intersection  operations  and  reduce  the  average  delay.  Nevertheless,  this 
mitigation  measure  would  not  reduce  the  project  impacts  of  Project  2-1  with  Option  1  to  a  less 
than  significant  level.  Table  V.2-49,  p.  V.A.3-337,  summarizes  these  results. 


Case  No.  2007.0347E  

San  Francisco  Bicycle  Plan 
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Final  EIR 

AuciUST  2009 


V.  Environmental  Setting,  Impacts,  and  Mitigation  Measures 

A.  Transportation 
3.      Project-Level  Analysis 


TABLE  V.2-49 
CLUSTER  2  -  PROJECT  2-1 
INTERSECTION  LEVEL  OF  SERVICE  (LOS)  AND  AVERAGE  DELAY  COMPARISON  2025 
CUMULATIVE  PLUS  PROJECT  CONDITIONS  WITH  MITIGATION  MEASURES  -  WEEKDAY  PM 

PEAK  HOUR  2^^  STREET/FOLSOM  STREET 

2025  Cumulative  plus  2025  Cumulative  plus 

2025  Cumulative  plus     Project  Option  1  with     2025  Cumulative  plus     Project  Option  2  with 
Project  Option  1  Mitigation  Measures         Project  Option  2         Mitigation  Measures 

Average  Average  Average  Average 

Delay^      LOS"    V/C      Delay^      LOS"    V/C      Delay^      LOS"    V/C      Delay^      LOS"  V/C 

>80  F        1.59         >80  F        1.49         >80  F        1.59         >80  F  1.49 


Source:  Wilbur  Smith  Associates,  October  2008 
Notes: 

a.  Delay  in  seconds  per  vehicle. 

b.  Intersections  operating  at  LOS  E  or  LOS  F  conditions  are  highlighted  in  bold. 

Significant  Impact  TR-P2-lj: 

The  intersection  of  2"'^  Street/Folsom  Street  would  operate  at  LOS  F  under  2025  Cumulative  plus 
Project  conditions  for  Project  2-1  Option  2. 

M-TR-P2-lj: 

It  is  proposed  that  the  southbound  2"''  Street  approach  be  modified  from  a  protected  phase  to  a 
permitted  phase  with  no  changes  to  green  time  allocation.  This  would  improve  the  2"^ 
Street/Folsom  Street  intersection  operations  and  reduce  the  average  delay.  Nevertheless,  this 
mitigation  measure  would  not  reduce  the  project  impacts  of  Project  2-1  Option  2  to  a  loss  than 
significant  level. 

Significant  Impact  TR-P2-lk: 

The  intersection  of  2"'^'  Street/Howard  Street  would  operate  at  LOS  F  under  2025  Curnulati\o 
plus  Project  conditions  for  Option  1. 

M-TR-P2-lk: 

No  feasible  mitigation  measures  have  been  identified  for  the  2'"'  Street/Howard  Street 
intersection  under  2025  Cumulative  plus  Project  conditions  for  Option  1.  Hence,  a  significant 
impact  would  occur  at  the  2"''  Street/Howard  Street  intersection  with  the  implementation  ol 
Project  2-1  Option  1. 


Case  No.  20()7.0347E  Fin.il  t  IK 

  V, A. 3-337  ^— — — — ^— ^— 

San  Francisco  Bicycle  Plan  '    '  AlV.im  20CW 


V.  Environmental  Setting,  Impacts,  and  Mitigation  Measures 

A.  Transportation 
3.      Project-Level  Analysis 

Significant  Impact  TR-P2-11: 

The  intersection  of  2"^^  Street/Howard  Street  would  operate  at  LOS  F  under  2025  Cumulative 
plus  Project  conditions  for  Project  2-1  Option  2. 

M-TR-P2-11: 

No  feasible  mitigation  measures  have  been  identified  for  the  2"*^  Street/Howard  Street 
intersection  under  2025  Cumulative  plus  Project  conditions  for  Option  2.  Hence,  a  significant 
impact  would  occur  at  the  2"^'  Street/Howard  Street  intersection  with  the  implementation  of 
Project  2-1  Option  2. 

Significant  Impact  TR-P2-lm  (Projects  2-1  and  2-16  combined): 

The  intersection  of  2"^'  Street/Townsend  Street  would  operate  at  LOS  E  under  2025  Cumulative 
plus  Project  conditions  for  combined  Projects  2-1  and  2-16  Option  1. 

M-TR-P2-lm: 

No  feasible  mitigation  measures  have  been  identified  to  mitigate  for  the  2"^  Street/Townsend 
Street  intersection  under  Cumulative  plus  Project  conditions  for  Option  1.  Hence,  a  significant 
impact  would  occur  at  the  2"^^  Street/Townsend  Street  intersection  with  the  implementation  of 
Option  1  of  the  combined  Projects  2-1  and  2-16. 

Significant  Impact  TR-P2-ln  (Projects  2-1  and  2-16  combined): 

The  intersection  of  2"^'  Street/Townsend  Street  would  operate  at  LOS  E  under  2025  Cumulative 
plus  Project  conditions  for  Option  2  of  the  combined  Projects  2-1  and  2-16. 

M-TR-P2-ln: 

No  feasible  mitigation  measures  have  been  identified  to  mitigate  the  2"'^  Street/Townsend  Street 
intersection  under  Cumulative  plus  Project  conditions  for  Option  2.  Hence,  a  significant  impact 
would  occur  at  2""^  Street/Townsend  Street  intersection  with  the  implementation  Option  2  of  the 
combined  Projects  2-1  and  2-16. 

Significant  Impact  2-lo  (Projects  2-1  and  2-16  combined): 

Muni  bus  line  10  would  experience  significant  delays  as  a  result  of  implementation  of  the 
combined  Projects  2-1  and  2-16  Option  1  under  Existing  plus  Project  conditions. 


Case  No.  2007.0347E  Final  EIR 
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San  Francisco  Bicycle  Plan  AUGUST  2009 


V.  Environmental  Setting,  Impacts,  and  Mitigation  Measures 

A.  Transportation 
3.       Project-Level  Analysis 

M-TR-Pl-lo  (Projects  2-1  and  2-16  combined): 

The  implementation  of  Option  1  of  the  combined  Projects  2-1  and  2-16  under  Existing  plus 
Project  conditions  would  add  approximately  863  seconds  (14.4  minutes)  of  delay  for  Muni  bus 
line  10.  With  mitigation  as  described  for  the  2"'^  Street  /  Harrison  Street  (M-TR-P2-lc  through  M- 
TR-P2-lf),  and  2"^  Street  /  Folsom  Street  (M-TR-P2-lg  through  M-TR-P2-lj),  intersections, 
approximately  27  seconds  of  delay  southbound  and  266  seconds  (4.4  minutes)  of  delay 
northbound  would  be  added  to  Muni  bus  line  10.  The  total  added  delay  of  293  seconds  (4.8 
minutes)  would  be  less  than  the  transit  delay  threshold  of  six  minutes.  Therefore,  impacts  to 
Mimi  bus  line  10  from  Option  1  of  the  combined  Projects  2-1  and  2-16  under  Existing  plus 
Project  conditions  would  be  reduced  to  a  less  than  significant  level. 

Significant  Impact  2-lp  (Projects  2-1  and  2-16  combined): 

Muni  bus  line  10  would  experience  significant  delays  as  a  result  of  Option  2  of  the  combined 
Projects  2-1  and  2-16  under  Existing  plus  Project  conditions. 

M-TR-P2-lp  (Projects  2-1  and  2-16  combined): 

The  implementation  of  combined  Projects  2-1  and  2-16  Option  2  under  Existing  plus  Project 
conditions  would  add  approximately  524  seconds  (8.7  minutes)  of  delay  for  Muni  bus  line  10. 
With  mitigation  as  described  for  the  2"^^  Street  /  Harrison  Street  (M-TR-P2-lc  through  M-TR-P2- 
If),  and  2"<^  Street  /  Folsom  Street  (M-TR-P2-lg  through  M-TR-P2-lj)  intersections, 
approximately  58  seconds  of  delay  southbound  and  39  seconds  of  delay  northbound  would  be 
added  to  Muni  bus  line  10.  The  total  added  delay  of  97  seconds  (1 .6  minutes)  would  be  less  than 
the  transit  delay  threshold  of  six  minutes.  Therefore,  impacts  to  Muni  bus  line  10  for  Option  2  of 
the  combined  Projects  2-1  and  2-16  under  Existing  plus  Project  conditions  would  be  reduced  to 
a  less  than  significant  level. 

Significant  Impact  2-lq  (Projects  2-1  and  2-16  combined): 

Muni  bus  line  10  would  experience  significant  delays  as  a  result  of  implementation  of  Caption  1 
of  the  combined  Projects  2-1  and  2-16  under  2025  Cumulative  plus  Project  conditions. 

M-TR-P2-lq  (Projects  2-1  and  2-16  combined): 

The  implementation  of  combined  Projects  2-1  and  2-16  Option  I  under  2025  Cumulative  plus 
Project  conditions  would  add  approximately  672  seconds  (1 1.2  minutes)  i>t  ilel.i\  lor  Muni  bus 
line  10.  With  mitigation  as  described  for  the  2"^'  Street  /  Harrison  Street  (M-  n\-i'2-lc  through  M- 
TR-P2-lf),  and  2"^^  Street  /  Folsom  Street  (M-TK-P2-lg  through  M-TR-P2-li)  intersections,  delay 
would  be  reduced  by  approximately  169  seconds  (2.8  minutes)  southbouiul  with  .ippiDviinalely 
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V.  Environmental  Setting,  Impacts,  and  Mitigation  Measures 

A.  Transportation 
3.       Project-Level  Analysis 

625  seconds  (10.4  minutes)  of  delay  added  northbound  to  Muni  bus  line  10.  I'he  total  added 
delay  of  495  seconds  (7.6  minutes)  would  be  greater  than  the  transit  delay  threshold  of  six 
minutes.  Therefore,  a  significant  transit  impact  to  Muni  bus  line  10  would  occur  resulting  from 
implementation  of  Option  1  of  the  combined  Projects  2-1  and  2-16  under  2025  Cumulative  plus 
Project  conditions. 

Significant  Impact  2-lr  (Projects  2-2  and  2-16  combined): 

Muni  bus  line  10  would  experience  significant  delays  as  a  result  of  implementation  of  Option  2 
of  the  combined  Projects  2-1  and  2-16  under  2025  Cumulative  plus  Project  conditions. 

M-TR-P2-lr  (Projects  2-1  and  2-16  combined): 

The  implementation  of  Projects  2-1  and  2-16  combined  Option  2  under  2025  Cumulative  plus 
Project  conditions  would  add  approximately  857  seconds  (14.2  minutes)  of  delay  for  Muni  bus 
line  10.  With  mitigation  as  described  for  the  2'"'  Street/Harrison  Street  (M-TR-P2-lc  through  M- 
TR-P2-lf),  and  2-'  Slreol  /  Folsom  Street  (M-TR-P2-lg  through  M-TR-r^2-lj)  intersections, 
approximately  238  seconds  (3.9  minutes)  of  delay  southbound  and  approximately  402  seconds 
(6.7  minutes)  of  delay  northbound  would  be  added  to  Muni  bus  line  10.  The  total  added  delay 
of  640  seconds  (10.6  minutes)  would  be  greater  than  the  transit  delay  threshold  of  six  minutes. 
Therefore,  a  significant  transit  impact  to  Muni  bus  line  10  would  occur  resulting  from 
implementation  of  Option  2  of  the  combined  Projects  2-1  and  2-16  under  2025  Cumulative  plus 
Project  conditions. 

Significant  Impact  2-ls: 

A  significant  transit  impact  to  Muni  bus  line  10  would  occur  as  a  result  of  individual  Project  2-1 
with  Option  1  under  Existing  plus  Project  conditions. 

M-TR-P2-ls: 

The  implementation  of  Project  2-1  only  with  Option  1  under  Existing  plus  Project  conditions 
would  add  approximately  845  seconds  (14.1  minutes)  of  delay  for  Muni  bus  line  10.  With 
mitigation  as  described  for  the  2'"'  Street/Harrison  Street  (M-TR-P2-lc  through  M-TR-P2-lf),  and 
2"^  Street/Folsom  Street  (M-TR-P2-lg  through  M-TR-P2-lj)  intersections,  approximately  27 
seconds  of  delay  southbound  and  249  seconds  (4.2  minutes)  of  delay  northbound  would  be 
added  to  Muni  bus  line  10.  The  total  added  delay  of  276  seconds  (4.6  minutes)  would  be  less 
than  the  transit  delay  threshold  of  six  minutes.  Therefore,  impacts  to  Muni  bus  line  10  lor 
individual  Project  2-1  with  Option  1  under  Existing  plus  Project  conditions  would  be  reduced  to 
a  less  than  significant  level. 


V.  Environmental  Setting,  Impacts,  and  Mitigation  Measures 

A.  Transportation 
3.      Project-Level  Analysis 

Significant  Impact  2-lt: 

A  significant  transit  impact  to  Muni  bus  line  10  would  occur  as  a  result  of  individual  Project  2-1 
Option  2  under  Existing  plus  Project  conditions. 

M-TR-P2-lt: 

The  implementation  of  individual  Project  2-1  Option  2  under  Existing  plus  Project  conditions 
would  add  approximately  506  seconds  (8.4  minutes)  of  delay  for  Muni  bus  line  10.  With 
mitigation  as  described  for  the  2"*^  Street/Harrison  Street  (M-TR-P2-lc  through  M-TR-P2-lf),  and 
2"'^  Street/Folsom  Street  (M-TR-P2-lg  through  M-TR-P2-lj)  intersections,  approximately  58 
seconds  of  delay  southbound  and  21  seconds  of  delay  northbound  would  be  added  to  Muni  bus 
line  10.  The  total  added  delay  of  79  seconds  (1.3  minutes)  would  be  less  than  the  transit  delay 
threshold  of  six  minutes.  Therefore,  impacts  to  Muni  bus  line  10  for  individual  Project  2-1 
Option  2  under  Existing  plus  Project  conditions  would  be  reduced  to  a  less  than  significant 
level. 

Significant  Impact  2-lu: 

A  significant  transit  impact  would  occur  to  Muni  bus  line  10  as  a  result  of  individual  Project  2-1 
Option  1  under  2025  Cumulative  plus  Project  conditions. 

M-TR-P2-lu: 

The  implementation  of  individual  Project  2-1  Option  1  under  2025  Cumulative  plus  Project 
conditions  would  add  approximately  450  seconds  (7.5  minutes)  of  delay  for  Muni  bus  line  10. 
With  mitigation  as  described  for  the  2"^  Street/Harrison  Street  (M-TR-P2-lc  through  M-TR-P2- 
If),  and  2"d  Street/Folsom  Street  (M-TR-P2-lg  through  M-TR-P2-lj)  intersections,  delay  would 
be  reduced  by  approximately  170  seconds  (2.8  minutes)  southbound  with  approximately  403 
seconds  (6.7  minutes)  of  delay  added  northbound  to  Muni  bus  line  10.  The  total  added  delay  of 
233  seconds  (3.8  minutes)  would  be  less  than  the  transit  delay  threshold  of  six  minutes. 
Therefore,  impacts  to  Muni  bus  line  10  for  individual  Project  2-1  Option  I  undor  2025 
Cumulative  plus  Project  conditions  would  be  reduced  to  a  less  than  significant  level. 

Significant  Impact  2-lv: 

A  significant  transit  impact  would  occur  to  Muni  bus  line  10  as  a  result  ol  individual  I'rojecl  2-1 
Option  2  under  2025  Cumulative  plus  Project  conditions. 


Case  No.  2007.0347E 
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V.  Environmental  Setting,  Impacts,  and  Mitigation  Measures 

A.  Transportation 
3.      Project-Level  Analysis 

M-TR-P2-lv: 

The  implementation  of  Project  2-1  only  with  Option  2  under  2025  Cumulative  plus  Project 
conditions  would  add  approximately  857  seconds  (14.2  minutes)  of  delay  for  Muni  bus  line  10. 
With  mitigation  as  described  for  the  2"'^  Street/Harrison  Street  (M-TR-P2-lc  through  M-TR-P2- 
If),  and  2""^  Street/Folsom  Street  (M-TR-P2-lg  through  M-TR-P2-lj)  intersections,  approximately 
238  seconds  (3.9  minutes)  of  delay  southbound  and  approximately  402  seconds  (6.7  minutes)  of 
delay  northbound  would  be  added  to  Muni  bus  line  10.  The  total  added  delay  of  640  seconds 
(10.6  minutes)  would  be  greater  than  the  transit  delay  threshold  of  six  minutes.  Therefore,  a 
significant  transit  impact  to  Muni  bus  line  10  would  occur  resulting  from  individual  Project  2-1 
Option  2  under  2025  Cumulative  plus  Project  conditions. 

Significant  Impact  2-lw: 

A  significant  impact  on  passenger  loading  would  occur  on  2"*^  Street  between  Clementina  Street 
and  Folsom  Street  as  a  result  of  Project  2-1  Option  1  under  Existing  plus  Project  conditions. 

M-TR-P2-liv: 

To  provide  passenger  loading  for  the  hotel,  on-street  parking  on  Clementina  Street  (the  alley 
north  of  the  hotel)  could  be  converted  to  a  white  passenger  zone.  This  would  eliminate  double 
parking  activities  in  the  bicycle  and/or  travel  lanes  in  front  of  the  hotel.  Hence,  this  mitigation 
measure  would  reduce  project  impacts  on  passenger  loading  along  2"*^  Street  between 
Clementina  Street  and  Folsom  Street  for  Project  2-1  with  Option  1  under  Existing  plus  Project 
conditions  to  a  less-than  significant  level. 

Significant  Impact  2-Ix: 

A  significant  impact  on  passenger  loading  would  occur  along  2"*^  Street  between  Clementina 
Street  and  Folsom  Street  as  a  result  of  Project  2-1  with  Option  2  under  Existing  plus  Project 
conditions. 

M-TR-P2-lx: 

To  provide  passenger  loading  for  the  hotel,  on-street  parking  on  Clementina  Street  (the  alley 
north  of  the  hotel)  could  be  converted  to  a  white  passenger  zone.  This  would  eliminate  double 
parking  activities  in  the  bicycle  and/or  travel  lanes  in  front  of  the  hotel.  Hence,  this  mitigation 
measure  would  reduce. project  impacts  on  passenger  loading  for  Project  2-1  with  Option  2 
under  Existing  plus  Project  conditions  to  a  less-than  significant  level. 


Case  No.  2007.0347E  Final  EIR 

 ; — ;   V.A.3-342  —  

San  Francisco  Bicycle  Plan  AUGUST  2009 


V.  Environmental  Setting,  Impacts,  and  Mitigation  Measures 

A.  Transportation 
3.      Project-Level  Analysis 

Significant  Impact  2-ly: 

A  significant  impact  on  passenger  loading  would  occur  along  2"''  Street  between  Clementina 
and  Folsom  Street  as  a  result  of  Project  2-1  with  Option  1  under  2025  Cumulative  plus  Project 
conditions. 

M-TR-P2-ly: 

To  provide  passenger  loading  for  the  hotel,  on-street  parking  on  Clementina  Street  (the  alley 
north  of  the  hotel)  could  be  converted  to  a  white  passenger  zone.  This  would  eliminate  double 
parking  activities  in  the  bicycle  and/or  travel  lanes  in  front  of  the  hotel.  Hence,  this  mitigation 
measure  would  reduce  project  impacts  on  passenger  loading  for  Project  2-1  with  Option  1 
under  2025  Cumulative  plus  Project  conditions  to  a  less  than  significant  level. 

Significant  Impact  2-lz: 

A  significant  impact  on  passenger  loading  would  occur  along  2""*  Street  between  Clementina 
and  Folsom  Street  as  a  result  of  Project  2-1  with  Option  2  under  2025  Cumulative  plus  Project 
conditions. 

M-TR-F2-lz: 

To  provide  passenger  loading  for  the  hotel,  on-street  parking  on  Clementina  Street  (the  alley 
north  of  the  hotel)  could  be  converted  to  a  white  passenger  zone.  This  would  eliminate  double 
parking  activities  in  the  bicycle  and/or  travel  lanes  in  front  of  the  hotel.  Hence,  this  mitigation 
measure  would  reduce  project  impacts  on  passenger  loading  for  Project  2-1  with  Option  2 
under  2025  Cumulative  plus  Project  conditions  to  a  less-than  significant  level. 

Significant  Impact  2-laa: 

A  significant  impact  on  commercial  freight  loading  would  occur  along  2"''  Street  between 

Market  Street  and  Bryant  Street  as  a  result  of  Project  2-1  with  Option  1  under  Existing  plus 
Project  conditions. 

M-TR-P2-laa: 

No  feasible  mitigation  measures  have  been  identified  to  mitigate  this  freight  loading  impact. 
Hence,  a  significant  commercial  freight  loading  impact  would  result  with  implementation  of 
Project  2-1  with  Option  1  under  Existing  plus  Project  conditions. 
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V.  Environmental  Setting,  Impacts,  and  Mitigation  Measures 

A.  Transportation 
3.      Project-Level  Analysis 

Significant  Impact  2-lbb: 

A  significant  impact  on  commercial  freight  loading  would  occur  along  2"'^  Street  between 
Market  Street/Bryant  Street  as  a  result  of  Project  2-1  with  Option  2  under  Existing  plus  Project 
conditions. 

M-TR-P2-lbb: 

No  feasible  mitigation  measures  have  been  identified  to  mitigate  this  freight  loading  impact. 
Hence,  a  significant  commercial  freight  loading  impact  would  result  along  2"*^  Street  between 
Market  Street  and  Bryant  Street  with  implementation  of  Project  2-1  with  Option  2  under 
Existing  plus  Project  conditions. 

Significant  Impact  2-lcc: 

A  significant  impact  on  commercial  freight  loading  would  occur  along  2"'^  Street  between 
Market  Street  and  Bryant  Street  as  a  result  of  Project  2-1  with  Option  1  under  2025  Cumulative 
plus  Project  conditions. 

M-TR-P2-lcc: 

No  feasible  mitigation  measures  have  been  identified  to  mitigate  this  freight  loading  impact. 
Hence,  a  significant  commercial  freight  loading  impact  would  result  along  2"^  Street  between 
Market  Street  and  Bryant  Street  with  implementation  of  Project  2-1  with  Option  1  under  2025 
Cumulative  plus  Project  conditions. 

Significant  Impact  2-ldd: 

A  significant  impact  on  commercial  freight  loading  would  occur  along  2"*^  Street  between 
Market  Street  and  Bryant  Street  as  a  result  of  Project  2-1  with  Option  2  under  2025  Cumulative 
plus  Project  conditions. 

M-TR-P2-ldd: 

No  feasible  mitigation  measures  have  been  identified  to  mitigate  this  freight  loading  impact. 
Hence,  a  significant  commercial  freight  loading  impact  would  result  along  2"*^  Street  between 
Market  Street  and  Bryant  Street  with  implementation  of  Project  2-1  with  Option  2  under  2025 
Cumulative  plus  Project  conditions. 

Significant  Impact  TR-PZ-2a: 

The  intersection  of  5'*^  Street/Bryant  Street  would  operate  at  LOS  F  under  Existing  plus  Project 
conditions  for  Option  1  of  Project  2-2. 


V.  Environmental  Setting,  Impacts,  and  Mitigation  Measures 

A.  Transportation 
3.      Project-Level  Analysis 

M-TR-P2-2a: 

Three  seconds  of  green  time  shall  be  added  to  the  eastbound  Bryant  Street  approach  and  three 
seconds  of  green  time  shall  be  reduced  from  the  southbound  5""  Street  approach.  This  will 
improve  the  5""  Street/Bryant  Street  intersection  operations  from  LOS  F  to  LOS  D,  with  52.6 
seconds  of  delay  (a  reduction  of  28.6  seconds  of  average  delay).  It  has  been  ensured  that  the 
minimum  green  times  required  for  pedestrians  to  cross  the  intersection  have  been  maintained 
even  after  the  green  time  adjustments  to  the  signal.  In  addition,  it  has  been  ensured  that  this 
modification  to  the  signal  timing  will  not  adversely  affect  signal  progression  along  5'^  Street. 
Hence,  this  mitigation  measure  would  reduce  the  impacts  of  Project  2-2  with  Option  1  to  a  less- 
than-significant  level.  Table  V.2-50,  p.  V.A.3-345,  summarizes  these  results. 

TABLE  V.2-50 
CLUSTER  2  -  PROJECT  2-2 
INTERSECTION  LEVEL  OF  SERVICE  (LOS)  AND  AVERAGE  DELAY  COMPARISON  EXISTING 
PLUS  PROJECT  CONDITIONS  WITH  MITIGATION  MEASURES  -  WEEKDAY  PM  PEAK  HOUR 

Existing  plus  Project 
Existing  plus  Project         Option  1  with  Mitigation 
Option  1  Measures 

Average  Average 
Intersection  Delay^  LOS"  Delay^  LOS" 

7.        5"^  Street/Bryant  Street  >80  F  52.6  D 


Source:     Wilbur  Smith  Associates,  October  2008 
Notes: 

a.  Delay  in  seconds  per  vehicle. 

b.  Intersections  operating  at  LOS  E  or  LOS  F  conditions  are  highhghted  in  bold. 

Significant  Impact  TR~P2-2b: 

The  intersection  of  5"'  Street/Bryant  Street  would  operate  at  LOS  F  under  Existing  plus  Trojocl 
conditions  for  Project  2-2  Option  2. 

M-TR-P2-2h: 

No  feasible  mitigation  measures  have  been  identified  for  the  5"'  Street/Bryant  Slroi^t  intersection 
under  Existing  plus  Project  conditions  for  Option  2.  Hence,  a  significant  impact  would  occur  M 
the  5"'  Street/Bryant  Street  intersection  with  the  implementation  of  Project  2-2  Option  2. 

Significant  Impact  TR-P2-2c: 

The  intersection  of  5"'  Street/Bryant  Street  would  operate  at  LOS  F  under  2025  L  uniul.iti\e  plus 
Project  conditions  for  Project  2-2  Option  1 . 
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V.  Environmental  Setting,  Impacts,  and  Mitigation  Measures 

A.  Transportation 
3.      Project-Level  Analysis 

M-TR-P2-2c: 

No  feasible  mitigation  measures  have  been  identified  for  the  5"^  Street/Bryant  Street  intersection 
under  2025  Cumulative  plus  Project  conditions  for  Option  1.  Hence,  a  significant  impact  would 
occur  at  the  5"'  Street/Bryant  Street  intersection  with  the  implementation  of  Project  2-2  Option  1. 

Significant  Impact  TR-P2-2d: 

The  intersection  of  5"'  Street/Bryant  Street  would  operate  at  LOS  F  under  2025  Cumulative  plus 
Project  conditions  for  Project  2-2  Option  2. 

M-TR-P2-2d: 

No  feasible  mitigation  measures  have  been  identified  for  the  5'^  Street/Bryant  Street  intersection 
under  2025  Cumulative  plus  Project  conditions  for  Option  2.  Hence,  a  significant  impact  would 
occur  at  the  5"^  Street/Bryant  Street  intersection  with  the  implementation  of  Project  2-2  Option  2. 

Significant  Impact  TR-P2-2e: 

The  intersection  of  5"^  Street/Howard  Street  would  operate  at  LOS  F  under  2025  Cumulative 
plus  Project  conditions  for  Option  2. 

M-TR-P2-2e: 

No  feasible  mitigation  measures  have  been  identified  for  the  5"'  Street/Howard  Street 
intersection  under  2025  Cumulative  plus  Project  conditions  for  Option  2.  Hence,  a  significant 
impact  would  occur  at  the  5"^  Street/Howard  Street  intersection  with  the  implementation  of 
Project  2-2  Option  2. 

Significant  Impact  TR-P2-2f: 

The  intersection  of  5"'  Street/Brannan  Street  would  operate  at  LOS  F  under  2025  Cumulative 
plus  Project  conditions  for  Project  2-2  Option  2. 

M-TR-P2-2f 

No  feasible  mitigation  measures  have  been  identified  for  the  5"'  Street/Brannan  Street 
intersection  under  2025  Cumulative  plus  Project  conditions  for  Option  2.  Hence,  a  significant 
impact  would  occur  at  the  5"'  Street/Brannan  Street  intersection  with  the  implementation  of 
Project  2-2  Option  2. 
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V.  Environmental  Setting,  Impacts,  and  Mitigation  Measures 

A.  Transportation 
3.      Project-Level  Analysis 

Significant  Impact  TR-P2-3a  (Projects  2-3  and  2-11  combined): 

The  intersection  of  Church  Street/Market  Street/14"^  Street  would  operate  at  LOS  F  under 
Existing  plus  Project  conditions  for  Option  1  of  combined  Projects  2-3  and  2-11. 

M-TR-P2-3a: 

The  phasing  for  the  westbound  Market  Street  approach  shall  be  modified  from  a  permitted 
phase  to  a  protected  phase.  This  would  improve  the  Church  Street/Market  Street/1 4'*"  Street 
intersection  operations  from  LOS  F  to  LOS  D,  imder  Existing  plus  Project  conditions,  with  46.2 
second  of  delay.  Hence,  this  mitigation  measure  would  reduce  the  project  impacts  for  Option  1 
to  a  less-than-significant  level.  Table  V.2-51,  p.  V.A.3-347,  summarizes  these  results. 

TABLE  V.2-51 
CLUSTER  2  -  PROJECT  2-3 
INTERSECTION  LEVEL  OF  SERVICE  (LOS)  AND  AVERAGE  DELAY  COMPARISON  EXISTING 
PLUS  PROJECT  CONDITIONS  WITH  MITIGATION  MEASURES  -  WEEKDAY  PM  PEAK  HOUR 

Existing  plus  Project 
Existing  plus  Project         Option  1  with  Mitigation 
Option  1  Measures 

Average  Average 
Intersection  Delay^  LOS"  Delay^  LOS" 

52.       Church  Street/Market  Street/1 4th  Street  >80  F  46.2  D 


Source:  Wilbur  Smith  Associates,  October  2008 
Notes: 

a.  Delay  in  seconds  per  vehicle. 

b.  Intersections  operating  at  LOS  E  or  LOS  F  conditions  are  highlighted  in  bold. 

Significant  Impact  TR-P2-3b:  (Projects  2-3  and  2-11  combined): 

The  intersection  of  Church  Street/Market  Street/14"'  Street  would  operate  at  LOS  F  under  2025 
Cumulative  plus  Project  conditions  for  combined  Projects  2-3  and  2-11  Option  I. 

M-TR-P2-3b: 

No  feasible  mitigation  measures  have  been  identified  for  the  Church  Stroet/Mnrkot  Stroot/14"' 
Street  intersection  under  2025  Cumulative  plus  Project  conditions  for  Option  1.  Hence,  a 
significant  impact  would  occur  at  Church  Street/Market  Street/14"'  Street  intersection  with  the 
implementation  of  combined  Project  2-3  and  2-1 1  Option  I . 
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V.  EnvironnuMil.il  SoUinj;.  Impncls,  ami  Mili^t\tion  MtMsuiv.s 

A.  Iransporliilion 
3.      Projtvt-I  t'\  i<l  An.tK'sis 

Sisinificnnt  Inipncf  TR  P2  4n  (Pwjtrh  2-4  mid  2-6  combined): 

Iho  intoisoclion  i^t  ID"'  StroiM/Hranniin  Stroel/Polivri>  AvtMUio/nivision  Slivfl  wiuild  upouU"  .il 
LOS  F.  iimlor  l'\isliiiy,  plus  rrojoi  l  lomlitiiMis      C">plii>n  I  ol  i  oinbiiu>il  Pn>itvls  2-4  nnd  2-ty 

M-TR-P2  In: 

No  tiMsilWo  niitigiition  iiUMsiiios  h.u  bccu  ultMitifioii  ioi  iUc  ID"'  Slreol/Br.u»n.»n  Stitvt/l\>lri'ro 
Avenue/Division  Slroot  inlorstvlion  uhiKm  Existing  plus  Projoit  coniiilii>ns  li>i  t>piii»n  I  I  It'iuv, 
•1  signiticnnt  imp.\i  t  would  im  ui  M  ID"'  SlriHM/Hiann»in  Slivet/Potrero  Avonuo/Hivision  Street 
inlorstvtii>n  w  ith  tlu'  impliMiu'nt.Hion  ot  Option  I  o\  rrojtvls  2-4  and  2-f)  conibiiu'il. 

S/x/;///i  (//;/  /////'(/(  /  /7\      -//»  (/'/()/('(7s    -/  timl  2  (» ivmliim'ii): 

\  Uc  iutersocluMi  ol  ID"'  Slrool/Hnninn  Stivel/rolioio  ANi'inu'/Division  SiriH'l  wmilil  »>p»'i.\li'  .>! 
LOS  F  under  2025  CumuKiliw  I'lonil  n>nilMions  Option  I  i>l  Projects  2-4  .>i\il  2-b 
combined. 

M  I'R  P2  Hk 

No  li\)sibli'  niiligalii>n  measures  b.we  bi'i'n  iilentilieil  li>i  llu'  ID"'  Sln  i'l/Brannnn  Street/Poln'n> 
Avenue/Division  Street  intersection  under  21)25  CumuLitive  plus  Project  conditions  lor  (Option 
I,  I  lence,  a  significant  imp.u  I  wduUI  occur  M  this  inltMsi'i  lioi\  w  itb  Ihf  implement. ilion  ol 
Option  I  ot  Project  2-4  and  2-6  ci>mbineil. 

Si^^nifiamt  Impact  rR-P2-4c: 

The  intersection  of  Potrero  Avenue/16"'  Street  would  oprr.iti'  .>t  I.OS  R  under  F.xisting  plus 
Project  cixulitions  lor  Project  2-4  Optii>n  2. 

M-TR-P2-4c: 

No  feasible  mitigation  measures  have  been  idenlifieil  tor  the  PotriTo  Avenue/l6"'  Strt'i'l 
intersectii>n  umliM-  I'.xisting  plus  Project  conditions  li>i  Optu>n  Ili'iui",  ,\  signilicani  impact 
would  oicur  .\t  PotiiM'o  AvenuiVI^"'  Stii'i't  inteisfi  lion  with  tlu'  implement. ition  of  Projt'cl  2-4 
Option  2. 

Sii^nificnnl  Impact  TR-P2-4d: 

f'hi'  inliMsi'ction  ol  I'otiero  Avenue/16"'  Street  woiiUI  i>pt'i.iti'  .it  I  OS  I  nndci  .^DP'i  (  nmiii.itix  t' 
plus  Project  comfitions  iT^r  Project  2-4  Option  2. 


Cast'  No.  2(M)7.0347E 
San  Franci.sco  Biiyili'  I'lan 


V.A.3-348 


I  iii.il  I  IK 

Alu.usi  2ony 


V.  Environmental  Setting,  Impacts,  and  Mitigation  Measures 

A.  Transportation 
3.      Project-Level  Analysis 

M-TR-P2-4d: 

No  feasible  mitigation  measures  have  been  identified  for  the  Potrero  Avenue/16"'  Street 
intersection  under  2025  Cumulative  plus  Project  conditions  for  Option  2.  Hence,  a  significant 
impact  would  occur  at  Potrero  Avenue/16"'  Street  intersection  with  the  implementation  of 
Project  2-4  Option  2. 

Significant  Impact  TR-P2-4e  (Projects  2-4  and  2-6  combined): 

Muni  bus  line  9  would  experience  significant  delays  with  implementation  of  Option  2  of  the 
combined  Projects  2-4  and  2-6  under  2025  Cumulative  plus  Project  conditions. 

M-TR-P2-4e: 

No  feasible  mitigation  measures  have  been  identified  for  delay  on  Muni  bus  line  9  for  Option  2 
of  the  combined  Projects  2-4  and  2-6  under  2025  Cumulative  plus  Project  conditions.  Hence,  a 
significant  impact  would  occur  for  Muni  bus  line  9  with  implementation  of  Option  2  of  the 
combined  Projects  2-4  and  2-6. 

Significant  Impact  TR-P2-4f  (Projects  2-4  and  2-6  combined): 

SamTrans  bus  line  292  would  experience  significant  delays  with  implementation  of  Option  2  of 
the  combined  Projects  2-4  and  2-6  under  2025  Cumulative  plus  Project  conditions. 

M-TR-P2-4f 

No  feasible  mitigation  measures  have  been  identified  for  delay  on  SamTrans  bus  lino  292  for 
Project  2-4  Option  2  under  2025  Cumulative  plus  Project  conditions.  Hence,  a  significant  impact 
would  occur  for  SamTrans  bus  line  292  with  implementation  of  Option  2  of  the  combined 
Projects  2-4  and  2-6. 

Significant  Impact  TR-P2-4g:  Muni  bus  line  9  would  experience  significant  delays  under  2025 
Cumulative  plus  Project  conditions  for  individual  Project  2-4  Option  2. 

M-TR-P2-4g: 

No  feasible  mitigation  measures  have  been  identified  for  delay  on  Muni  bus  lim'  ^>  lor 
individual  Project  2-4  Option  2  under  2025  Cumulative  plus  iVojecl  conditions.  lliMue.  a 
significant  impact  would  occur  for  Muni  bus  line  9  with  implementation  ol  Project  2-4  Caption  2. 

Significant  Impact  TR-P2-4h:  SamTrans  bus  line  292  would  experience  signilicanl  di  l.n  s  under 
2025  Cumulative  plus  Project  conditions  for  individual  Project  2-4  w  ith  Caption  2. 


Case  No.  2()()7.()347E 
San  Francisco  Bicycle  Plan 


V.A.3-349 


Final  F  IK 
AUGL^ST  20CN 


V.  Environmental  Setting,  Impacts,  and  Mitigation  Measures 

A.  Transportation 
3.      Project-Level  Analysis 

M-TR-P2-4h: 

No  feasible  mitigation  measures  have  been  identified  for  delay  on  SamTrans  bus  line  292  for 
Project  2-4  Option  2  under  2025  Cumulative  plus  Project  conditions.  Hence,  a  significant  impact 
would  occur  for  SamTrans  bus  line  292  with  implementation  of  individual  Project  2-4  with 
Option  2. 

Significant  Impact  TR-P2-6a: 

The  intersection  of  10"'  Street/Brannan  Street/Potrero  Avenue/Division  Street  would  operate  at 
LOS  F  under  2025  Cumulative  plus  Project  conditions  for  Project  2-6  Option  1. 

M-TR-P2-6a: 

No  feasible  mitigation  measures  have  been  identified  for  the  10""  Street/Brannan  Street/Potrero 
Avenue/Division  Street  intersection  under  2025  Cumulative  plus  Project  conditions  for 
Option  1.  Hence,  a  significant  impact  would  occur  at  10"'  Street/Brannan  Street/Potrero 
Avenue/Division  Street  intersection  with  the  implementation  of  Project  2-6  Option  1. 

Significant  Impact  TR-P2-6b: 

The  intersection  of  11"'  Street/Bryant  Street/Division  Street  would  operate  at  LOS  F  under  2025 
Cumulative  plus  Project  conditions  for  Project  2-6  Option  1. 

M-TR-P2-6b: 

It  is  proposed  that  two  seconds  of  green  time  be  added  to  the  northbound  Bryant  Street 
approach  and  two  seconds  of  green  time  be  reduced  from  the  southbound  11"'  Street  direction; 
and  that  24  seconds  of  green  time  be  added  to  the  westbound  Division  Street  direction  and  24 
seconds  of  green  time  be  reduced  from  the  eastbound  13"'  Street  approach,  in  order  to  improve 
the  intersection  operations  from  LOS  F  to  LOS  D,  with  54.9  seconds  of  delay.  However,  54.9 
seconds  of  delay  is  close  to  the  threshold  of  55  seconds  of  delay  which  is  deemed  imsatisfactory 
operation.  Therefore,  this  mitigation  measure  would  not  reduce  the  project  impacts  of  Project 
2-6  Option  1  to  a  less  than  significant  level.  Table  V.2-52,  p.  V. A. 3-351,  summarizes  these 
results. 


Case  No.  2007.0347E  Final  EIR 

  V.A.3-350   

San  Francisco  Bicycle  Plan  AUGUST  2009 


V.  Environmental  Setting,  Impacts,  and  Mitigation  Measures 

A.  Transportation 
3.      Project-Level  Analysis 


TABLE  V.2-52 
CLUSTER  2  -  PROJECT  2-6 
INTERSECTION  LEVEL  OF  SERVICE  (LOS)  AND  AVERAGE  DELAY  COMPARISON  EXISTING 
PLUS  PROJECT  CONDITIONS  WITH  MITIGATION  MEASURES  -  WEEKDAY  PM  PEAK  HOUR 

Existing  plus  Project 
Existing  plus  Project         Option  1  with  Mitigation 
 Option  1    Measures  

Average  Average 
Intersection  Delay^  LOS"  Delay^  LOS" 

54.       11th  Street/Bryant  Street/Division 

Street  >80  F  54.9(55)  D  (E) 

Source:     Wilbur  Smith  Associates,  October  2008 

Notes: 

a  Delay  in  seconds  per  vehicle. 

b  Intersections  operating  at  LOS  E  or  LOS  F  conditions  are  highlighted  in  bold. 

Significant  Impact  TR-P2-6c: 

The  intersection  of  ll**"  Street/Bryant  Street/Division  Street  would  operate  at  LOS  F  under  2025 
Cumulative  plus  Project  conditions  for  Project  2-6  Option  1 . 

M-TR-P2-6c: 

No  feasible  mitigation  measures  have  been  identified  for  the  ll""  Street/Bryant  Street/Division 
Street  intersection  under  2025  Cumulative  plus  Project  conditions  for  Option  1.  Hence,  a 
significant  impact  would  occur  at  11"'  Street/Bryant  Street/Division  Street  intersection  with  the 
implementation  of  Project  2-6  Option  1 . 

Significant  Impact  TR-P2-7a  (Projects  2-7  and  2-9  combined): 

The  intersection  of  Fremont  Street/Howard  Street  would  operate  at  LOS  E  under  Existing  plus 
Project  conditions  for  combined  Projects  2-7  and  2-9. 

M-TR-P2-7a  (Projects  2-7  and  2-9  combined): 

The  cycle  length  at  the  Fremont  Street/Howard  Street  intersection  shall  bo  increased  by  35 
seconds  (from  60  seconds  to  95  seconds),  so  that  the  intersection  will  operate  at  LOS  D  with  54.9 
seconds  of  delay.  Hov^ever,  54.9  seconds  of  delay  is  close  to  the  threshold  of  55  seconds  of  delay 
which  is  deemed  unsatisfactory  operation.  Therefore,  this  mitigation  measure  wtniKl  ni>t  reduce 
the  project  impacts  of  combined  Projects  2-7  and  2-9  to  a  less  than  significant  le\el.  l.ible 
V.2-53,  p.  V.A.3-352  summarizes  these  results. 


Case  No.  2007.0347  E 

San  Francisco  Bicycle  Plan 


V.A.3-351 


Final  FIR 
AKUtST  2009 


V.  Environmental  Setting,  Impacts,  and  Mitigation  Measures 

A.  Transportation 
3.      Project-Level  Analysis 


TABLE  V.2-5  3 
CLUSTER  2  -  PROJECT  2-7 
INTERSECTION  LEVEL  OF  SERVICE  (LOS)  AND  AVERAGE  DELAY  COMPARISON  EXISTING 
PLUS  PROJECT  CONDITIONS  WITH  MITIGATION  MEASURES  -  WEEKDAY  PM  PEAK  HOUR 

Existing  plus  Project 
Existing  plus  Project         Option  1  with  Mitigation 
Option  1   Measures  

Average  Average 
Intersection  Delay^  LOS"  Delay^  LOS" 

48.       Fremont  Street/Howard  Street  73.9  E  54.9  D 


Source:  Wilbur  Smith  Associates,  October  200S 
Notes: 

a.  Delay  in  seconds  per  vehicle. 

b.  Intersections  operating  at  LOS  E  or  LOS  F  conditions  are  highlighted  in  bold. 

Significant  Impact  TR-P2-7b:  (Projects  2-7  and  2-9  combined): 

The  intersection  of  Fremont  Street/Howard  Street  would  operate  at  LOS  F  under  2025 
Cumulative  plus  Project  conditions  for  combined  Projects  2-7  and  2-9. 

M-TR-P2-7b  (Projects  2-7  and  2-9  combined): 

The  Fremont  Street/Howard  Street  intersection  operates  at  LOS  D  with  54.9  seconds  of  delay 
under  Existing  plus  Project  conditions  relative  to  Existing  conditions,  with  mitigation  shown  in 
Mitigation  Measure  M-TR-P2-7a.  This  is  determined  to  be  a  significant  impact  since  it  is  close  to 
the  threshold  of  55  seconds  of  delay  which  is  deemed  unsatisfactory  operation.  As  a 
consequence,  a  corresponding  LOS  deterioration  is  expected  at  this  intersection  for  2025 
Cumulative  plus  Project  compared  to  2025  Cumulative  conditions.  Therefore,  a  significant 
impact  would  occur  at  the  Fremont  Street/Howard  Street  intersection.  Table  V.2-53, 
p.  V.A.3-352,  and  Table  V.2-54,  p.  V.A.3-353  summarize,  these  results. 


Case  No.  2007.0347E  Final  EIR 

  V.A.3-352   ~  

San  Francisco  Bicycle  Plan  '    *  AUGUST  2009 


V.  Environmental  Setting,  Impacts,  and  Mitigation  Measures 

A.  Transportation 
3.      Project-Level  Analysis 


TABLE  V.2-54 
CLUSTER  2  -  PROJECT  2-7 
INTERSECTION  LEVEL  OF  SERVICE  (LOS)  AND  AVERAGE  DELAY  COMPARISON  2025 
CUMULATIVE  PLUS  PROJECT  CONDITIONS  WITH  MITIGATION  MEASURES  -  WEEKDAY  PM 

PEAK  HOUR 

2025  Cumulative  plus 
2025  Cumulative  plus  Project  Option  1  with 
 Project  Option  1   Mitigation  Measures 

Average  Average 
Intersection  Delay^         LOS"  Delay^  LOS" 

48.       Fremont  Street/Howard  Street  >80  F  >80  F 


Source:     Wilbur  Smith  Associates,  October  2008 
Notes: 

a.  Delay  in  seconds  per  vehicle. 

b.  Intersections  operating  at  LOS  E  or  LOS  F  conditions  are  highlighted  in  bold. 

Significant  Impact  TR-P2-9a: 

The  Fremont  Street/Howard  Street  intersection  would  operate  unsatisfactorily  at  LOS  E,  with 
73.9  seconds  of  delay  under  Existing  plus  Project  conditions  for  Project  2-9. 

M-TR-P2-9a: 

It  is  proposed  that  the  cycle  length  at  the  Fremont  Street/Howard  Street  intersection  be 
increased  by  35  seconds  (from  60  seconds  to  95  seconds).  With  this  improvement,  the 
intersection  will  operate  at  LOS  D  with  54.9  seconds  of  delay.  However,  54.9  seconds  of  delay  is 
close  to  the  threshold  of  55  seconds  of  delay  which  is  deemed  unsatisfactory  operation. 
Therefore,  this  mitigation  measure  would  not  reduce  the  project  impacts  of  combined  Project  2- 
9  to  a  less  than  significant  level.  Table  V.2-55,  p.  V.A. 3-354,  summarizes  these  results. 


Case  No.  2007.0347E  Final  UK 

  V.A. 3-353   

San  Francisco  Bicycle  Plan  '    *  AlV.lM  2009 


V.  Environmental  Setting,  Impacts,  and  Mitigation  Measures 

A.  Transportation 
3.      Project-Level  Analysis 


TABLE  V.2-55 
CLUSTER  2  -  PROJECT  2-9 
INTERSECTION  LEVEL  OF  SERVICE  (LOS)  AND  AVERAGE  DELAY  COMPARISON  EXISTING 
PLUS  PROJECT  CONDITIONS  WITH  MITIGATION  MEASURES  -  WEEKDAY  PM  PEAK  HOUR 


Intersection 


Existing  plus  Project 
Option  1  (Project  2-9) 


Average 
Delay^ 


LOS" 


Existing  plus  Project 
Option  1  with  Mitigation 
Measures 


Average 
Delay^ 


LOS" 


48. 


Fremont  Street/Howard  Street 


73.9 


54.9 


D 


Source:  Wilbur  Smith  Associates,  October  2008 

Nok-f: 

a.  Delay  in  seconds  per  vehicle. 

b.  Intersections  operating  at  LOS  E  or  LOS  F  conditions  are  highlighted  in  bold. 


Significant  Impact  TR-P2-9b: 

The  intersection  of  Fremont  Street/Howard  Street  would  operate  at  LOS  F  under  2025 
Cumulative  plus  Project  conditions  for  Project  2-9. 

M-TR-P2-9b: 

It  is  proposed  that  lane  configuration  adjustments  be  made  to  the  westbound  Howard  Street 
direction  to  improve  LOS  and  reduce  the  delay  at  the  Fremont  Street/Howard  Street 
intersection.  The  westbound  Howard  Street  approach  shall  be  modified  from  one  through  lane 
and  one  shared  through-right  turn  lane,  into  two  through  lanes  and  one  exclusive  right-turn 
lane.  The  LOS  will  remain  at  level  F.  Therefore,  this  mitigation  measure  would  not  reduce  the 
project  impacts  of  Project  2-9  to  a  less-than-significant  level  for  2025  Cumulative  plus  Project 
conditions.  Table  V.2-56,  p.  V.A.3-355,  summarizes  these  results. 


Case  No.  2007.0347E 


San  Francisco  Bicycle  Plan 


V.A.3-354 


Final  ElK 


AUGUST  2009 


V.  Environmental  Setting,  Impacts,  and  Mitigation  Measures 

A.  Transportation 
3.      Project-Level  Analysis 


TABLE  V.2-56 
CLUSTER  2  -  PROJECT  2-9 
INTERSECTION  LEVEL  OF  SERVICE  (LOS)  AND  AVERAGE  DELAY  COMPARISON  2025 
CUMULATIVE  PLUS  PROJECT  CONDITIONS  WITH  MITIGATION  MEASURES  -  WEEKDAY  PM 

PEAK  HOUR 

2025  Cumulative  plus  Project 
2025  Cumulative  plus         Option  1  (Project  2-9)  with 
Project  Option  1  Mitigation  Measures 

Average 

Intersection  Delay^         LOS"  Average  Delay^  LOS" 

48.       Fremont  Street/Howard  Street  >80  F  >80  F 


Source:     Wilbur  Smith  Associates,  October  2008 
Notes: 

a.  Delay  in  seconds  per  vehicle. 

b.  Intersections  operating  at  LOS  E  or  LOS  F  conditions  are  highlighted  in  bold. 

Significant  Impact  TR-P2-lla: 

The  Church  Street/Market  Street/14"'  Street  intersection  would  operate  at  LOS  F  under  Existing 
plus  Project  conditions  for  the  PM  peak  hour.  Therefore,  a  significant  impact  would  occur  at 
the  Church  Street/Market  Street/14'^  Street  intersection  with  the  implementation  of  Project  2-1 1 
Option  1  under  Existing  plus  Project  conditions. 

M-TR-P2-lla: 

No  feasible  mitigation  measures  have  been  identified  for  the  Church  Street/Market  Street/14"' 
Street  intersection  under  Existing  plus  Project  conditions  for  Option  1.  Hence,  a  significant 
impact  would  occur  at  the  Church  Street/Market  Street/14"'  Street  intersection  with  tlu' 
implementation  of  Project  2-11  Option  1. 

Significant  Impact  TR-P2-llb: 

The  intersection  of  Church  Street/Market  Street/14""  Street  would  operate  at  I. OS  F  under  2025 
Cumulative  plus  Project  conditions  for  2-1 1  Option  1  for  the  PM  peak  liour. 

M-TR-P2-nb: 

No  feasible  mitigation  measures  have  been  identified  for  the  Church  Street/Market  Stroot/14"' 
Street  intersection  under  2025  Cumulative  plus  Project  conditions  for  Option  1.  Honco.  a 
significant  impact  would  occur  at  the  Church  Street/Market  Street/14"'  Stnu't  intiux,\tiou  w  ith 
the  implementation  of  Project  2-1 1 . 


Case  No.  2007.0347E 

San  Francisco  Bicycle  Plan 


V.A.3-355 


Fin.il  UK 
Air.l'ST  2009 


V.  Environmental  Setting,  Impacts,  and  Mitigation  Measures 

A.  Transportation 
3.      Project-Level  Analysis 

Significant  Impact  TR-P2-llc: 

A  significant  impact  to  loading  w^ould  result  on  Market  Street  near  Noe  Street  from 
implementation  of  Project  2-11  Option  1  under  Existing  plus  Project  conditions. 

M-TR-P2-llc: 

No  feasible  mitigation  measures  have  been  identified.  Therefore,  a  significant  loading  impact 
would  occur  on  Market  Street  near  Noe  Street  with  implementation  of  Project  2-11  Option  1 
under  Existing  plus  Project  conditions. 

Significant  Impact  TR-P2-lld: 

A  significant  impact  to  loading  would  result  on  Market  Street  near  Noe  Street  from 
implementation  of  Project  2-1 1  Option  1  under  2025  Cumulative  plus  Project  conditions. 

M-TR-P2-Ud: 

No  feasible  mitigation  measures  have  been  identified.  Therefore,  a  significant  loading  impact 
would  occur  on  Market  Street  near  Noe  Street  with  implementation  of  Project  2-11  Option  1 
under  2025  Cumulative  plus  Project  conditions. 

Significant  Impact  TR-P2-16a: 

The  2"''  Street/Townsend  Street  intersection  would  operate  unsatisfactorily  at  LOS  E  under  2025 
Cumulative  plus  Project  conditions  for  Option  1.  Therefore,  a  significant  impact  would  occur  at 
the  2"^^  Street/Townsend  Street  intersection  with  the  implementation  of  Project  2-16  Option  1 
under  2025  Cumulative  plus  Project  conditions. 

M-TR-P2-16a: 

No  feasible  mitigation  measures  have  been  identified  for  the  2"'^  Street/Townsend  Street 
intersection  under  2025  Cumulative  plus  Project  conditions  for  Option  1.  Hence,  a  significant 
impact  would  occur  at  2"'^  Street/Townsend  Street  intersection  with  the  implementation  of 
Project  2-16  Option  1 . 

Significant  Impact  TR-P2-16b: 

The  2"^  Street/Townsend  Street  intersection  would  operate  unsatisfactorily  at  LOS  E  under  2025 
Cumulative  plus  Project  conditions  for  Option  2.  Therefore,  a  significant  impact  would  occur  at 
the  2"''  Street/Townsend  Street  intersection  with  the  implementation  of  Project  2-16  Option  2 
under  2025  Cumulative  plus  Project  conditions. 


Case  No.  2007.0347E 

San  Francisco  Bicycle  Plan 


V.A.3-356 


Final  EIR 
August  2009 


V.  Environmental  Setting,  Impacts,  and  Mitigation  Measures 

A.  Transportation 
3.      Project-Level  Analysis 

M-TR-P2-16b: 

No  feasible  mitigation  measures  have  been  identified  for  the  2"*^  Street/Tourisend  Street 
intersection  under  2025  Cumulative  plus  Project  conditions  for  Option  2.  Hence,  a  significant 
impact  would  occur  at  the  2"'^  Street/Townsend  Street  intersection  with  the  implementation  of 
Project  2-16  Option  2.. 

Significant  Impact  TR-P2-16c: 

Under  Existing  plus  Project  conditions  for  Project  2-16  Option  1,  the  7'*^  Street/Townsend  Street 
intersection  would  operate  at  LOS  F.  Therefore,  a  significant  impact  would  occur  at  the 
7"^  Street/Townsend  Street  intersection  with  the  implementation  of  Project  2-16  Option  1  under 
Existing  plus  Project  conditions. 

M-TR-P2-16c: 

Six  seconds  of  green  time  shall  be  added  to  the  eastbound  Tounsend  Street  approach  and  six 
seconds  of  green  time  shall  be  reduced  from  the  northbound  7"'  Street  approach,  to  improve  the 
7"^  Street/Townsend  Street  intersection  operations  from  LOS  F  to  LOS  D,  with  35.2  seconds  of 
delay.  It  has  been  ensured  that  the  minimum  green  times  required  for  pedestrians  to  cross  the 
intersection  have  been  maintained  even  after  the  green  time  adjustments  to  the  signal.  Hence, 
this  mitigation  measure  would  reduce  the  project  impacts  of  Project  2-16  Option  1  to  a  less  than 
significant  level.  Table  V.2-57,  p.  V.A.3-357,  summarizes  these  results. 


TABLE  V.2-57 
CLUSTER  2  -  PROJECT  2-16 
INTERSECTION  LEVEL  OF  SERVICE  (LOS)  AND  AVERAGE  DELAY  COMPARISON  EXISTING 
PLUS  PROJECT  CONDITIONS  WITH  MITIGATION  MEASURES  -  WEEKDAY  PM  PEAK  HOUR  7" 

STREET/TOWNSEND  STREET 


Existing  plus  Project 
Option  1 


Existing  plus  Project 

Option  1  with 
Mitigation  Measures 


Existing  plus  Project 
Option  2 


Existing  plus  Project 

Option  2  with 
Mitigation  Measures 


Average 
Delay^ 


LOS' 


Average 
Delay^ 


LOS' 


Average 
Delay" 


LOS' 


>80 


35.2 


>80 


Average 
Delay" 

35.2 


LOS" 
D 


Source:  Wilbur  Smith  Associates,  October  2008 

Notes: 

a.  Delay  in  seconds  per  vehicle. 

b.  Intersections  operating  at  LOS  E  or  LOS  F  conditions  arc  highlighlod  in  bold. 


Case  No.  2007.0347  E 

San  Francisco  Bicycle  Plan 


V.A.3-357 


Fin.ll  UK 


V.  Environmental  Setting,  Impacts,  and  Mitigation  Measures 

A.  Transportation 
3.      Project-Level  Analysis 

Significant  Impact  TR-P2-16d: 

Under  Existing  plus  Project  conditions  for  Project  2-16  Option  2,  the  7"^  Street/To wnsend  Street 
intersection  would  operate  at  LOS  F.  Therefore,  a  significant  impact  w^ould  occur  at  the 
7"^  Street/To  wnsend  Street  intersection  with  the  implementation  of  Project  2-16  Option  2  under 
Existing  plus  Project  conditions. 

M-TR-P2-16d: 

Six  seconds  of  green  time  shall  be  added  to  the  eastbound  Townsend  Street  approach  and  six 
seconds  of  green  time  shall  be  reduced  from  the  northbound  7'^  Street  approach,  to  improve  the 
7"^  Street/Townsend  Street  intersection  operations  from  LOS  F  to  LOS  D,  with  35.2  seconds  of 
delay.  It  has  been  ensured  that  the  minimum  green  times  required  for  pedestrians  to  cross  the 
intersection  have  been  maintained  even  after  the  green  time  adjustments  to  the  signal.  Hence, 
this  mitigation  measure  would  reduce  the  project  impacts  of  Project  2-16  Option  2  to  a  less  than 
significant  level.  Table  V.2-55,  p.  V.A.3-,  summarizes  these  results. 

Significant  Impact  TR-P2-16e: 

Under  2025  Cumulative  plus  Project  conditions  for  Project  2-16  Option  1,  the 
7'^  Street/Townsend  Street  intersection  would  operate  at  LOS  F.  Therefore,  a  significant  impact 
would  occur  at  the  7""  Street/Townsend  Street  intersection  with  the  implementation  of  Project 
2-16  Option  1  under  2025  Cumulative  plus  Project  conditions. 

M-TR-P2-16e: 

It  is  proposed  that  lane  configuration  adjustments  be  made  to  the  eastbound  Townsend  Street 
direction  to  improve  LOS  and  decrease  the  amount  of  average  delay.  Assuming  that  the 
existing  railroad  alignment  would  be  removed,  the  eastbound  Townsend  Street  approach 
would  be  modified  from  one  shared  through-left  turn  lane  and  one  exclusive  right-turn  lane  to 
one  shared  through-left  turn  lane  and  one  shared  through-right  turn  lane.  Hence,  this  lane 
adjustment  decreases  the  amount  of  average  delay  and  reduces  the  V/C  ratio  by  78  percent 
(from  5.52  to  1.24).  This  would  improve  intersection  operations.  Nevertheless,  a  significant 
impact  would  occur  at  the  7"'  Street/Townsend  Street  intersection  with  the  implementation  of 
Project  2-16  Option  1  under  2025  Cumulative  conditions.  Table  V.2-58,  p.  V.A.3-359, 
summarizes  these  results. 


Case  No.  2007.0347E  Final  EK 

  V.A.3-358   

San  Francisco  Bicycle  Plan  AUGUST  2009 


V.  Environmental  Setting,  Impacts,  and  Mitigation  Measures 

A.  Transportation 
3.      Project-Level  Analysis 


TABLE  V.2-58 
CLUSTER  2  -  PROJECT  2-16 
INTERSECTION  LEVEL  OF  SERVICE  (LOS)  AND  AVERAGE  DELAY  COMPARISON  2025 
CUMULATIVE  PLUS  PROJECT  CONDITIONS  WITH  MITIGATION  MEASURES  -  WEEKDAY  PM  PEAK 

HOUR  7^"  STREET/TOWNSEND  STREET 

2025  Cumulative  plus  2025  Cumulative  plus 

2025  Cumulative  plus      Project  Option  1  with      2025  Cumulative  plus      Project  Option  2  with 
Project  Option  1  Mitigation  Measures  Project  Option  2  Mitigation  Measures 

Average  Average  Average  Average 

Delay^     LOS"      V/C        Delay^     LOS"      V/C        Delay'     LOS"      V/C        Delay^     LOS"  V/C 

>80  F         5.52  >80  F  1.24  >80  F  5.52  >80  F  1.24 

Source:  Wilbur  Smith  Associates,  October  2008 
Notes: 

a.  Delay  in  seconds  per  vehicle. 

b.  Intersections  operating  at  LOS  E  or  LOS  F  conditions  are  highlighted  in  bold. 

Significant  Impact  TR-P2-16f: 

Under  2025  Cumulative  plus  Project  conditions  for  Option  2,  the  7"'  Street/Townsend  Street 
intersection  v\'ould  operate  at  LOS  F.  Therefore,  a  significant  impact  would  occur  at  the  7"^ 
Street/Townsend  Street  intersection  with  the  implementation  of  Project  2-16  Option  2  under 
2025  Cumulative  plus  Project  conditions. 

M-TR-P2-16f: 

It  is  proposed  that  lane  configuration  adjustments  be  made  to  the  eastbound  Townsend  Street 
direction  to  improve  LOS  and  decrease  the  amount  of  average  delay.  Assuming  that  the  existing 
railroad  alignment  would  be  removed,  the  eastbound  Townsend  Street  approach  would  be 
modified  from  one  shared  through-left  turn  lane  and  one  exclusive  right-turn  lane  to  one  shared 
through-left  turn  lane  and  one  shared  through-right  turn  lane.  Hence,  this  lane  adjustment 
decreases  the  amount  of  average  delay  and  reduces  the  V/C  ratio  by  78  percent  (from  5.52  to 
1.24).  This  would  improve  intersection  operations.  Nevertheless,  a  significant  impact  would 
occur  at  the  7"'  Street/Townsend  Street  intersection  with  the  implementation  ol  Project  2-16 
Option  2  under  2025  Cumulative  conditions.  Table  V.2-58,  p.  V.A.3-359,  summarizes  these 
results. 

Significant  Impact  TR-P2-16g: 

Under  2025  Cumulative  plus  Project  conditions  for  Oplit)n  I,  thi-  4"'  Slreet/Townsond  Street 
intersection  would  operate  at  LOS  F.  Therefore,  a  significant  imp.n.1  would  omii  .il  the  4"' 
Street/Townsend  Street  intersection  with  Ihe  implemiMil.ilion  o\  \'\o\Ci.[  2- Id  Option  I  under 
2025  Cumulative  plus  Project  conditions. 


Case  No.  2007.()347E 

San  Franci.sco  Bicycle  Plan 


V.A.3-359 


Final  UK 


V.  Environmental  Setting,  Impacts,  and  Mitigation  Measures 

A.  Transportation 
3.      Project-Level  Analysis 

M-TR-P2-16g: 

The  westbound  Townsend  Street  approach  shall  be  modified  from  a  permitted  phase  to  a 
protected  signal  phase.  In  addition,  five  seconds  of  green  time  shall  be  added  to  the  westbound 
Townsend  Street  approach  and  five  seconds  of  green  time  shall  be  reduced  from  the 
southbound  4"^  Street  approach.  This  would  improve  the  4'*^  Street/Townsend  Street  intersection 
operations  from  LOS  F  to  LOS  D,  with  42.2  seconds  of  delay.  It  has  been  ensured  that  the 
minimum  green  times  required  for  pedestrians  to  cross  the  intersection  have  been  maintained 
even  after  the  green  time  adjustments  to  the  signal.  Hence,  this  mitigation  measure  would 
reduce  the  project  impacts  of  Project  2-16  Option  1  to  a  less  than  significant  level.  Table  V.2-59, 
V.A.3-360,  summarizes  these  results. 


TABLE  V.2-59 
CLUSTER  2  -  PROJECT  2-16 
INTERSECTION  LEVEL  OF  SERVICE  (LOS)  AND  AVERAGE  DELAY  COMPARISON  2025 
CUMULATIVE  PLUS  PROJECT  CONDITIONS  WITH  MITIGATION  MEASURES  -  WEEKDAY  PM 

PEAK  HOUR 

2025  Cumulative  plus 
2025  Cumulative  plus  Project  Option  1  with 

Project  Option  1  Mitigation  Measures 

Average  Average 
Intersection  Delay^  LOS"  Delay^  LOS" 

15.       4'h  Street/Townsend  Street  >80  F  42.2  D 


Source:  Wilbur  Smith  Associates,  October  2008 
No/fs; 

a.  Delay  in  seconds  per  vehicle. 

b.  Intersections  operating  at  LOS  E  or  LOS  F  conditions  are  highlighted  in  bold. 

Significant  Impact  TR-P2-16h: 

A  significant  transit  impact  would  occur  to  Muni  bus  line  30  under  Existing  plus  Project 
conditions  for  Project  2-16  Option  1. 

M-TR-P2-16h: 

Feasibility  of  the  following  mitigation  measures  has  not  yet  been  determined.  There  is  a  range 
of  potential  treatments  to  address  the  issue  at  this  intersection.  One  would  be  repositioning  of 
the  bus  zone  along  the  south  side  of  Townsend  Street.  Another  treatment  would  be 
reconfiguring  the  approach  lanes  to  the  intersection  of  4"'  and  Townsend  Streets.  Finally, 
installation  of  discontinuous  bicycle  lanes  at  the  approach  of  the  intersection  could  also  be 
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considered.  Therefore,  a  significant  transit  impact  w^ould  occur  with  implementation  of  Project 
2-16  Option  1  under  Existing  plus  Project  conditions. 

Significant  Impact  TR-P2-16i: 

A  significant  transit  impact  w?ould  occur  to  Muni  bus  line  45  under  Existing  plus  Project 
conditions  for  Project  2-16  Option  1. 

M-TR-P2-16i: 

Refer  to  Mitigation  Measure  2-16h  above  for  mitigation  of  this  transit  impact.  However,  without 
determination  of  the  feasibility  of  these  measures,  a  significant  transit  impact  would  occur  to 
Muni  bus  line  45  under  Existing  plus  Project  conditions  for  Project  2-16  Option  1. 

Significant  Impact  TR-P2-16j: 

A  significant  transit  impact  would  occur  to  Muni  bus  line  30  under  Existing  plus  Project 
conditions  for  Project  2-16  Option  2. 

M-TR'P2-I6j: 

Refer  to  Mitigation  Measure  M-TR-P2-16h  above  for  mitigation  of  this  transit  impact.  However, 
without  determination  of  the  feasibility  of  these  measures,  a  significant  transit  impact  would 
occur  to  Muni  bus  line  30  under  Existing  plus  Project  conditions  for  Project  2-16  Option  2. 

Significant  Impact  TR-P2-16k: 

A  significant  transit  impact  would  occur  to  Muni  bus  line  45  under  Existing  plus  Project 
conditions  for  Project  2-16  Option  2. 

M-TR-P2-16k: 

Refer  to  Mitigation  Measure  M-TR-P2-16h  above  for  mitigation  of  this  transit  impact.  However, 
without  determination  of  the  feasibility  of  these  measures,  a  significant  transit  impact  would 
occur  to  Muni  bus  line  45  under  Existing  plus  Project  conditions  for  Project  2-16  Option  2. 

Significant  Impact  TR'P2-16l: 

A  significant  transit  impact  would  occur  to  Muni  bus  line  30  under  2025  Cumul.iti\o  plus 
Project  conditions  for  Project  2-16  Option  1. 

M-TR-P2-161: 

Refer  to  Mitigation  Measure  M-TK-P2-i6h  above  for  mitigation  of  this  transit  inip.nl.  I  low  ever, 
without  determination  of  the  feasibility  of  these  measures,  a  signilicant  transit  impact  would 
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occur  to  Muni  bus  line  30  under  2025  Cumulative  plus  Project  conditions  for  Project  2-16 
Option  1. 

Significant  Impact  TR-P2-16m: 

A  significant  transit  impact  would  occur  to  Muni  bus  line  45  under  2025  Cumulative  plus 
Project  conditions  for  Project  2-16  Option  1. 

M-TR-P2-16m: 

Refer  to  Mitigation  Measure  M-TR-P2-16h  above  for  mitigation  of  this  transit  impact.  However, 
without  determination  of  the  feasibility  of  these  measures,  a  significant  transit  impact  would 
occur  to  Muni  bus  line  45  under  2025  Cumulative  plus  Project  conditions  for  Project  2-16 
Option  1. 

Significant  Impact  2-16n: 

A  significant  transit  impact  would  occur  to  Muni  bus  line  30  under  2025  Cumulative  plus 
Project  conditions  for  Project  2-16  Option  2. 

M-TR-P2-16n: 

Refer  to  Mitigation  Measure  M-TR-P2-16h  above  for  mitigation  of  this  transit  impact.  However, 
without  determination  of  the  feasibility  of  these  measures,  significant  transit  impact  would 
occur  to  Muni  bus  line  30  under  2025  Cumulative  plus  Project  conditions  for  Project  2-16 
Option  2. 

Significant  Impact  TR-P2-16o: 

A  significant  transit  impact  would  occur  to  Muni  bus  line  45  under  2025  Cumulative  plus 
Project  conditions  for  Project  2-16  Option  2. 

M-TR-P2-16o: 

Refer  to  Mitigation  Measure  M-TR-P2-16h  above  for  mitigation  of  this  transit  impact.  However, 
without  determination  of  the  feasibility  of  these  measures,  a  significant  transit  impact  would 
occur  to  Muni  bus  line  45  under  2025  Cumulative  plus  Project  conditions  for  Project  2-16 
Option  2. 

Improvement  Measure  I-P2-lla: 

In  order  to  address  improvements  for  the  non-significant  loading  impacts  resulting  from  the 
loss  of  on-street  loading  spaces  under  Existing  plus  Project  and  2025  Cumulative  plus  Project 
conditions,    it   is   recommended    that   the   City   conduct   a    loading   needs   analysis  to 
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determine  how  many  and  where  additional  on-street  yellow  commercial  freight  loading  spaces 
are  required  on  or  near  Market  Street  between  Laguna  and  Noe  Streets. 
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CLUSTER  3:  CIVIC  CENTER/WESTERN  ADDITION^ 


This  section  provides  a  description  of  the  Existing  plus  Project  and  2025  Cumulative  and  2025 
Cumulative  plus  Project  transportation  conditions  within  the  near-term  improvements  in 
Cluster  3.  Project  3-6  was  implemented  prior  to  the  Bicycle  Plan  injunction.  Projects  3-1  and  3-3 
have  one  design  option;  the  remaining  projects  (Projects  3-2,  3-4,  and  3-5)  have  two  design 
options. 

A  preferred  project  design  has  not  been  developed  for  Project  3-2.  The  preferred  project  design 
for  Cluster  3  near-term  improvements  are  Option  1  of  Project  3-1,  Project  3-3,  Project  3-4,  Project 
3-5,  and  Project  3-6.  These  are  described  and  analyzed  below  with  no  text  changes. 

Figures  showing  the  turning  movement  traffic  volumes  and  lane  configurations  at  the  study 
intersections  in  Cluster  for  Existing  plus  Project,  2025  Cumulative,  and  2025  Cumulative  plus 
Project  conditions  may  be  found  within  the  transportation  impact  analysis  discussion  for 
Cluster  within  the  Transportation  Impact  Study.  Level  of  service  calculation  sheets  for  those 
intersections  and  transit  delay  calculation  sheets  for  affected  transit  routes  may  be  found  in  the 
appendices  of  the  Transportation  Impact  Study.^ 

PROJECT  3-1:  FELL  STREET  AND  MASONIC  AVENUE  INTERSECTION  IMPROVEMENTS 

In  response  to  the  large  number  of  reported  collisions  and  in  order  to  improve  pedestrian  and 
bicycle  safety  at  the  intersection  of  Fell  Street  and  Masonic  Avenue,  the  City  requested  relief 
from  the  Bicycle  Plan  injunction  to  implement  Project  3-1  prior  to  the  completion  of  the  Bicycle 
Plan  EIR.  In  May  2008,  the  court  granted  the  City's  motion  to  modify  the  injunction  so  as  to 
allow  implementation  of  the  recommended  safety  improvements  at  the  intersection  of  Fell  and 
Masonic.  Modifications  to  the  existing  traffic  signal  and  lane  configuration  of  the  intersection 
were  made,  and  as  of  September  16,  2008  SFMTA  has  implemented  Project  3-1.  Therefore,  the 
environmental  analysis  of  Project  3-1  is  being  presented  as  part  of  the  Bicycle  Plan  EIR  for 
informational  purposes. 

Project  3-1  involved  signal  phasing  and  timing  changes  that  would  eliminate  the  conflict 
between  Fell  Street  westbound  left-turn  vehicles  and  pedestrians  and  bicycles  crossing  Masonic 
Avenue  on  the  south  side  of  Fell  Street.  The  Fell/Masonic  intersection  traffic  signal  phasing  was 

'      Unless  otherwise  indica'ted,  all  intersection  analysis  is  for  PM  Peak  Hour  conditions. 

-  Wilbur  Smith  Associates.  2008.  San  Francisco  Bicycle  Plan  Update  Transportation  Impact  Study.  This 
document  is  available  for  review  by  appointment  at  the  San  Francisco  Planning  Department,  1650 
Mission  Street,  Suite  400,  San  Francisco,  CA  94103  as  part  of  Case  File  No  2007.0347E. 
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changed  to  provide  exclusive  phases  for  westbound  Fell  Street  left  turns  and  for  Panhandle 
Pathway  traffic.  Pedestrians  and  bicyclists  crossing  the  south  leg  of  Masonic  Avenue  receive 
the  WALK/GREEN  BIKE  signal  during  the  Fell  Street  through  traffic  phase.  During  the 
WALK/GREEN  BIKE  phase  to  cross  Masonic  Avenue  on  the  south  side  of  Fell  Street,  traffic  on 
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w^estbound  Fell  Street  wishing  to  make  a  left  turn  onto  southbound  Masonic  Avenue  receives  a 
red  left-turn  arrow  signal,  restricting  them  from  making  this  left  turn.  Before  the  Fell  Street 
through  phase,  vehicles  on  Fell  Street  waiting  to  turn  left  onto  Masonic  Avenue  receive  a  green 
left-turn  arrow,  while  pedestrians  and  bicyclists  waiting  to  use  the  south  crosswalk  across 
Masonic  Avenue  would  see  a  solid  DON'T  WALK/RED  BIKE  signal. 

TRAFFIC:  INTERSECTION  LEVEL  OF  SERVICE  (LOS) 

Intersection  LOS  calculations  were  performed  for  the  PM  peak  hour.  One  study  intersection  is 
included  for  the  PM  peak  hour  for  Project  3-1.  Tables  V.3-5  and  V.3-6,  p.  V.A.3-366  and 
p.  V.A.3-371,  respectively,  summarize  the  results  for  this  intersection. 


TABLE  V.3-4 
CLUSTER  3  -  PROJECTS  3-1  AND  3-2 
COMPARISON  OF  LEVEL  OF  SERVICE  (LOS)  AND  AVERAGE  DELAY  FOR  MASONIC 
AVENUE/FELL  STREET  EXISTING  AND  EXISTING  PLUS  PROJECT  CONDITIONS  -  WEEKDAY 

PM  PEAK  HOUR 

Existing  plus  Project  Option  1 

Existing  plus  Project  Option  2 

Existing 

Project  3-1 

Combined 
Projects  3-1  and 
3-2 

Project  3-1 

Combined 
Projects  3-1  and 
3-2 

Average 
Delay'  LOS" 

Average 
Delay^  LOS" 

Average 
Delay^  LOS" 

Average 
Delay^  LOS'' 

Average 
Delay^  LOS^ 

24.6  C 

20.7  C 

68.7  E 

54.0  D 

Source:  Wilbur  Smith  Associates,  October  2008 
Notes: 

a.  Delay  in  seconds  per  vehicle. 

b.  Intersections  operating  at  LOS  E  or  LOS  F  conditions  highlighted  in  bold. 


Intersection  43:  Masonic  Avenue/Fell  Street 

The  Masonic  Avenue/Fell  Street  intersection  is  common  to  Projects  3-1  and  3-2  within  the 
Cluster  3  area.  Option  1  is  the  only  proposed  option  for  Project  3-1.  However,  two  options  are 
proposed  as  part  of  Project  3-2.  For  Project  3-1  the  lane  configuration  in  the  westbound 
direction  would  be  modified.  However,  for  Project  3-2  the  southbound  lane  configuration  is 
proposed  to  be  modified.  The  analysis  below  reflects  the  combined  impact  of  implementing 
Projects  3-1  and  3-2  at  this  intersection.  The  impacts  resulting  from  the  implementation  of 
Project  3-1  alone  follow' the  discussion  of  the  combined  impacts.  A  table  summarizing  the 
cumulative  impacts  under  weekday  PM  peak  hours  for  the  two  options  is  included  below. 
These  results  are  summarized  in  Table  V.3-6,  p.  V.A.3-371 . 
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•     Option  1 

Existing  and  Existing  plus  Project  Conditions  for  Projects  3-1  and  3-2  combined 
Under  Existing  conditions,  this  intersection  operates  at  LOS  C  with  24.6  seconds  of 
delay.  The  Masonic  Avenue/Fell  Street  intersection  would  operate  unsatisfactorily  at 
LOS  E,  with  68.7  seconds  of  average  delay  under  Existing  plus  Project  conditions.  The 
southbound  lane  configuration  would  be  modified  from  two  through  lanes,  one  shared 
through-right  turn  lane,  and  one  exclusive  right- turn  lane  to  one  through  lane  and  an 
exclusive  right-turn  lane.  The  westbound  lane  configuration  would  be  modified  from 
two  through  lanes,  one  shared  through-right  turn  lane  and  one  shared  through-left  turn 
lane  to  three  through  lanes,  one  shared  through-right  turn  lane  and  one  exclusive  left- 
turn  lane.  Due  to  the  reduction  of  capacity  in  the  southbound  direction  and  the  lane 
configuration  adjustment  along  the  westbound  approach,  the  average  intersection  delay 
would  increase  compared  to  Existing  conditions.  Because  the  southbound  critical 
movements  would  either  deteriorate  or  would  operate  at  an  unacceptable  LOS  F  with 
more  than  80  seconds  of  average  delay  under  Existing  plus  Project  conditions,  therefore, 
a  significant  impact  (Significant  Impact  TR-P3-la)  would  occur  at  the  Masonic 
Avenue/Fell  Street  intersection  with  the  implementation  of  Option  1  of  Projects  3-1  and 
3-2  combined.  See  Table  V.3-4  on  p.  V.A.3-364  for  a  summary  of  results. 

2025  Cumulative  and  2025  Cumulative  plus  Project  Conditions  for  Projects  3-1  and  3-2 
combined 

The  Masonic  Avenue/Fell  Street  intersection  would  operate  satisfactorily  at  LOS  C,  with 
27.7  seconds  of  average  delay  under  2025  Cumulative  conditions.  Under  2025 
Cumulative  plus  Project  conditions,  the  Masonic  Avenue/Fell  Street  intersection  would 
operate  unsatisfactorily  at  LOS  E  compared  to  LOS  C  for  the  2025  Cumulative 
conditions.  Deterioration  of  the  southbound  critical  movement  at  Masonic  Avcnuo/Fell 
Street  to  LOS  F,  when  comparing  Existing  plus  Project  to  Existing  Conditi(Mis,  is  deemed 
a  significant  impact.  As  a  consequence,  a  corresponding  LOS  delerioralii>n  is  expected 
at  this  intersection  for  2025  Cumulative  plus  Project  when  compared  to  2025  Cumulative 
conditions.  Therefore,  a  significant  impact  (Significant  Impact  TR-P3-lb)  would  occur  at 
the  Masonic  Avenue/Fell  Street  intersection  with  implementation  of  Option  1  of  Projects 
3-1  and  3-2  combined.  Table  V.3-5,  p.  V. A. 3-366,  and  Table  V.3-6,  p.  V.A.3-37I, 
summarize  the  results  for  Project  3-1  and  Projects  3-1  and  3-2  combined.  See  Table  V.3-5 
on  p.  V.A.3-366  for  a  summary  of  results. 
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TABLE  V.3-5 
CLUSTER  3  -  PROJECTS  3-1  AND  3-2 
COMPARISON  OF  LEVEL  OF  SERVICE  (LOS)  AND  AVERAGE  DELAY  FOR  MASONIC 
AVENUE/FELL  STREET  2025  CUMULATIVE  AND  2025  CUMULATIVE  PLUS  PROJECT 
CONDITIONS  -  WEEKDAY  PM  PEAK  HOUR 


2025  Cumulative 


Average 

Delay"" 


LOS'' 


2025  Cumulative  plus  Project 
 Option  1 


Project  3-1 


Combined 
Projects  3-1 
and  3-2 


Average 

Delay" 


LOS" 


Average 
Delay" 


LOS" 


2025  Cumulative  plus  Project 

 Option  2 


Project  3-1 


Combined 
Projects  3-1 
and  3-2 


Average 

Delay" 


LOS' 


Average 

Delay" 


LOS" 


27.7 


22.6 


78.3 


59.9 


Simrcc:  Wilbur  Smilh  AsstKiales,  October  2008 
Nolc^: 

a.  IXM.iy  m  seconds  per  vehicle. 

b.  Intersections  op>eraling  at  LOS  E  or  LOS  F  condilions  highlighled  in  bold.  

•    Option  2 

Existing  and  Existing  plus  Project  Conditions  for  Projects  3-1  and  3-2  combined 

Since  Project  3-1  has  only  one  option,  the  Exi.sling  plus  Project  ct)nditions  tor  Option  2  of 
Projects  3-1  nnd  3-2  combined  are  the  some  as  for  the  Existing  plus  Project  conditions  for 
Project  3-2  Option  2.  Please  refer  to  the  analysis  under  Existing  plus  Project  conditions 
for  Project  3-2  Option  2. 

2025  Cumulative  and  2025  Cumulative  plus  Project  Conditions  for  Projects  3-1  and  3-2 
combined 

Since  Project  3-1  has  only  one  option,  the  2025  Cumulative  plus  Project  conditions  for 
Option  2  of  Projects  3-1  and  3-2  combined  are  the  same  as  for  the  2025  Cumulative  plus 
Project  conditions  for  Project  3-2  Option  2.  Please  refer  to  the  analysis  under  2025 
Cumulative  plus  Project  conditions  for  Project  3-2  Option  2. 

Existing  and  Existing  plus  Project  Conditions  for  Project  3-1 

Under  Existing  conditions,  this  intersection  operates  at  LOS  C  with  24.6  seconds  of 
delay.  The  Masonic  Avenue/Fell  Street  intersection  would  operate  satisfactorily  at  LOS 
C,  with  20.7  seconds  of  average  delay  under  Existing  plus  Project  ct)nditions.  The 
southbound  lane  configuration  would  remain  the  same  as  under  Existing  conditions. 
However,  the  westbound  lane  configuration  would  be  modified  from  two  through  lanes, 
one  shared  through-right  turn  lane  and  one  shared  through-left  turn  lane  \o  three 
through  lanes,  one  shared  thrcnigh-right  turn  lane  and  one  exclusive  lell-lurn  lane.  Due 
to  the  additional  capacity  provided  under  l-xisling  plus  Project  conditions,  the  delay  at 
this  intersection  would  be  reduced  and  it  would  continue  to  operate  at  an  acceptable 
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LOS.  Therefore,  no  significant  impacts  w^ould  occur  at  the  Masonic  Avenue/Fell  Street 
intersection  v^ith  the  implementation  of  individual  Project  3-1. 

2025  Cumulative  and  2025  Cumulative  plus  Project  Conditions  for  Project  3-1 

The  Masonic  Avenue/Fell  Street  intersection  w^ould  operate  satisfactorily  at  LOS  C,  with 
27.7  seconds  of  average  delay  under  2025  Cumulative  conditions.  Under  2025 
Cumulative  plus  Project  conditions  for  the  analysis  of  Project  3-1,  the  Masonic 
Avenue/Fell  Street  intersection  would  operate  satisfactorily  at  LOS  C  with  22.6  seconds 
of  delay.  The  southbound  lane  configuration  remains  the  same  as  under  Existing 
conditions.  However,  the  westbound  lane  configuration  would  be  modified  from  two 
through  lanes,  one  shared  through-right  turn  lane  and  one  shared  through-left  turn  lane 
to  three  through  lanes,  one  shared  through-right  turn  lane  and  one  exclusive  left-turn 
lane.  Due  to  the  additional  capacity  provided  under  2025  Cumulative  plus  Project 
conditions,  the  delay  at  this  intersection  would  be  reduced  and  it  would  continue  to 
operate  at  an  acceptable  LOS.  Therefore,  no  significant  impacts  would  occur  at  the 
Masonic  Avenue/Fell  Street  intersection  with  the  implementation  of  individual 
Project  3-1  under  2025  Cumulative  plus  Project  conditions. 

Significant  Impact  TR-P3-la  (Projects  3-1  and  3-2  combined): 

The  intersection  of  Masonic  Avenue/Fell  Street  would  operate  at  LOS  E  under  Existing  plus 
Project  conditions  for  Option  1  of  Projects  3-1  and  3-2  combined. 

Significant  Impact  TR-P3-lb:  (Projects  3-1  and  3-2  combined): 

The  intersection  of  Masonic  Avenue/Fell  Street  would  operate  at  LOS  E  under  2025  Cumulative 
plus  Project  conditions  for  combined  Projects  3-1  and  3-2  Option  1. 

TRANSIT 

Mimi  bus  line  43  runs  in  both  directions  along  Masonic  Avenue  with  approximately  six  buses 
per  hour  each  way  during  the  AM  and  PM  peak  periods.  Muni  bus  lines  16AX  and  16BX 
operate  on  Fell  Street  in  the  westbound  direction  only  in  the  PM  peak  period  with 
approximately  eight  buses  per  hour.  There  are  no  bus  stops  at  this  intersection. 

With  the  signal  timing  changes,  the  green  time  for  the  westbound  approach  would  increa.se 
from  the  current  31  seconds  to  34  seconds  during  the  AM  peak  period  .inJ  liocrease  from  the 
current  48  seconds  to  43  seconds  during  the  PM  peak  period.  During  the  I'M  pi  .ik  hour,  tin* 
green  time  for  the  north-south  movement  would  increase  by  eight  seconds. 

Project  3-1  shares  a  common  intersection  (Intersection  43:  Masonic  Avenue/I  ell  Slnvl)  w  ith 
Project  3-2;  Masonic  Avenue  Bicycle  Lanes,  Fell  Street  to  Geary  Boulevard.  The  transit  dela\ 
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.innlysis  below  (Projects  3-1  and  3-2  combined)  reflects  the  combined  impact  of  Projects  3-1  and 
3-2  Option  I  modifications  to  the  Masonic  Avenue/Fell  Street  intersection  on  transit  delay. 

•    Option  1 

Existing  and  Existing  plus  Project  Conditions  for  Projects  3-1  and  3-2  combined 

Projects  3-1  and  3-2  Option  I  combined  would  decrease  Muni  bus  line  43  travel  time  by 
•ipproximnleiy  14  seconds  northbound  and  5  seconds  southbound  in  the  PM  peak  hour 
when  compared  to  Hxislin^  conthlions.  However,  Projects  3-1  and  3-2  Option  Icombined 
would  add  approximately  60  seconds  of  delay  for  westbound  lines  I6AX  and  I6BX.  The 
headway  for  Muni  bus  lines  16AX,  16BX,  and  43  in  the  PM  peak  period  are  10,  1 1,  and  10 
minutes,  respectively;  no  delay  would  be  added  to  Muni  bus  line  43  while  60  seconds  (1 
minute)  of  total  delay  would  be  added  to  Muni  bus  lines  16AX  and  16BX;  the  total 
added  delay  of  60  seconds  (I  minute)  for  Muni  bus  lines  I6AX  and  I6BX  resulting  from 
Projects  3-1  and  3-2  combined  would  be  less  than  the  transit  delay  threshold  of  six 
minutes.  Therefore,  a  significant  transit  impact  woulcl  not  occur  for  Muni  bus  lines 
16AX,  I6BX,  and  43  with  the  implementation  of  Projects  3-1  and  3-2  Option  1  combined 
under  Existing  plus  Project  ct)nditions; 

2t)25  C  umulative  and  2025  Cumulative  plus  Project  Conditions  for  Projects  3-1  and  3-2 
combined 

Under  2025  Cumulative  plus  Project  conditions.  Muni  43  northbound  bus  travel  time  in 
the  PM  peak  hour  would  decrease  by  approximately  13  seconds  while  approximately  6 
seconds  would  be  added  to  southbound  buses  during  the  PM  peak  hour.  However, 
Projects  3-1  and  3-2  combined  would  aild  approximately  219  sect)nds  (3.7  minutes)  of 
delay  for  westbound  buses  16AX  and  I6BX  in  the  PM  peak  hour,  no  delay  would  be 
added  to  Muni  bus  line  43  while  219  seconds  (3.7  minutes)  of  total  delay  would  be 
added  to  Muni  bus  lines  I6AX  and  16BX;  the  total  added  delay  of  219  seconds  (3.7 
minutes)  for  Muni  bus  lines  I6AX  and  !6BX  resulting  from  Prt^jects  3-1  and  3-2 
combined  woukl  be  less  than  the  transit  delay  threshold  of  six  minutes.  Therefore,  a 
signilicant  transit  impact  would  not  occur  for  Mimi  bus  lines  I6AX,  16BX,  and  43  with 
the  implementation  of  Projects  3-1  and  3-2  combined  under  2025  Cumulative  plus 
Project  conditions. 

Since  there  are  no  significant  transit  impacts  under  P.xisting  plus  Project  and  2025 
Cumulative  plus  Project  conditions  for  Projects  3-1  and  3-2  Option  1  combined,  there 
would  be  no  significant  transit  impact  from  individual  Project  3-1. 

PARKING 

Project  3-1  would  remove  a  lol.il  of  approximately  four  on-street  parking  spaces  on  the  south 
sidi'  of  l  ell  Street  east  of  Mast>nic  Axenue.  Parking  occupancy  in  this  area  is  relatively  high.  In 
San  1  raiu  isco,  parking  supply  is  not  considered  a  permanent  physical  condition,  and  changes  in 


CiiM'  No.  21K)7.0347E  Final  FIR 

  V.A.3-368  —  

San  Francisc  o  Bk  yci  i  Pi  an  Auc.iisr  2009 


V.  Environmental  Setting,  Impacts,  and  Mitigation  Measures 

A.  Transportation 
3.         Project-Level  Analysis 

the  parking  supply  would  not  be  a  significant  environmental  impact  under  CEQA,  but  rather  a 
social  effect.  The  loss  of  parking  may  cause  potential  indirect  physical  effects,  which  would 
include  cars  circling  and  looking  for  a  parking  space  in  neighboring  streets.  The  secondary 
effects  of  drivers  searching  for  parking  is  typically  offset  by  a  reduction  in  vehicle  trips  due  to 
some  drivers,  aware  of  constrained  parking  conditions  in  a  given  area,  shifting  travel  modes. 
Hence,  any  secondary  environmental  impacts  that  may  result  from  a  shortfall  in  parking  would 
be  minor.  Therefore,  any  net  reduction  in  on-street  parking  supply  would  not  result  in 
significant  parking  impacts.  Hence,  any  secondary  environmental  impacts  that  may  result  from 
the  loss  of  four  parking  spaces  by  Project  3-1  would  be  minor.  Therefore,  there  would  be  no 
significant  parking  impacts  with  implementation  of  Project  3-1. 

PEDESTRIAN 

Project  3-1  would  reduce  conflicts  between  pedestrians  and  bicyclists  crossing  Masonic  Avenue 
and  motor  vehicles  turning  left  from  westbound  Fell  Street  onto  southbound  Masonic  Avenue 
by  providing  a  signal  phase  for  pedestrians  and  bicyclists  separate  from  left-turning  motor 
vehicles.  Interactions  between  pedestrians  and  bicyclists  would  be  improved  with  the 
elimination  of  left-turning  motor  vehicles.  Given  the  volume  of  pedestrian  and  bicycle  traffic  at 
this  crossing,  there  is  ample  width  for  these  modes  to  safely  share  the  crossing.  In  addition,  the 
separate  signal  phase  will  allow  pedestrians  and  bicyclists  to  concentrate  on  their  interactions 
without  concern  for  the  hazard  of  left-turning  motor  vehicles.  The  pedestrian  crossing  time 
across  Fell  Avenue  would  increase  from  30  seconds  to  38  seconds  during  the  PM  peak  hour, 
which  would  be  beneficial  for  pedestrians.  The  crossing  time  across  Masonic  Avenue  would 
decrease  from  51  seconds  to  39  seconds  on  the  north  side  of  the  crosswalk  and  decrease  to  25 
seconds  on  the  south  side  crosswalk.  The  curb  to  curb  width  of  Masonic  Avenue  is  62  feel.  The 
available  green  time  with  Project  3-1  would  be  sufficient  for  pedestrians  to  make  this  crossing. 
Therefore,  there  would  be  no  significant  pedestrian  impacts  with  implementation  of  Project  3-1. 

BICYCLE 

Project  3-1  would  reduce  conflicts  between  bicyclists  crossing  Masonic  Avenue  and  vehicles 
turning  left  from  westbound  Fell  Street  onto  southbound  Masonic  Avenue  by  providing 
separate  signal  phases  for  these  two  movements.  The  reduction  in  the  east-west  crossing  time 
for  bicycles  would  be  the  same  as  that  of  pedestrians.  Therefore,  thiTi-  would  be  no  signihi  .ini 
bicycle  impacts  with  implementation  of  Project  3-1. 
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LOADING 

This  intersection  is  located  near  the  Panhandle  and  there  are  few  loading  needs  associated  vs^ith 
this  parkland.  The  on-street  parking  removal  would  not  include  on-street  yellow  commercial 
freight  loading  spaces.  Therefore,  there  would  be  no  loading  impacts  with  implementation  of 
Project  3-1. 

PROJECT   3-2:  'masonic    AVENUE    BICYCLE    LANES/  FELL    STREET  W"^^^ 
BOULEVARD  ^ 

There  are  two  options  for  this  segment  of  Masonic  Avenue.  In  general.  Option  1  would  create  a 
Class  II  bicycle  lane  during  the  peak  period  in  the  peak  direction  only  and  Option  2  would 
create  a  shared  bus  bicycle  lane  all  day  long.  Both  options  would  require  either  parking  removal 
or  travel  lane  reduction. 

•  Option  1 

Between  Geary  Boulevard  and  Anza/O'Farrell  Streets,  Option  1  would  remove  one 
southbound  travel  lane  and  add  a  southbound  Class  II  bicycle  lane.  It  would  add  a 
northbound  Class  II  bicycle  lane  by  removing  15  on-street  parking  spaces  on  the  east 
side  of  Masonic  Avenue.  Option  1  would  also  add  a  "Tow- Away  Lane  Must  Turn  Right" 
regulation  between  4:00  p.m.  and  7:00  p.m.  on  northbound  Masonic  Avenue  at  Geary 
Boulevard. 

Between  Anza/O'Farrell  Streets  and  Hayes  Street,  Option  1  would  create  a  two-way  turn 
lane  in  the  center  and  add  a  four-foot  wide  Class  II  bicycle  lane  in  both  directions. 
During  the  AM  peak  period  (7:00  a.m.  to  9:00  a.m.),  two  northbound  lanes  and  one 
southbound  lane  would  be  provided  and  during  the  PM  peak  period  (4:00  a.m.  to  6:00 
a.m.),  there  would  be  two  southbound  lanes  and  one  northbound  lane.  During  off  peak 
period,  there  would  be  one  lane  in  both  directions. 

•  Option  2 

Between  Hayes  and  Fell  Streets,  Option  1  would  have  similar  features  as  the  other  parts 
of  the  corridor.  It  would  remove  one  travel  lane  in  the  northbound  direction  and  two 
travel  lanes  in  the  southbound  direction.  PM  peak  period  tow-away  would  be  rescinded 
on  the  west  side  of  Masonic  Avenue,  resulting  in  the  increased  of  eight  parking  spaces 
during  the  PM  peak  hour. 

Between  Geary  Boulevard  and  Anza  Street,  Option  2  would  remove  all  on-street  parking 
on  the  east  side  of  Masonic  Avenue  and  on-street  parking  at  all  times  from  mid-block  to 
Anza  Street  on  th^  west  side. 

Between  Anza/O'Farrell  Streets  and  Hayes  Street,  Option  2  would  remove  on-street 
parking  on  both  sides  of  Masonic  Avenue  between  7:00  a.m.  and  6:00  p.m.  and  designate 
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the  nine-foot  six-inch  to  10-foot  v\^ide  curb  lanes  as  shared  bus  and  bicycle  lanes  in  both 
directions. 

Between  Hayes  and  Fell  Streets,  Option  2  v^^ould  remove  one  southbound  through  right 
lane,  remove  the  PM  tow^-aw^ay  zone,  and  add  a  five-foot  southbound  Class  II  bicycle 
lane.  This  option  would  remove  approximately  6  on-street  parking  spaces  and  would 
add  a  six-foot  northbound  Class  II  bicycle  lane  from  Fell  Street  to  mid-block  on  the  east 
side.  Rescinding  the  afternoon  tow-away  zone  would  result  in  a  gain  of  approximately 
five  parking  spaces  during  afternoon  hours.  A  northbound  right-turn  lane  would  also 
be  added  at  the  approach  to  Hayes  Street. 

TRAFFIC:  INTERSECTION  LEVEL  OF  SERVICE  (LOS) 

Intersection  LOS  calculations  were  performed  for  the  AM  and  PM  peak  hour.  Tables  V.3-6  on 
p.  V.A.3-371,  V.3-7  on  p.  V.A.3-372,  V.3-8  on  p.  V.A.3-372,  and  V.3-9  on  p.  V.A.3-373,  summarize 
the  results  for  this  intersection. 


TABLE  V.3-6 
CLUSTER  3  -  PROJECT  3-2 
INTERSECTION  LEVEL  OF  SERVICE  (LOS)  AND  AVERAGE  DELAY  -  EXISTING  AND  EXISTING 
PLUS  PROJECT  CONDITIONS  -  WEEKDAY  AM  PEAK  HOUR 

 Existing  plus  Project  


Existing  Option  1  Option  2 


Intersection 

Average 
Delay^ 

LOS 

Average 
Delay^ 

LOS 

Average 
Delay^ 

LOS 

59.     Masonic  Avenue/Turk  Street 

19.8 

B 

28.1 

C 

22.8 

C 

60.     Masonic  Avenue/Fulton  Street 

16.1 

B 

22 

c 

18.6 

B 

Source:     Wilbur  Smith  Associates,  October  2008 

Note: 

a.     Delay  in  seconds  per  vehicle.  
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TABLE  V.3-7 
CLUSTER  3  -  PROJECT  3-2*^ 
INTERSECTION  LEVEL  OF  SERVICE  (LOS)  AND  AVERAGE  DELAY  -  EXISTING  AND  EXISTING 
PLUS  PROJECT  CONDITIONS  -  WEEKDAY  PM  PEAK  HOUR 


Existing  plus  Project 


Existing  Option  1  Option  2 


Intersection 

Average 
Delay' 

LOS' 

Average 
Delay' 

LOS" 

Average 
Delay' 

LOS" 

43. 

Masonic  Avenue/Fell  Street"^ 

24.6 

C 

68.7 

E 

54.0 

44. 

Masonic  Avenue/Geary  Boulevard 

38.2 

D 

48.4 

D 

38.2 

D 

59. 

Masonic  Avenue/Turk  Street 

19.5 

B 

47.6 

D 

20.8 

C 

60. 

Masonic  Avenue/Fulton  Street 

18.7 

B 

28 

C 

18.6 

B 

Source:  Wilbur  Smith  Associates,  October  2008 
Note^: 

a.  Delay  in  seconds  per  vehicle. 

b.  Intersections  operating  at  LOS  E  or  LOS  F  conditions  highlighted  in  bold. 

c.  LOS  and  average  delay  for  combined  impacts  for  Projects  3-1  and  3-2. 

d  Since  Project  3-1  has  only  one  option,  this  LOS  refers  to  Project  3-2  Option  2  conditions. 


TABLE  V.3-8 
CLUSTER  3  -  PROJECT  3-2 
INTERSECTION  LEVEL  OF  SERVICE  (LOS)  AND  AVERAGE  DELAY  -  2025  CUMULATIVE  AND 
2025  CUMULATIVE  PLUS  PROJECT  CONDITIONS  -  WEEKDAY  AM  PEAK  HOUR 


2025  Cumulative  plus  Project 


2025  Cumulative  Option  1  Option  2 


Average  Average  Average 

Intersection  Delay'       LOS"       Delay'       LOS"       Delay'  LOS" 


59.  Masonic  Avenue/Turk  Street  >80  F  >80  F  >80  F 

60.  Masonic  Avenue/Fulton  Street  58.3  E  >80  F  >80  F 


Source:  Wilbur  Smith  Associates,  October  2008 
Notci^: 

a.  Delay  in  seconds  per  vehicle. 

b.  Intersections  operating  at  LOS  E  or  LOS  F  conditions  highlighted  in  bold. 


Case  No.  2007.0347E  Final  EIR 

  V.A.3-372   

San  Francisco  Bicycle  Plan  Alclst  2009 


V.  Environmental  Setting,  Impacts,  and  Mitigation  Measures 

A.  Transportation 
3.         Project-Level  Analysis 


TABLE  V.3-9 
CLUSTER  3  -  PROJECT  3-2^^ 
INTERSECTION  LEVEL  OF  SERVICE  (LOS)  AND  AVERAGE  DELAY  -  2025  CUMULATIVE  AND 
2025  CUMULATIVE  PLUS  PROJECT  CONDITIONS  —  WEEKDAY  PM  PEAK  HOUR 


2025  Cumulative  plus  Project 


2025  Cumulative  Option  1  Option  2 


Intersection 

Average 
Delay^ 

LOS 

Average 
Delay^ 

LOS" 

Average 
Delay' 

LOS" 

43. 

Masonic  Avenue/Fell  Street 

27.7 

C 

78.3 

E 

59.9 

E" 

44. 

Masonic  Avenue/Geary  Boulevard 

41.8 

D 

68.7 

E 

41.8 

D 

59. 

Masonic  Avenue/Turk  Street 

26.8 

C 

>80 

F 

31 

C 

60. 

Masonic  Avenue/Fulton  Street 

23.1 

C 

47 

D 

26.6 

c 

Source:  Wilbur  Smith  Associates,  October  2008 
Notes: 

a.  Delay  in  seconds  per  vehicle. 

b.  Intersections  operating  at  LOS  E  or  LOS  F  conditions  highlighted  in  bold. 

c.  LOS  and  average  delay  for  combined  impacts  for  Projects  3-1  and  3-2. 

d  Since  Project  3-1  has  only  one  option,  this  LOS  refers  to  Project  3-2  Option  2  conditions. 


TABLE  V.3-10 
CLUSTER  3 

COMPARISON  OF  LEVEL  OF  SERVICE  (LOS)  AND  AVERAGE  DELAY  FOR  MASONIC 
AVENUE/FELL  STREET  EXISTING  AND  EXISTING  PLUS  PROJECT  CONDITIONS  -  WEEKDAY 

PM  PEAK  HOUR 


Existing  plus  Project  Option  1  Existing  plus  Project  Option  2 


Existing  Project  3-2  Combined  Project  3-2  Combined 


Average  Average  Average  Average  Average 

Delay'       LOS''       Delay'       LOS"       Delay'      LOS"      Delay'      LOS"      Delay'  LOS" 


24.6  C  70.1  E  68.7  E  55.4  E  54.0  D 


Source:  Wilbur  Smith  Associates,  October  2008 
Noffs; 

a.  Delay  in  seconds  per  vehicle. 

b.  Intersections  operating  at  LOS  E  or  LOS  F  conditions  highlighted  in  bold. 
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TABLE  V.3-11 
CLUSTER  3 

COMPARISON  OF  LEVEL  OF  SERVICE  (LOS)  AND  AVERAGE  DELAY  FOR  MASONIC 
AVENUE/FELL  STREET  2025  CUMULATIVE  AND  2025  CUMULATIVE  PLUS  PROJECT 
CONDITIONS  -  WEEKDAY  PM  PEAK  HOUR 

2025  Cumulative  plus  Project              2025  Cumulative  plus  Project 
 Option  1    Option  2  

2025  Cumulative         Project  3-2  Combined  Project  3-2  Combined 

Average  Average  Average  Average  Average 

Delay^      LOS"      Delay^       LOS"       Delay'      LOS"      Delay'      LOS"      Delay'  LOS" 

27.7  C  >80  F  78.3  E  64.2  E  59.9  E 


Source:     Wilbur  Smith  Associates,  October  2008 
Notes: 

a.  Delay  in  seconds  per  vehicle. 
 b.  Intersections  operating  at  LOS  E  or  LOS  F  conditions  highlighted  in  bold.  

Intersection  43:  Masonic  Avenue/Fell  Street 

The  Masonic  Avenue/FeE  Street  intersection  is  common  to  Projects  3-1  and  3-2  within  the 
Cluster  3  area.  This  intersection  was  analyzed  for  impacts  in  the  PM  peak  hour.  Only  one 
option  is  proposed  for  Project  3-1.  However,  two  options  are  proposed  as  part  of  Project  3-2. 
The  analysis  for  the  combined  impact  of  implementing  Projects  3-1  and  3-2  Option  1  at  this 
intersection  was  previously  provided.  The  impacts  resulting  from  the  implementation  of 
individual  Project  3-2  are  discussed  below.  The  study  results  for  the  Masonic  Avenue/Fell 
Street  intersection  LOS  are  presented  in  Table  V.3-10,  p.  373  and  Table  V.3-11,  p.  374  for  both 
Existing  plus  Project  and  Cumulative  plus  Project  conditions,  under  both  Option  1  and  2. 

•    Option  1 

Existing  and  Existing  plus  Project  Conditions  for  Projects  3-1  and  3-2  combined 

Please  see  the  discussion  of  combined  project  impacts  under  Project  3-1. 

Existing  and  Existing  plus  Project  Conditions  for  Project  3-2 

Under  Existing  conditions,  this  intersection  operates  at  LOS  C  in  the  PM  Peak  hour  with 
24.6  seconds  of  delay.  The  Masonic  Avenue/Fell  Street  intersection  would  operate 
unsatisfactorily  at  LOS  E,  with  70.1  seconds  of  average  delay  under  Existing  plus  Project 
conditions.  The  southbound  lane  configuration  would  be  modified  from  two  through 
lanes,  a  shared  through-right  lane  and  an  exclusive  right  lane  to  a  through  lane  and  an 
exclusive  right'tum  lane  under  Existing  plus  Project  conditions.  However,  the 
westbound  lane  configuration  would  remain  the  same  as  Existing  conditions.  Because 
the  southbound  critical  movements  would  either  deteriorate  or  would  operate  at  an 
unacceptable  LOS  F,  with  more  than  80  seconds  of  average  delay  under  Existing  plus 
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Project  conditions,  a  significant  impact  (Significant  Impact  TR-P3-2e)  would  occur  at  the 
Masonic  Avenue/Fell  Street  intersection  with  the  implementation  of  Project  3-2  Option  1. 
Table  V.3-10,  p.  V.A.3-373  summarizes  these  results. 

2025  Cumulative  and  2025  Cumulative  plus  Project  Conditions  for  Projects  3-1  and  3-2 
combined 

Please  see  the  discussion  of  combined  project  impacts  under  Project  3-1. 

2025  Cumulative  and  2025  Cumulative  plus  Project  Conditions  for  Project  3-2 

The  Masonic  Avenue/Fell  Street  intersection  would  operate  satisfactorily  at  LOS  C,  with 
27.7  seconds  of  average  delay  under  2025  Cumulative  conditions  in  the  PM  Peak  Hour. 
Under  2025  Cumulative  plus  Project  conditions,  the  Masonic  Avenue/Fell  Street 
intersection  would  operate  unsatisfactorily  at  LOS  F  with  more  than  80  seconds  of  delay. 
The  southbound  lane  configuration  would  be  modified  from  two  through  lanes,  a 
shared  through-right  lane  and  an  exclusive  right  lane  to  a  through  lane  and  an  exclusive 
right-turn  lane  under  2025  Cumulative  plus  Project  conditions.  However,  the  westbound 
lane  configuration  remains  the  same  as  2025  Cumulative  conditions.  Deterioration  of  the 
southbound  critical  movement  at  Masonic  Avenue/Fell  Street  to  LOS  F,  when  comparing 
Existing  plus  Project  to  Existing  Conditions,  is  deemed  a  significant  impact.  As  a 
consequence,  a  corresponding  LOS  deterioration  is  expected  at  this  intersection  for  2025 
Cumulative  plus  Project  when  compared  to  2025  Cumulative  conditions.  Therefore,  a 
significant  impact  (Significant  Impact  TR-P3-2g)  would  occur  at  the  Masonic 
Avenue/Fell  Street  intersection  with  the  implementation  of  Project  3-2  Option  1 . 
Table  V.3-11,  p.  V.A.3-374  summarizes  these  results. 

•    Option  2 

Existing  and  Existing  plus  Project  Conditions  for  Projects  3-1  and  3-2  combined 
Since  Project  3-1  has  only  one  option,  the  Existing  plus  Project  conditions  for  Option  2  of 
Projects  3-1  and  3-2  combined  are  the  same  as  for  the  Existing  plus  Project  conditions  for 
Project  3-2  Option  2.  Please  see  the  discussion  below  for  Project  3-2. 

Existing  and  Existing  plus  Project  Conditions  for  Project  3-2 

Under  Existing  conditions,  this  intersection  operates  at  LOS  C  with  24.6  seconds  of 
delay.  The  Masonic  Avenue/Fell  Street  intersection  would  operate  unsatisfactorily  at 
LOS  E,  with  55.4  seconds  of  average  delay  under  Existing  plus  Project  conditions.  The 
southbound  lane  configuration  is  modified  from  two  through  lanes,  a  shared  through- 
right  lane  and  an  exclusive  right  lane  to  two  through  lanes  and  an  exclusive  right-turn 
lane  under  Existing  plus  Project  conditions.  However,  the  westbound  lane  configuration 
remains  the  same  as  Existing  conditions.  Because  the  southbound  critical  movements 
either  deteriorate  or  will  operate  at  an  unacceptable  LOS  F,  with  more  thati  80  sivonds  of 
average  delay  under  Existing  plus  Project  conditions,  a  significant  impact  (Significant 
Impact  TR-P3-2f)  would  occur  at  the  Masonic  Avenue/Fell  Street  intersection  with  the 
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implementation  of  Project  3-2  Option  2.  Table  V.3-10,  p.  V.A.3-373  summarizes  these 
results. 

2025  Cumulative  and  2025  Cumulative  plus  Project  Conditions  for  Project  3-2  alone 

Under  2025  Cumulative  conditions,  this  intersection  operates  at  LOS  C  with  27.7 
seconds  of  delay.  The  Masonic  Avenue/Fell  Street  intersection  would  operate 
unsatisfactorily  at  LOS  E,  with  64.2  seconds  of  average  delay  under  2025  Cumulative 
plus  Project  conditions.  The  southbound  lane  configuration  is  modified  from  two 
through  lanes,  a  shared  through-right  lane  and  an  exclusive  right  lane  to  two  through 
lanes  and  an  exclusive  right-turn  lane  under  2025  Cumulative  plus  Project  conditions. 
However,  the  westbound  lane  configuration  remains  the  same  as  2025  Cumulative 
conditions.  Deterioration  of  the  southbound  critical  movement  at  Masonic  Avenue/Fell 
Street  for  Existing  plus  Project  to  LOS  F  relative  to  Existing  Conditions,  is  determined  a 
significant  impact.  As  a  consequence,  a  corresponding  LOS  deterioration  is  expected  at 
this  intersection  for  2025  Cumulative  plus  Project  when  compared  to  2025  Cumulative 
conditions.  Therefore,  a  significant  impact  (Significant  Impact  TR-P3-2h)  would  occur  at 
the  Masonic  Avenue/Fell  Street  intersection  with  implementation  of  Project  3-2  Option  2. 

Intersection  44:  Masonic  Avenue/Geary  Boulevard 
•     Option  1 

Existing  and  Existing  plus  Project  Conditions 

Under  Existing  conditions,  this  intersection  operates  at  LOS  D  with  38.2  seconds  of 
delay.  The  Masonic  Avenue/Geary  Boulevard  intersection  would  operate  satisfactorily, 
at  LOS  D,  with  48.4  seconds  of  average  delay  under  Existing  plus  Project  conditions.  The 
southbound  lane  configuration  would  be  modified  from  two  through  lanes  and  one 
shared  through-right  turn  lane  to  two  through  lanes  and  one  exclusive  right-turn  lane. 
Due  to  the  reduction  of  capacity  in  the  southbound  approach,  the  average  intersection 
delay  would  increase  by  10.2  seconds,  compared  to  Existing  conditions.  Project  3-2 
Option  1  would  not  cause  a  significant  impact  to  the  Masonic  Avenue/Geary  Boulevard 
intersection  under  Existing  plus  Project  conditions  for  the  PM  Peak  hour. 

2025  Cumulative  and  2025  Cumulative  plus  Project  Conditions 

The  Masonic  Avenue/Geary  Boulevard  intersection  would  operate  unsatisfactorily  at 
LOS  E,  with  68.7  seconds  of  delay  under  2025  Cumulative  plus  Project  conditions, 
compared  to  LOS  D  and  41.8  seconds  of  delay  for  the  2025  Cumulative  conditions. 
Because  the  southbound  critical  movement  either  deteriorates  or  would  operate  at  an 
unacceptable  LOS  F,  with  more  than  80  seconds  of  average  delay  under  2025 
Cumulative  plus  Project  conditions,  a  significant  impact  (Significant  Impact  TR-P3-2i) 
would  occur  with  the  implementation  of  Project  3-2  Option  1. 
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•  Option  2 

Existing  and  Existing  plus  Project  Conditions 

There  v^'ould  be  no  lane  configuration  adjustments  to  the  Masonic  Avenue/Geary 
Boulevard  intersection  under  Existing  plus  Project  conditions.  The  intersection  would 
continue  to  operate  satisfactorily  at  LOS  D,  with  38.2  seconds  of  average  delay  under 
Existing  plus  Project  conditions.  Hence,  Project  3-2  Option  2  would  not  cause  a 
significant  impact  to  the  Masonic  Avenue/Geary  Boulevard  intersection  under  Existing 
plus  Project  conditions  for  the  PM  Peak  hour.  Table  V.3-7,  p.  V. A. 3-372,  summarizes 
these  results. 

2025  Cumulative  and  2025  Cumulative  plus  Project  Conditions 

The  Masonic  Avenue/Geary  Boulevard  intersection  would  continue  to  operate 
satisfactorily  at  LOS  D,  with  41.8  seconds  of  delay  under  2025  Cumulative  plus  Project 
conditions.  No  lane  configuration  changes  are  proposed  under  2025  Cumulative  plus 
Project  conditions  relative  to  2025  Cumulative  conditions.  Hence,  there  would  be  no 
change  in  LOS  or  delay  for  this  intersection,  compared  to  2025  Cumulative  conditions. 
Therefore,  there  would  not  be  any  significant  impacts  at  the  Masonic  Avenue/Geary 
Boulevard  intersection  with  the  implementation  of  Project  3-2  Option  2  under  2025 
Cumiulative  plus  Project  conditions.  Table  V.3-9,  p.  V.A.3-373,  summarizes  these  results. 

Intersection  59:  Masonic  Avenue/Turk  Street 

•  Option  1 

Existing  and  Existing  plus  Project  Conditions  -  AM  Analysis 

In  the  AM  Peak  hour  under  Existing  conditions,  this  intersection  operates  at  LOS  B  with 
19.8  seconds  of  delay.  The  Masonic  Avenue/Turk  Street  intersection  would  operate 
satisfactorily  at  LOS  C,  with  28.1  seconds  of  average  delay  under  Existing  plus  Project 
conditions.  The  northbound  lane  configuration  would  be  modified  from  two  through 
lanes  and  one  shared  through-right  turn  lane  to  one  through  lane  and  one  shared 
through-right  turn  lane.  The  southbound  lane  configuration  would  be  modified  from 
one  through  lane  and  one  shared  through-right  turn  lane  to  one  shared  through-right 
turn  lane.  Due  to  the  reduction  of  capacity  in  the  northbound  and  southbound 
approaches,  the  average  intersection  delay  would  increase  by  8.3  seconds,  compared  to 
Existing  conditions.  Project  3-2  Option  1  would  not  cause  a  significant  impact  to  the 
Masonic  Avenue/Turk  Street  intersection  for  the  AM  Peak  hour  under  Existing  plus 
Project  conditions. 

Existing  and  Existing  plus  Project  Conditions  -  PM  Analysis 

In  the  PM  Peak  Hour,  under  Existing  conditions,  this  intersection  operates  at  I  OS  H  w  ith 
19.5  seconds  of  delay.  The  Masonic  Avenue/Turk  Street  intersection  would  operate 
satisfactorily  at  LOS  D,  with  47.6  seconds  of  average  delay  under  Existing  plus  Project 
conditions.  The  northbound  lane  configuration  would  be  modified  from  one  through 
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lane  and  one  shared  through-right  turn  lane  to  one  shared  through-right  turn  lane.  The 
southbound  lane  configuration  w^ould  be  modified  from  two  through  lanes  and  one 
shared  through-right  turn  lane  to  one  through  lane  and  one  shared  through-right  turn 
lane.  Due  to  the  reduction  of  capacity  in  the  northbound  and  southbound  approaches, 
the  average  intersection  delay  would  increase  by  28.1  seconds,  compared  to  Existing 
conditions.  Project  3-2  Option  1  would  not  cause  a  significant  impact  to  the  Masonic 
Avenue/Turk  Street  intersection  under  Existing  plus  Project  conditions  for  the  PM  Peak 
hour. 

2025  Cumulative  and  2025  Cumulative  plus  Project  Conditions  -  AM  Analysis 

The  Masonic  Avenue/Turk  Street  intersection  would  operate  unsatisfactorily  at  LOS  F, 
with  more  than  80  seconds  of  average  delay  under  2025  Cumulative  conditions  in  the 
AM  Peak  Hour.  The  Masonic  Avenue/Turk  Street  intersection  would  operate 
unsatisfactorily  at  LOS  F,  with  more  than  80  seconds  of  delay  under  2025  Cumulative 
plus  Project  conditions.  Because  the  northbound  and  southbound  critical  movements 
would  either  deteriorate  or  would  operate  at  an  unacceptable  LOS  F,  with  more  than  80 
seconds  of  average  delay  under  2025  Cumulative  plus  Project  conditions,  a  significant 
impact  (Significant  Impact  TR-P3-2a)  for  the  AM  Peak  hour  would  occur  at  the  Masonic 
Avenue/Turk  Street  intersection  with  the  implementation  of  Project  3-2  Option  1. 

2025  Cumulative  and  2025  Cumulative  plus  Project  Conditions  -  PM  Analysis 

In  the  PM  Peak  Hour,  the  Masonic  Avenue/Turk  Street  intersection  would  operate 
unsatisfactorily  at  LOS  F,  with  more  than  80  seconds  of  delay  under  2025  Cumulative 
plus  Project  conditions,  compared  to  LOS  C  and  26.8  seconds  of  delay  for  the  2025 
Cumulative  conditions.  Because  the  northbound  critical  movements  would  either 
deteriorate  or  would  operate  at  an  unacceptable  LOS  F,  with  more  than  80  seconds  of 
average  delay  under  2025  Cumulative  plus  Project  conditions,  a  significant  impact 
(Significant  Impact  TR-P3-2j)  would  occur  at  the  Masonic  Avenue/Turk  Street 
intersection  for  the  PM  Peak  hour  with  the  implementation  of  Project  3-2  Option  1. 

•     Option  2 

Existing  and  Existing  plus  Project  Conditions  -  AM  Analysis 

In  the  AM  Peak  hour,  under  Existing  conditions,  this  intersection  operates  at  LOS  B  with 
19.8  seconds  of  delay.  The  Masonic  Avenue/Turk  Street  intersection  would  operate 
satisfactorily  at  LOS  C,  with  22.8  seconds  of  average  delay  under  Existing  plus  Project 
conditions.  The  northbound  lane  configuration  would  be  modified  from  two  through 
lanes  and  one  shared  through-right  turn  lane  to  two  through  lanes  and  one  exclusive 
right-turn  lane.  The  southbound  lane  configuration  would  be  modified  from  one 
through  lane  and  one  shared  through-right  turn  lane  to  two  through  lanes  and  one 
exclusive  right-turn  lane.  Due  to  the  lane  configuration  adjustment  in  the  northbound 
and  southbound  approaches,  the  average  intersection  delay  would  increase  by 
3  seconds,  compared  to  Existing  conditions.  Project  3-2  Option  2  would  not  cause  a 
significant  impact  to  the  Masonic  Avenue/Turk  Street  intersection  for  the  AM  Peak  hour 
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under  Existing  plus  Project  conditions.  Table  V.3-6,  p.  V.A.3-371,  summarizes  these 
results. 

Existing  and  Existing  plus  Project  Conditions  -  PM  Analysis 

In  the  PM  Peak  Hour,  under  Existing  conditions,  this  intersection  operates  at  LOS  B  with 
19.5  seconds  of  delay.  The  Masonic  Avenue/Turk  Street  intersection  would  operate 
satisfactorily  at  LOS  C,  with  20.8  seconds  of  average  delay  under  Existing  plus  Project 
conditions.  The  northbound  lane  configuration  would  be  modified  from  one  through 
lane  and  one  shared  through-right  turn  lane  to  two  through  lanes  and  one  exclusive 
right-turn  lane.  The  southbound  lane  configuration  would  be  modified  from  two 
through  lanes  and  one  shared  through-right  turn  lane  to  two  through  lanes  and  one 
exclusive  right-turn  lane.  Due  to  the  lane  configuration  adjustment  in  the  northbound 
and  southbound  approaches,  the  average  intersection  delay  would  increase  by 
1.3  seconds,  compared  to  Existing  conditions.  Project  3-2  Option  2  would  not  cause  a 
significant  impact  to  the  Masonic  Avenue/Turk  Street  intersection  under  Existing  plus 
Project  conditions  for  the  PM  Peak  hour.  Table  V.3-7,  p.  V. A. 3-372,  summarizes  these 
results. 

2025  Cumulative  and  2025  Cumulative  plus  Project  Conditions  -  AM  Analysis 

In  addition.  Masonic  Avenue/Turk  Street  intersection  would  operate  unsatisfactorily  at 
LOS  F,  with  more  than  80  seconds  of  delay  under  2025  Cumulative  plus  Project 
conditions  in  the  AM  Peak  Hour.  Because  the  northbound  and  southbound  critical 
movements  would  either  deteriorate  or  would  operate  at  an  unacceptable  LOS  F,  with 
more  than  80  seconds  of  average  delay  under  2025  Cumulative  plus  Project  conditions,  a 
significant  impact  (Significant  Impact  TR-P3-2b)  for  the  AM  Peak  hour  would  occur  at 
the  Masonic  Avenue/Turk  Street  intersection  with  the  implementation  of  Project  3-2 
Option  2.  Table  V.3-8,  p.  V.A.3-372,  summarizes  these  results. 

2025  Cumulative  and  2025  Cumulative  plus  Project  Conditions  -  PM  Analysis 
In  the  PM  Peak  Hour,  the  Masonic  Avenue/Turk  Street  intersection  would  operate 
satisfactorily  at  LOS  C,  with  31  seconds  of  delay  under  2025  Cumulative  plus  Project 
conditions,  compared  to  LOS  C  and  26.8  seconds  of  delay  for  the  2025  Cumulative 
conditions.  Since  this  intersection  would  continue  to  operate  at  an  acceptable  LOS  lor 
the  2025  Cumulative  plus  Project  conditions,  there  would  be  no  significant  impacts  at 
the  Masonic  Avenue/Turk  Street  intersection  with  the  implementation  o\  Project  3-2 
Option  2.  Table  V.3-9,  p.  V.A.3-373,  summarizes  these  results. 

Intersection  60:  Masonic  Avenue/Fulton  Street 
•    Option  1 

Existing  and  Existing  plus  Project  Conditions  -  AM  Analysis 

In  the  AM  Peak  hour,  under  Existing  conditions,  this  intersection  oper.iU  s  .it  U')S  B  with 
16.1  seconds  of  delay.  The  Masonic  Avenue/Fulton  Street  intersection  vvi>uld  operate 
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satisfactorily  nt  I.OS  C,  with  22  seconds  of  average  delay  under  Existing  plus  Project 
conditions.  The  northbound  lone  configuration  would  be  modified  from  two  through 
lanes  and  one  shared  through-right  turn  lane  to  one  through  lane  and  one  shared 
through-right  turn  lane.  The  southbound  lane  configuration  would  be  modified  from 
one  through  lane  and  one  shared  through-right  turn  lane  to  one  shared  through-right 
turn  lane.  Due  lo  the  reduction  of  capacity  in  the  northbound  and  southbound 
approaches,  Ihi-  average  intersection  delay  would  increase  by  5.9  seconds,  compared  to 
Existing  conditions.  Project  3-2  Option  I  would  not  cause  a  significant  impact  to  the 
Ma.sonic  Avenue/I  ullon  Street  intersection  for  the  AM  Peak  hour  under  Existing  plus 
Project  conditions. 

Existing  and  I'.xisting  plus  Project  Conditions  -  PM  Analysis 

In  the  I'M  Peak  hour,  undi-r  Existing  conditions,  this  intersection  operates  at  EOS  B  with 
15,8  seconds  of  delay.  The  Masonic  Avenue/Eulton  Street  intersection  would  operate 
satisfactorily  .il  EOS  with  28  seconds  of  average  delay  under  Existing  plus  Project 
conditions.  The  northbound  lane  configuration  would  be  modified  from  one  through 
lane  and  one  shared  ihrough-right  turn  lane  to  one  shared  through-right  turn  lane.  The 
soulhbounti  lane  configuration  would  be  modified  from  two  through  lanes  and  one 
shared  Ihrough-righl  turn  lane  to  one  through  lane  and  one  shared  through-right  turn 
lane.  Due  to  the  reduction  of  capacity  in  the  northbound  and  southbound  approaches, 
llu'  iivcr.ige  intersection  delay  would  increase  by  9.3  seconds,  compared  to  Existing 
conditions.  Project  3-2  Option  I  would  not  cause  a  significant  impact  to  the  Masonic 
Avenu('/I'idl(»n  Street  intersection  under  Existing  plus  Project  3-2  Option  I  conditions  for 
llu-  PM  i'e.ik  hour. 

2025  Cumulative  and  2025  Cumulative  plus  Project  Conditions  -  AM  Analysis 
The  Masonic  A venue/l  ulton  Street  intersection  would  operate  unsatisfactorily  at  LOS  F 
in  the  AM  Pe.ik  1  lour,  with  more  than  80  seconds  of  delay  under  2025  Cumulative  plus 
Project  conditions,  compared  to  LOS  C  for  2025  Cumulative  conditions.  Because  the 
northbound  and  .southbound  critical  movements  would  either  deteriorate  or  would 
operate  at  an  unacceptable  LOS  !•,  with  more  than  80  seconds  of  average  delay  under 
2025  Cumulative  plus  Project  conditions,  a  significant  impact  (Significant  Impact 
TK-P3-2c)  would  occur  in  the  AM  peak  hour  at  the  Masonic  Avenue/Fulton  Street 
intersec  tion  willi  the  implementation  of  Project  3-2  Option  I. 

2025  Cumulative  and  2025  C  umulative  plus  Project  Conditions  -  PM  Analysis 
In  the  PM  Peak  Hour,  the  Masonic  Avenue/Lulton  Street  intersection  would  operate 
satisfactorily  at  LC^S  I^,  with  47  seconds  of  delay  under  2025  Cumulative  plus  Project 
conditions,  compared  to  LOS  C  and  23.1  seconds  of  delay  for  the  2025  Cumulative 
conditions.  Since  the  intersection  would  continue  to  operate  at  an  acceptable  level  of 
service,  a  signifirant  impact  would  not  occur  at  Ihc  Ma.sonic  Avenue/Fulton  Street 
intersection  with  the  implementation  ol  Project  3-2  Option  I  under  2025  Cumulative 
plus  Projec  t  conditions. 
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•     Option  2 

Existing  and  Existing  plus  Project  Conditions  -  AM  Analysis 

In  the  AM  Peak  hour,  under  Existing  conditions,  this  intersection  operates  at  LOS  B  with 
16.1  seconds  of  delay.  The  Masonic  Avenue/Fulton  Street  intersection  would  operate 
satisfactorily  at  LOS  B,  with  18.6  seconds  of  average  delay  under  Existing  plus  Project 
conditions.  The  northbound  lane  configuration  would  be  modified  from  two  through 
lanes  and  one  shared  through-right  turn  lane  to  two  through  lanes  and  one  exclusive 
right-turn  lane.  The  southbound  lane  configuration  would  be  modified  from  one 
through  lane  and  one  shared  through-right  turn  lane  to  two  through  lanes  and  one 
exclusive  right-turn  lane.  Due  to  the  lane  configuration  adjustment  in  the  northbound 
and  southbound  approaches,  the  average  intersection  delay  would  increase  by  2.5 
seconds,  compared  to  Existing  conditions.  Project  3-2  Option  2  would  not  cause  a 
significant  impact  to  the  Masonic  Avenue/Fulton  Street  intersection  for  the  AM  Peak 
hour  under  Existing  plus  Project  3-2  Option  2  conditions.  Table  V.3-6,  p.  V. A. 3-371, 
summarizes  these  results. 

Existing  and  Existing  plus  Project  Conditions  -  PM  Analysis 

In  the  PM  Peak  Hour,  the  Masonic  Avenue/Fulton  Street  intersection  would  operate 
satisfactorily  at  LOS  B,  with  18.6  seconds  of  average  delay  under  Existing  plus  Project 
conditions.  The  northbound  lane  configuration  would  be  modified  from  one  through 
lane  and  one  shared  through-right  turn  lane  to  two  through  lanes  and  one  exclusive 
right-turn  lane.  The  southbound  lane  configuration  would  be  modified  from  two 
through  lanes  and  one  shared  through-right  turn  lane  to  two  through  lanes  and  one 
exclusive  right-turn  lane.  Due  to  the  lane  configuration  adjustment  in  the  northbound 
and  southbound  approaches,  the  average  intersection  delay  would  decrease  by  0.1 
seconds,  compared  to  Existing  conditions.  Hence,  Project  3-2  Option  2  would  not  cause  a 
significant  impact  at  the  Masonic  Avenue/Fulton  Street  intersection  under  Existing  plus 
Project  3-2  Option  2  conditions  for  the  PM  Peak  hour.  Table  V.3-7,  p.  V.A.3-372, 
summarizes  these  results. 

2025  Cumulative  and  2025  Cumulative  plus  Project  Conditions  -  AM  Analysis 

The  Masonic  Avenue/Fulton  Street  intersection  would  operate  unsatislactoril)  at  LC")S  I- 
in  the  AM  Peak  Hour,  with  more  than  80  seconds  of  delay  under  2025  Cumulative  plus 
Project  conditions,  compared  to  LOS  C  for  the  2025  Cumulative  conditions.  Because  the 
northbound  critical  movements  would  either  deteriorate  or  would  oper.ile  af  an 
unacceptable  LOS  F,  with  more  than  80  seconds  of  average  dola\'  under  2025 
Cumulative  plus  Project  conditions,  a  significant  impact  (Significant  Impact  rK-P3-2d) 
would  occur  with  the  implementation  ol  Project  3-2  Option  2.  Fable  V.3-8,  p.  V.A.3-372, 
summarizes  these  results. 

2025  Cumulative  and  2025  Cumulative  plus  Project  Conditions  -  PM  Analysis 

In  the  PM  Peak  Hour,  the  Masonic  Avenue/l  ultoii  Streel  intersection  would  opiMale 

satisfactorily  at  LOS  C,  with  26.6  seconds  of  delay  under  2025  Cumulative  plus  Project 
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conditions,  compared  to  LOS  C  and  23.1  seconds  of  delay  for  the  2025  Cumulative 
conditions.  Therefore,  a  significant  impact  would  not  occur  at  the  Masonic 
Avenue/Fulton  Street  intersection  with  the  implementation  of  Project  3-2  Option  2  under 
2025  Cumulative  plus  Project  conditions.  Table  V.3-9,  p.  V.A.3-373,  summarizes  these 
results. 

Significant  Impact  TR-P3-2a: 

The  intersection  of  Masonic  Avenue/Turk  Street  would  operate  at  LOS  F  under  2025 
Cumulative  plus  Project  conditions  for  Project  3-2  Option  1  for  the  AM  peak  hour. 

Significant  Impact  TR-P3-2b: 

The  intersection  of  Masonic  Avenue/Turk  Street  would  operate  at  LOS  F  under  2025 
Cumulative  plus  Project  conditions  for  Project  3-2  Option  2  for  the  AM  peak  hour. 

Significant  Impact  TR-P3-2c: 

The  intersection  of  Masonic  Avenue/Fulton  Street  would  operate  at  LOS  F  under  2025 
Cumulative  plus  Project  conditions  for  Project  3-2  Option  1  for  the  AM  peak  hour. 

Significant  Impact  TR-P3-2d: 

The  intersection  of  Masonic  Avenue/Fulton  Street  would  operate  at  LOS  F  in  the  AM  peak  hour 
under  2025  Cumulative  plus  Project  conditions  for  Project  3-2  Option  2. 

Significant  Impact  TR-P3-2e: 

The  intersection  of  Masonic  Avenue/Fell  Street  would  operate  at  LOS  E  under  Existing  plus 
Project  conditions  for  Project  3-2  Option  1. 

Significant  Impact  TR-P3-2f: 

The  intersection  of  Masonic  Avenue/Fell  Street  would  operate  at  LOS  E  under  Existing  plus 
Project  conditions  for  Project  3-2  Option  2. 

Significant  Impact  TR-P3-2g: 

The  intersection  of  Masonic  Avenue/Fell  Street  would  operate  at  LOS  E  under  2025  Cumulative 
plus  Project  conditions  for  Project  3-2  Option  1. 
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Significant  Impact  TR-P3-2h: 

The  intersection  of  Masonic  Avenue/Fell  Street  would  operate  at  LOS  E  under  2025  Cumulative 
plus  Project  conditions  for  Project  3-2  Option  2. 

Significant  Impact  TR-P3-2i: 

The  intersection  of  Masonic  Avenue/Geary  Boulevard  would  operate  at  LOS  E  under  2025 
Cumulative  plus  Project  conditions  for  Project  3-2  Option  1. 

Significant  Impact  TR-PS-lj: 

The  intersection  of  Masonic  Avenue/Turk  Street  would  operate  at  LOS  F  under  2025 
Cumulative  plus  Project  conditions  for  Project  3-2  Option  1. 

TRANSIT 

Muni  bus  line  43  runs  in  both  directions  on  this  segment  of  Masonic  Avenue  along  the  entire 
length  of  Project  3-2  with  approximately  six  buses  per  hour  each  way  during  the  AM  and  PM 
peak  periods.  Muni  bus  line  31BX  runs  northbound  between  Turk  Street  and  Geary  Boulevard 
during  the  AM  peak  period  with  approximately  six  buses  per  hour  and  southbound  during  the 
PM  peak  period  with  approximately  six  buses  per  hour. 

There  are  two  near  side  bus  stops  and  three  far  side  bus  stops  in  this  corridor  for  both  the 
northbound  and  southbound  directions.  Due  to  the  narrow  curb  lane  (nine  feet  six  inches), 
buses  typically  encroach  upon  the  curb  travel  lane  when  loading  passengers  regardless  of  bus 
stop  locations.  Bus  volumes  along  Masonic  Avenue  are  generally  low  to  moderate  (six  buses  per 
hour  each  way  south  of  Turk  Street  and  12  buses  per  hour  each  way  between  Turk  Street  and 
Geary  Boulevard).  Bicycle  volumes  are  generally  low;  consequently  there  is  liltlo  interaction 
between  buses  and  bicyclists  at  bus  stops. 

Project  3-2  shares  a  common  intersection  (Intersection  43:  Masonic  Avenue/Fell  Street)  w  ith 
Project  3-1:  Fell  Street  and  Masonic  Avenue  Intersection  Improvements.  Tlie  transit  delay 
analysis  below  (Projects  3-1  and  3-2  Combined)  reflects  the  combined  impact  of  Projects  3-1  and 
3-2  modifications  to  the  Masonic  Avenue/Fell  Street  intersection  on  transit  delay.  Iho  impacts 
resulting  from  the  implementation  of  individual  Project  3-2  without  Project  3-1  modifications  to 
the  Masonic  Avenue/Fell  Street  intersection  follow. 
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•     Option  1 

Existing  and  Existing  plus  Project  Conditions  for  Projects  3-1  and  3-2  combined 

Option  1  would  result  in  a  reduction  of  one  travel  lane  in  both  directions  on  this 
segment  of  Masonic  Avenue.  This  change  would  add  approximately  375  seconds  (6.3 
minutes)  of  delay  for  Muni  bus  line  43  for  northbound  buses  and  reduce  delay  by 
approximately  51  seconds  southbound  in  the  PM  peak  hour  under  the  Existing  plus 
Project  condition.  For  Muni  bus  line  31BX,  delay  would  be  reduced  by  approximately 
132  seconds  (2.2  minutes)  southbound.  The  headways  for  Muni  bus  lines  43  and  31BX 
are  10  minutes.  For  Muni  bus  line  43,  the  total  added  delay  of  approximately  324 
seconds  (5.4  minutes)  has  been  assumed  to  be  6  minutes  and,  therefore,  would  be 
greater  than  the  transit  delay  threshold  of  six  minutes.  For  Muni  bus  line  31BX,  the  total 
delay  would  be  reduced  by  approximately  132  seconds  (2.2  minutes).  Therefore,  a 
significant  transit  impact  would  occur  for  Muni  bus  line  43  with  the  implementation  of 
combined  Projects  3-1  and  3-2  Option  1  under  Existing  plus  Project  conditions  for  the 
PM  peak  hour. 

Existing  and  Existing  plus  Project  Conditions  for  Project  3-2 

Option  1  would  result  in  a  reduction  of  one  travel  lane  in  both  directions  on  this 
segment  of  Masonic  Avenue.  This  change  would  add  approximately  383  seconds  (6.4 
minutes)  of  delay  for  Muni  bus  line  43  for  northbound  buses  and  approximately  27 
seconds  of  delay  southbound  in  the  PM  peak  hour  under  the  Existing  plus  Project 
condition.  For  Muni  bus  line  31BX,  delay  would  be  reduced  by  approximately  132 
seconds  (2.2  minutes)  southbound.  The  headways  for  Muni  bus  lines  43  and  31BX  are  10 
minutes.  For  Muni  bus  line  43,  the  total  added  delay  of  approximately  410  seconds  (6.8 
minutes)  would  be  greater  than  the  transit  delay  threshold  of  six  minutes.  For  Muni  bus 
line  31BX,  the  total  delay  would  be  reduced  by  approximately  132  seconds  (2.2  minutes). 
Therefore,  a  significant  transit  impact  (Significant  Impact  TR-P3-2m)  would  occur  for 
Muni  bus  line  43  with  the  implementation  of  individual  Project  3-2  under  Existing  plus 
Project  conditions  for  Option  1  for  the  PM  peak  hour. 

2025  Cumulative  and  2025  Cumulative  plus  Project  Conditions  for  Projects  3-1  and  3-2 
combined 

Option  1  would  result  in  a  reduction  of  one  travel  lane  in  both  directions  on  this 
segment  of  Masonic  Avenue.  Under  2025  Cumulative  plus  Project  conditions  for  Muni 
bus  line  43,  this  change  in  the  PM  peak  hour  would  add  approximately  554  seconds  (9.2 
minutes)  of  delay  for  northbound  buses  and  approximately  152  seconds  (2.5  minutes)  of 
delay  for  southbound  buses.  For  Muni  bus  line  31 BX,  approximately  17  seconds  of  delay 
would  be  added  southbound.  For  Muni  bus  line  43,  the  total  added  delay  of 
approximately  706  seconds  (11.8  minutes)  would  be  greater  than  the  transit  delay 
threshold  of  six  minutes.  For  Muni  bus  line  31BX,  the  total  added  delay  of 
approximately  17  seconds  would  be  less  than  the  transit  delay  threshold  of  six  minutes. 
Therefore,  a  significant  transit  impact  (Significant  Impact  TR-P3-21)  would  occur  for 
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Muni  bus  line  43  with  the  implementation  of  Projects  3-1  and  3-2  Option  1  combined 
under  2025  Cumulative  plus  Project  conditions  for  the  PM  peak  hour. 

2025  Cumulative  and  2025  Cumulative  plus  Project  Conditions  for  Project  3-2  alone 

Option  1  would  result  in  a  reduction  of  one  travel  lane  in  both  directions  on  this 
segment  of  Masonic  Avenue.  Under  2025  Cumulative  plus  Project  conditions  for  Muni 
bus  line  43,  this  change  in  the  PM  peak  hour  would  add  approximately  561  seconds  (9.4 
minutes)  of  delay  for  northbound  buses  and  approximately  243  seconds  (4.1  minutes)  of 
delay  for  southbound  buses.  For  Muni  bus  line  31BX,  approximately  17  seconds  of  delay 
would  be  added  southbound.  For  Muni  bus  line  43,  the  total  added  delay  of 
approximately  804  seconds  (13.4  minutes)  would  be  greater  than  the  transit  delay 
threshold  of  six  minutes.  For  Muni  bus  line  31BX,  the  total  added  delay  of 
approximately  17  seconds  would  be  less  than  the  transit  delay  threshold  of  six  minutes. 
Therefore,  a  significant  transit  impact  (Significant  Impact  TR-P3-2k)  would  occur  for 
Muni  bus  line  43  with  the  implementation  of  individual  Project  3-2  under  2025 
Cumulative  plus  Project  conditions  for  Option  1  for  the  PM  peak  hour. 

•    Option  2 

Existing  and  Existing  plus  Project  Conditions  for  Projects  3-1  and  3-2  combined 

Project  3-1  does  not  have  an  Option  2.  Therefore,  please  refer  to  the  discussion  for 
Project  3-2  Option  2. 

Existing  and  Existing  plus  Project  Conditions  for  Project  3-2 

For  Existing  plus  Project  conditions.  Project  3-2  Option  2  would  not  cause  delay  to  Muni 
bus  operations  along  this  corridor  as  buses  would  be  provided  with  an  exclusive  bus 
lane  for  their  use.  While  the  proposed  bus  lane  would  be  shared  with  bicyclists,  it  is 
expected  that  conflicts  related  to  bicycle/bus  interactions  would  not  be  significant 
because  of  the  low  volumes  of  both  bicycle  and  bus  traffic  along  this  corridor.  Therefore, 
there  would  be  no  significant  transit  impacts  with  the  implementation  of  individual 
Project  3-2  Option  2  under  Existing  plus  Project  conditions. 

2025  Cumulative  and  2025  Cumulative  plus  Project  Conditions  for  Project  3-2 

For  2025  Cumulative  plus  Project  conditions.  Project  3-2  Option  2  would  not  cause  delay 
to  Muni  bus  operations  along  this  corridor  as  buses  would  be  provided  with  .in 
exclusive  bus  lane  for  their  use.  While  the  proposed  bus  lane  would  be  shared  w  ith 
bicyclists,  it  is  expected  that  conflicts  related  to  bicycle/bus  interactions  would  not  be 
significant  because  of  the  low  volumes  of  both  bicycle  and  bus  traffic  along  this  corridor. 
Therefore,  there  would  be  no  significant  transit  impacts  with  the  implenuMitation  ol 
individual  Project  3-2  Option  2  under  2025  Cumulative  plus  Project  conditions. 

Significant  Impact  TR-P3-2k  (Projects  3-1  and  3-2  comh'mcii): 

Under  Existing  plus  Project  conditions.  Option  I  ol  conibim^i  Projects  3-1  ami  .V2  coinbiiu\l 
would  result  in  a  significant  impact  to  transit  for  Muni  bus  line  43  in  the  PM  peak  hour. 
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Significant  Impact  TR-P3-21  (Projects  3-1  and  3-2  combined): 

Under  2025  Cumulative  plus  Project  conditions.  Option  1  of  the  combined  Projects  3-1  and  3-2 
would  result  in  a  significant  impact  to  transit  for  Muni  bus  line  43  in  the  PM  peak  hour. 

Significant  Impact  TR-P3-2m: 

Under  Existing  plus  Project  conditions,  individual  Project  3-2  Option  1  would  result  in  a 
significant  impact  to  transit  for  Muni  bus  line  43  in  the  PM  peak  hour. 

Significant  Impact  TR-P3-2n: 

Under  2025  Cumulative  plus  Project  conditions,  individual  Project  3-2  Option  1  would  result  in 
a  significant  impact  to  transit  for  Muni  bus  line  43  in  the  PM  peak  hour. 

PARKING 

There  are  a  total  of  approximately  150  existing  on-street  parking  spaces  on  both  sides  of 
Masonic  Avenue  between  Geary  Boulevard  and  Fell  Street. 

•  Option  1 

Option  1  would  permanently  remove  approximately  13  on-street  parking  spaces;  11 
spaces  on  the  east  side  of  Masonic  Avenue  between  Geary  Boulevard  and  O'Farrell 
Street  and  two  spaces  on  the  east  side  of  Masonic  Avenue  between  Fell  and  Hayes 
Streets. 

Existing  on-street  parking  occupancy  along  Masonic  Avenue  varies,  ranging  from  50  to 
80  percent.  Parking  occupancy  is  higher  in  the  mid-section  near  the  University  of  San 
Francisco  (USF)  and  lower  in  the  northern  and  southern  sections.  Thus,  the  total  number 
of  vacant  spaces  also  varies,  depending  on  the  block.  The  permanent  removal  of  13  on- 
street  parking  spaces  under  Option  1  would  increase  overall  parking  occupancy  but 
demand  would  be  accommodated  with  the  area's  existing  parking  supply  in  the  vicinity. 
Therefore,  there  would  not  be  a  significant  parking  impact  with  implementation  of 
Project  3-2  Option  1. 

•  Option  2 

Option  2  would  permanently  remove  approximately  27  on-street  parking  spaces,  21 
spaces  on  both  sides  of  Masonic  Avenue  between  Geary  Boulevard  and  O'Farrell  Street 
and  six  spaces  along  the  portion  from  mid-block  to  Fell  Street  between  Hayes  and  Fell 
Streets.  This  option  would  also  remove  a  total  of  approximately  115  parking  spaces  on 
both  sides  of  Masonic  Avenue  between  Anza/O'Farrell  Street  and  Hayes  Street  during 
weekdays  from  7:00  a.m.  to  6:00  p.m. 
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The  removal  of  142  on-street  parking  spaces  during  weekday  midday  under  Option  2 
would  force  approximately  70  to  90  vehicles  to  find  parking  during  this  time  along  those 
streets  perpendicular  to  Masonic  Avenue.  Currently,  parking  occupancy  on  some  side 
streets  is  high,  especially  along  Anza,  Turk,  Golden  Gate,  and  Fulton  Streets,  west  of 
Masonic  Avenue.  A  considerable  number  of  USF  students  also  use  these  streets  for 
parking  during  weekday  midday.  Option  2  would  further  increase  parking  occupancy 
in  the  area  and  make  parking  more  difficult  to  find.  This  could  potentially  affect 
occupancy  on  side  streets  several  blocks  further  away  from  Masonic  Avenue. 

San  Francisco  does  not  consider  parking  supply  as  part  of  the  permanent  physical 
environment.  Parking  conditions  are  not  static,  as  parking  supply  and  demand  varies 
from  day  to  day,  from  day  to  night,  from  month  to  month,  etc.  Hence,  the  availability  of 
parking  spaces  (or  lack  thereof)  is  not  a  permanent  physical  condition,  but  changes  over 
time  as  people  change  their  modes  and  patterns  of  travel. 

In  San  Francisco,  parking  deficits  are  considered  to  be  social  effects,  rather  than  impacts 
on  the  physical  environment  as  defined  by  CEQA.  Under  CEQA,  a  project's  social  effects 
need  not  be  treated  as  significant  impacts  on  the  environment.  Environmental 
documents  should,  however,  address  the  secondary  physical  impacts  that  could  be 
triggered  by  a  social  impact.  (CEQA  Guidelines  Section  15131(a).)  The  social 
inconvenience  of  parking  deficits,  such  as  having  to  hunt  for  scarce  parking  spaces,  is 
not  an  environmental  impact,  but  there  may  be  secondary  physical  environmental 
impacts,  such  as  increased  traffic  congestion  at  intersections,  air  quality  impacts,  safety 
impacts,  or  noise  impacts  caused  by  congestion.  In  the  experience  of  San  Francisco 
transportation  planners,  however,  the  absence  of  a  ready  supply  of  parking  spaces, 
combined  with  available  alternatives  to  auto  travel  (e.g.,  transit  service,  taxis,  bicycles  or 
travel  by  foot)  and  a  relatively  dense  pattern  of  urban  development,  induces  many 
drivers  to  seek  and  find  alternative  parking  facilities,  shift  to  other  modes  ot  travel,  or 
change  their  overall  travel  habits.  Any  such  resulting  shifts  to  transit  service  in 
particular,  would  be  in  keeping  with  the  City's  "Transit  First"  policy.  The  City's  Transit 
First  Policy,  established  in  the  City's  Charter  Section  16.102  provides  that  "parking 
policies  for  areas  well  served  by  public  transit  shall  be  designed  to  encourage  travel  by 
public  transportation  and  alternative  transportation." 

The  transportation  analysis  accounts  for  potential  secondary  effects,  such  as  cars  circling 
and  looking  for  a  parking  space  in  areas  of  limited  parking  supply,  by  assuming  that  all 
drivers  would  attempt  to  find  parking  at  or  near  the  project  site  and  then  seek  parking 
farther  away  if  convenient  parking  is  unavailable.  Moreover,  the  secondary  effects  of 
drivers  searching  for  parking  is  typically  offset  by  a  reduction  in  vehicle  trips  due  to 
others  who  are  aware  of  constrained  parking  conditions  in  a  given  area.  Hence,  any 
secondary  environmental  impacts  which  may  result  from  a  shortfall  in  p.irkinv;  in  Ihe 
vicinity  of  the  proposed  project  would  be  minor.  There  would  be  a  substantial  loss  of 
parking  with  Project  3-2  Option  2.  However,  there  would  be  no  significant  parking 
impacts  with  implementation  of  Project  3-2  Option  2. 
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PEDESTRIAN 

•  Option  1 

Option  1  would  not  result  in  any  changes  to  the  pedestrian  environment.  Therefore 
there  would  be  no  significant  pedestrian  impacts  with  Project  3-2  Option  1. 

•  Option  2 

Option  2  would  not  include  any  changes  to  sidewalks  and  crosswalks  although  with  the 
removal  of  on-street  parking  there  could  be  a  perceived  change  in  pedestrian  safety  with 
the  loss  of  the  parking  lane  buffer  between  moving  traffic  and  the  sidewalk.  This  change 
is  not  considered  significant  because  pedestrians  usually  do  not  walk  immediately 
adjacent  to  the  curb  due  to  the  presence  of  traffic  signs  and  light  posts.  However, 
students  from  the  San  Francisco  Day  School  tend  to  congregate  along  Masonic  Avenue 
near  Golden  Gate  Avenue  after  school  hours.  No  curb  parking  is  currently  allowed  on 
Masonic  Avenue  during  the  AM  (northbound)  and  PM  (southbound)  peak  commute 
periods;  in  addition,  the  bicycle  lane  would  also  function  as  a  buffer  between  the  curb 
and  vehicular  traffic.  The  changes  proposed  by  Option  2  would  not  be  greatly  different 
from  what  occurs  currently  during  those  times.  Therefore,  there  would  be  no  significant 
pedestrian  impacts  as  a  result  of  Project  3-2  Option  2. 

BICYCLE 

Bicycle  volumes  along  Masonic  Avenue  are  generally  low. 

•  Option  1 

Under  Option  1,  the  installation  of  bicycle  lanes  would  provide  bicyclists  with  a 
designated  right-of-way  for  travel  during  the  weekday  from  7:00  a.m.  and  6:00  p.m. 
Therefore,  Project  3-2  Option  1  would  not  result  in  a  significant  impact  to  bicyclists,  but 
could  have  the  beneficial  effect  of  improving  roadway  conditions  and  safety  for 
bicyclists. 

•  Option  2 

Under  Option  2  the  installation  of  bicycle  lanes  would  also  provide  bicyclists  with  a 
designated  right-of-way  for  travel  on  the  shared  bus  and  bicycle  lane  on  weekdays 
between  7:00  a.m.  and  6:00  p.m.  The  chances  of  bus  and  bicyclist  conflicts  in  this  lane 
would  be  relatively  low  because  of  the  differing  travel  speeds.  In  those  instances  buses 
or  bicyclists  would  use  the  adjacent  travel  lane  to  pass.  Therefore,  Project  3-2  Option  2 
would  not  result  in  a  significant  impact  to  bicyclists  but  could  have  the  beneficial  effect 
of  improving  roadway  conditions  and  safety  for  bicyclists. 

LOADING 

This  segment  of  Masonic  Avenue  has  mostly  residential  buildings.  There  are  several 
institutional  uses  and  two  large  retail  stores  on  the  ground  floor  directly  fronting  Masonic 
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Avenue.  No  double-parked  trucks  were  observed  on  this  segment  of  Masonic  Avenue.  Loading 
activities  for  the  institutional  uses  generally  occur  on  the  side  streets  or  wdthin  off-street  parking 
lots.  There  is  one  on-street  yellow^  commercial  freight  loading  space  serving  the  retail  spaces  on 
the  near  side  of  Hayes  Avenue. 

•  Option  1 

Option  1  would  create  no  change  to  the  existing  operation  of  the  yellow  commercial 
freight  loading  space.  Therefore,  there  would  not  be  a  significant  loading  impact 
resulting  from  Project  3-2  Option  1. 

•  Option  2 

With  Option  2  the  on-street  loading  activities  would  be  impacted  because  no  on-street 
parking  would  be  allowed  on  the  east  side  of  Masonic  Avenue  between  7:00  a.m.  and 
6:00  p.m.  With  the  loss  of  on-street  parking,  delivery  vehicles  most  likely  would  park  in 
the  northbound  right  turn  lane  along  Masonic  Avenue  or  in  the  Muni  bus  stop  on  Hayes 
Street  to  make  deliveries  to  the  retail  store  on  the  comer.  Since  delivery  trucks  can 
legally  park  in  the  right  turn  lane  during  non-peak  traffic  hours  and  the  loading  demand 
to  this  retail  store  is  relatively  small.  Option  2  would  not  cause  significant  loading 
impact. 

PROJECT  3-3:  MCALLISTER  STREET  BICYCLE  LANE,  MARKET  STREET  TO  MASONIC 


Project  3-3  would  add  westbound  sharrows  between  Market  and  Franklin  Streets  and  between 
Fillmore  Street  and  Masonic  Avenue.  A  five-foot  wide  westbound  Class  II  bicycle  lane  would  be 
added  between  Franklin  and  Fillmore  Streets  by  narrowing  the  travel  lanes  from  approximately 
14  feet  and  4.5  inches  to  12  feet  wide.  Project  3-3  would  also  add  sharrows  in  both  directions  on 
Charles  J.  Brenham  Place  between  Market  and  McAllister  Streets. 

TRAFFIC:  INTERSECTION  LEVEL  OF  SERVICE  (LOS) 

Please  see  discussion  under  Setting:  Study  Intersection,  on  p.  V.A.3-3  ot  this  FIR. 
TRANSIT 

Muni  bus  line  5  runs  along  the  full  length  of  Project  3-3,  with  the  exception  ol  the  one  bUxk  easl 
of  Masonic  Avenue  where  Muni  bus  line  5  is  located  on  Central  Avenue  and  Fulton  Street  to  the 
west.  The  line  operates  in  both  directions,  except  for  the  westbound  two  block  segment  betwtvn 
Market  and  Hyde  Streets.  In  addition,  eight  Golden  Gate  Transit  (GGT)  bus  lines  (10,  54,  70/80. 
72,  73,  76  and  93)  run  westbound  along  McAllister  Street  between  Market  and  Webster  Streets 
(GGT  bus  line  10)  or  between  Market  Street  and  Van  Ness  Avenue  (remaining  GGT  bus  lines). 
SamTrans  bus  line  MX  operates  westbound  for  two  blocks  behveen  1  \\\\c  .iml  Polk  Streets.  Etist 
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of  Webster  Street,  there  are  approximately  15  westbound  buses  and  10  eastbound  buses  per 
hour  during  the  AM  peak  period  and  approximately  27  v^estbound  buses  and  12  eastbound 
buses  during  the  PM  peak  period.  West  of  Webster  Street,  Muni  bus  line  5  operates  on 
McAllister  Street  with  approximately  10  buses  per  hour  in  each  direction. 

Transit  service  between  Market  and  Webster  Streets  includes  all  Muni  and  GGT  bus  lines 
discussed  above;  volumes  are  moderate  to  high,  especially  during  the  PM  peak  period.  Bus 
stops  along  this  segment  of  McAllister  Street  are  placed  close  to  each  other,  located  at  almost 
every  block.  Because  most  of  the  bus  stops  are  located  on  the  far  side,  and  the  curb  lane  is 
between  16  to  18  feet  wide,  buses  typically  do  not  encroach  upon  the  adjacent  travel  lane.  The 
only  exception  is  the  eastbound  near-side  bus  stop  in  front  of  City  Hall  at  Polk  Street.  Buses  at 
this  stop  often  stop  further  away  from  the  curb  in  order  to  more  quickly  reenter  traffic.  There 
are  approximately  15  westbound  buses  and  10  eastbound  buses  per  hour  during  the  AM  peak 
period  and  approximately  27  westbound  buses  and  12  eastbound  buses  per  hour  during  the  PM 
peak  period.  Bicycle  volumes  along  this  segment  are  low  to  moderate,  thus,  there  is  very  little 
interaction  between  bicyclists  and  buses.  The  striping  of  sharrows  would  not  cause  any  delays 
to  Muni  or  GGT  bus  operations  while  moving  or  at  bus  stops. 

West  of  Webster  Street,  transit  volumes  are  substantially  lower.  Muni  bus  line  5  operates  with 
approximately  10  buses  per  hour  in  each  direction.  Bicycle  volumes  in  this  segment  are  also 
very  low.  About  half  of  the  14  bus  stops  in  this  segment  are  located  on  the  far  side  of  the 
intersection  and  the  other  half  are  either  near  side  of  mid-block  stops.  There  is  very  little 
interaction  between  buses  and  bicyclists  because  both  bus  and  bicycle  volumes  are  low.  The 
proposed  westbound  sharrows  between  Fillmore  Street  and  Masonic  Avenue  would  not 
substantially  change  the  current  interactions  between  buses  and  bicyclists,  or  materially  delay 
transit  operation  in  terms  of  additional  delays.  The  proposed  westbound  Class  II  bicycle  lane, 
between  Franklin  and  Fillmore  Streets,  would  be  striped  between  eight-foot  wide  parking  and  a 
12-foot  wide  travel  lane,  which  is  a  standard  design.  This  design  would  accommodate  both 
buses  and  bicyclists  without  conflict  or  impact  on  transit  operation.  Project  3-3  would  not  affect 
transit  capacity,  transit  operation,  or  travel  time.  Therefore,  there  would  be  no  significant  transit 
impacts  with  implementation  of  Project  3-3. 

PARKING 

There  would  be  no  changes  in  parking  layout  or  number  of  parking  spaces.  Therefore,  there 
would  be  no  parking  impacts  as  a  result  of  Project  3-3. 
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PEDESTRIAN 


Pedestrian  volumes  are  generally  low,  except  along  the  segment  between  Market  Street  and 
Van  Ness  Avenue.  There  would  be  no  changes  in  sidewalk  width  or  crosswalk  layout,  and  the 
interactions  between  pedestrians  and  bicyclists  would  not  change  as  a  result  of  Project  3-3. 
Therefore,  there  would  be  no  pedestrian  impacts  with  implementation  of  Project  3-3. 

BICYCLE 

Bicyclists  would  benefit  from  the  installation  of  bicycle  lanes  with  the  designation  of  a  clear 
right-of-way  for  their  use.  In  addition,  the  installation  of  sharrows  would  increase  the  motor 
vehicle  drivers'  awareness  that  bicyclists  may  be  on  the  road  as  well  as  identify  for  bicyclists  the 
pathway  outside  the  'door  zone'.^  Hence,  Project  3-3  would  not  have  a  significant  impact  on 
cyclists  but  could  have  the  beneficial  effect  of  improving  roadway  conditions  and  safety  for 
bicyclists. 

LOADING 

This  area  has  mostly  residential  uses  with  occasional  commercial  development.  There  were  no 
double-parked  vehicles  or  significant  loading  needs  observed'*  in  the  field.  There  would  be  no 
changes  in  on-street  and  off-street  layout  of  loading  spaces.  Therefore,  there  would  be  no 
loading  impacts  with  implementation  of  Project  3-3. 

PROJECT  3-4:  POLK  STREET  BICYCLE  LANE,  MARKET  STREET  TO  MCALLISTER 
STREET 


There  are  two  options  for  this  segment  of  Polk  Street.  There  is  an  existing  southbound  Class  II 
bicycle  lane  within  this  segment. 

•    Options  1  and  2 

Both  Options  1  and  2  would  add  a  northbound  Class  II  bicycle  lane  between  Grove  and 
McAllister  Streets  and  a  seven-foot  and  nine-inch  wide  contra-flow  bicycle  lane  between 
Hayes  and  Grove  Streets  separated  by  a  four-foot  wide  median.  Both  options  would 
remove  on-street  parking  on  the  east  side  of  Polk  Street  between  Market  jnJ  Cirovo 
Streets,  and  convert  pull-in  angled  parking  into  back-in  angled  parking  between  C'.rove 
and  McAllister  Streets.  Both  options  would  remove  the  existing  striped  area  on  the  w  est 
side  of  Polk  Street  at  the  approach  to  Market  Street. 


3     The  'door  zone'  refers  to  that  area  adjacent  to  a  parked  car  where  a  hicyclist  runs  llie  risk  ol  hcinv;  hit 
by  a  suddenly  opened  car  door. 

Field  surveys  were  conducted  by  CHS  Consultinv;  on  I  iiesday,  ScptiMiiinM  II,  2007  during  the 
midday. 
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•  Option  1 

Under  Option  1,  the  width  of  the  two  existing  southbound  travel  lanes  between 
McAllister  and  Grove  Streets  would  be  reduced  from  11  feet  to  10  feet  6  inches. 

•  Option  2 

Option  2  would  have  the  same  design  as  Option  1  north  of  Hayes  Street.  The  key 
difference  between  Options  1  and  2  is  the  block  of  Polk  Street  between  Market  and 
Hayes  Streets.  The  segment  of  Polk  Street  between  Market  and  Hayes  Streets  under 
Option  2  would  be  converted  from  a  one-way  to  a  two-way  street  with  one  11 -foot  and 
six-inch  wide  lane  and  northbound  sharrows.  On-street  parking  on  the  east  side  of  Polk 
Street  in  this  segment  would  be  removed.  At  the  approach  to  the  Hayes  Street,  this 
northbound  lane  would  be  forced  to  make  a  left-turn  onto  Hayes  Street  only. 

TRAFFIC:  INTERSECTION  LEVEL  OF  SERVICE  (LOS) 

Please  see  discussion  under  Setting:  Study  Intersection  on  p.  V.A.3-3  of  this  EIR. 
TRANSIT 

Muni  bus  line  21  runs  southbound  on  Polk  Street  only  between  Grove  and  Market  Streets,  with 
approximately  eight  buses  per  hour  during  the  AM  and  PM  peak  periods.  There  are  no  Muni 
bus  stops  in  this  segment  of  Polk  Street.  Buses  make  a  right  turn  from  Grove  Street  onto  Polk 
Street  and  then  stay  on  the  east  lane  to  Market  Street  and  then  make  a  left  turn  onto  Market 
Street  towards  downtown.  The  southbound  curb  lanes  are  currently  10  to  13  feet  wide  between 
Grove  and  Market  Streets.  Transit  volumes  are  moderate,  and  bicycle  volumes  in  this  area  are 
low  to  moderate.  Both  buses  and  bicyclists  travel  comfortably  in  this  segment,  and  there  are  no 
obvious  conflicts.  Conflicts  between  buses  and  bicyclists  seldom  occur  at  the  right-turn 
movement  from  eastbound  Grove  Street  onto  southbound  Polk  Street. 

Both  Options  1  and  2  would  maintain  11  feet  to  12  feet  wide  southbound  lanes  between  Grove 
and  Market  Streets,  which  would  provide  an  adequate  width  for  bus  operation  adjacent  to  the 
existing  five-foot  wide  bicycle  lane.  Neither  option  would  change  the  current  interactions 
between  southbound  buses  and  bicyclists.  There  is  no  northbound  transit  service  where  the 
proposed  contra-flow  bicycle  lane  would  be  installed.  Therefore,  there  would  be  no  significant 
transit  impacts  with  implementation  of  Project  3-4  with  either  Option  1  or  Option  2. 

PARKING 

There  are  a  total  of  approximately  78  on-street  parking  spaces  on  both  sides  of  Polk  Street 
between  Market  and  McAllister  Street.  Both  Options  1  and  2  would  remove  approximately  12 
on-street  parking  spaces  on  the  east  side  of  Polk  Street  between  Market  and  Grove  Streets.  Loss 
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or  shortage  of  parking  is  not  a  permanent  part  of  the  physical  environment,  thus,  the  impacts 
vs^ould  not  be  significant. 

•  Option  1 

Option  1  would  relocate  the  w^hite  zone  between  Market  and  Hayes  Street  in  front  of  the 
Fox  Plaza  Building  from  the  curbside  to  the  west  side  of  the  proposed  raised  median 

•  Option  2 

Option  2  would  force  all  vehicles  needing  drop-off  activity  to  come  from  Market  Street. 
Double-parking  was  observed  at  this  passenger  loading  zone.  In  the  future  double- 
parking  would  cause  potential  congestion  and  conflict  with  the  proposed  northbound 
bicycle  movement. 

Both  Options  1  and  2  would  also  convert  existing  pull-in  angled  parking  into  back-in 
angled  parking  on  the  east  side  of  Polk  Street  between  McAllister  and  Grove  Streets 
without  changing  the  number  of  parking  spaces.  The  change  of  pull-in  to  back-in  angled 
parking  would  potentially  benefit  bicyclists  by  improving  approaching  bicyclists' 
visibility  to  motor  vehicle  drivers  and  other  traffic,  both  when  drivers  are  entering  and 
exiting  a  parking  stall.  When  entering  a  parking  stall  by  backing  in,  drivers  would  be 
looking  backwards  towards  oncoming  traffic  and  would  be  more  aware  of  approaching 
bicyclists.  Bicyclists  would  also  be  better  able  to  see  these  vehicles  backing  into  the 
parking  spaces  and,  therefore,  would  have  ample  warning  to  safely  maneuver  around 
these  vehicles.  When  exiting  a  parking  stall  drivers  would  face  the  street  with  a  better 
view  of  oncoming  traffic  in  comparison  to  drivers  backing  out  of  the  pull-in  parking 
stall,  whose  view  of  oncoming  traffic  may  be  obscured  by  adjacent  parked  vehicles. 

Loss  of  parking  could  cause  potential  secondary  effects,  such  as  drivers  attempting  to 
find  parking  at  or  near  Polk  Street  and  then  seek  parking  farther  away  if  con\'enienf 
parking  is  unavailable,  potentially  circling  and  looking  for  a  parking  space  in  areas  of 
limited  parking  supply.  The  secondary  effects  of  drivers  searching  for  parking  is 
typically  offset  by  a  reduction  in  vehicle  trips  due  to  others  who  are  aware  o\ 
constrained  parking  conditions  in  a  given  area.  Given  that  12  on-street  spaces  of  a  fcWal 
of  78  spaces  (15  percent)  would  be  removed,  any  secondary  environmental  impacts  that 
may  result  from  a  shortfall  in  parking  in  the  vicinity  of  Project  3-4  wmiKl  hi>  minor. 
Therefore,  there  would  be  no  significant  parking  impacts  with  implementation  ol  either 
Option  1  or  Option  2  of  Project  3-4. 

PEDESTRIAN 

Pedestrian  volumes  are  generally  low  to  moderate  between  Grove  and  Market  Streets,  but  high 
between  Grove  and  McAllister  Streets  in  front  of  the  C  ity  Hall  .mil  .it  tin-  \I.iikrt  Street 
intersection.  The  proposed  median  and  the  bicyck^  l.ini^  on  tin-  east  side  of  I'olk  SImhM  In  lwci-n 
Market  and  Grove  Streets  under  Option  1  and  between  Market  .iml  i  layes  Street  undi  r  Caption 
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2  would  benefit  pedestrians  by  creating  an  additional  buffer  zone  between  pedestrians  and 
contra-flow  traffic. 

•  Option  1 

Option  1  would  not  create  any  changes  in  sidewalk  width  or  crosswalk  layout. 
Therefore,  there  would  be  no  pedestrian  impacts  under  Project  3-4  Option  1. 

•  Option  2 

Option  2  would  narrow  the  sidewalk  on  the  east  side  of  Polk  Street  approaching  Hayes 
Street  in  the  northbound  direction  and  increase  the  crossing  distance  across  Polk  Street 
by  two  feet  and  three  inches  from  17  feet  to  14  feet  9  inches.  This  impact  would  not  be 
significant  because  there  would  continue  to  be  sufficiently  wide  sidewalk  and  the 
increase  in  crossing  distance  would  be  increase  pedestrian  crossing  time  by  less  than  one 
second.  Therefore,  there  would  be  no  significant  pedestrian  impacts  under  Project  3-4 
Option  2. 

BICYCLE 

Project  3-4  for  both  Option  1  and  Option  2  would  have  the  same  design  for  the  segment  of  Polk 
Street  between  McAllister  and  Hayes  Streets.  From  McAllister  Street  to  Grove  Street,  Project  3-4 
would  add  a  northbound  bicycle  lane  and  change  pull-in  angled  parking  to  back-in  angled 
parking.  Bicyclists  would  benefit  from  the  installation  of  bicycle  lanes  with  the  designation  of  a 
clear  right-of-way  for  their  use.  In  addition,  changing  pull-in  angled  parking  to  back-in  angled 
parking  would  potentially  benefit  bicyclists  by  improving  the  driver's  visibility  of  approaching 
bicyclists  and  other  vehicles  both  when  entering  and  exiting  the  parking  stall.  When  entering 
the  parking  stall  by  backing  in,  the  driver  would  be  looking  towards  oncoming  traffic  and 
would  be  more  aware  of  approaching  bicyclists.  When  exiting  the  parking  stall,  the  driver  is 
facing  the  street  with  a  better  view  of  traffic  in  the  travel  lane  in  comparison  to  drivers  backing 
out  of  the  pull-in  parking  stall,  whose  view  of  oncoming  traffic  may  be  obscured  by  an  adjacent 
parked  vehicle. 

Both  Option  1  and  Option  2  would  also  add  a  northbound  contraflow  bicycle  lane.  This  bicycle 
lane  would  provide  bicyclists  with  a  dedicated  right-of-way  separated  from  vehicle  traffic  with 
a  concrete  median.  While  a  contraflow  bicycle  lane  is  infrequently  used,  it  is  appropriate  for  a 
short  segment  of  one-way  street  as  is  found  on  this  segment  of  Polk  Street.  Bicyclists  will  be 
largely  protected  from  oncoming  traffic  by  the  concrete  median  with  potential  conflict  points  at 
the  access  to  the  loading  dock  north  of  Hayes  Street  and  at  the  intersections  at  either  end  of  the 
block.  Trucks  backing  into  the  loading  dock  would  move  slowly  while  making  this  movement 
across  the  contraflow  bicycle  lane.  The  trucks  would  be  highly  visible  to  bicyclists  and  would 
not  constitute  a  hazard  to  bicyclists  in  the  contraflow  lane.  Northbound  bicyclists  traveling 
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through  the  signalized  Polk  Street/Grove  Street  intersection  would  cross  the  path  of 
southbound  motorists  on  Polk  Street  turning  left  onto  Grove  Street.  Hou'ever,  this  is  a  t\'pical 
movement  at  an  intersection;  motorists  and  bicyclists  would  have  a  clear  view  of  each  other  and 
be  able  to  avoid  conflicts.  Similarly,  at  the  Polk  Street/Hayes  Street  intersection  few  conflicts 
should  occur  between  motor  vehicles  and  bicyclists  in  the  northbound  contraflow  lane. 
Southbound  motor  vehicles  will  only  be  turning  right  onto  Hayes  Street  or  continuing  straight 
on  Polk  Street.  Neither  movement  will  cross  the  path  of  northbound  bicyclists. 

For  the  segment  of  Project  3-4  between  Hayes  Street  and  Market  Street,  designs  for  Option  1 
and  Option  2  differ. 

•  Option  1 

Option  1  would  include  a  northbound  contraflow  bicycle  lane.  This  bicycle  lane  would 
provide  bicyclists  with  a  dedicated  right-of-way  separated  from  vehicle  traffic  with  a 
concrete  median.  A  break  in  the  median  would  allow  trucks  to  enter  the  loading  dock 
for  Fox  Plaza  just  south  of  Hayes  Street.  Trucks  must  back  into  the  loading  dock  and 
move  slowly  while  making  this  maneuver.  Trucks  would  be  highly  visible  to  bicyclists 
and  would  not  constitute  a  hazard  to  bicyclists  in  the  contraflow  lane.  The  passenger 
loading  zone  (white  zone)  would  be  relocated  to  from  the  curb  to  the  street  side  (west 
side)  of  the  median.  Therefore,  vehicles  using  the  loading  zone  would  not  cross  the  path 
of  bicyclists.  Passengers  being  dropped  off  or  picked  up  at  the  white  zone  would  have  to 
be  careful  when  crossing  the  bicycle  lane  to  the  sidewalk.  Appropriate  signage  would 
address  safety  issues  related  to  potential  conflicts  between  bicyclists  and  pedestrians  at 
this  location. 

•  Option  2 

Option  2  would  change  this  block  of  Polk  Street  between  Hayes  and  Market  Street  troni 
one-way  to  two-way  operation.  Sharrows  would  be  added  to  the  new  northbound  travel 
lane.  The  installation  of  sharrows  would  increase  motor  vehicle  drivers'  awareness  that 
bicyclists  may  be  on  the  road.  Trucks  backing  into  the  loading  dock  at  Fox  Plaza  would 
move  slowly  while  making  this  maneuver.  Trucks  would  bo  highly  visible  to  bicyclists 
and  would  not  constitute  a  hazard  to  bicyclists  in  the  northbound  travel  lane.  Bicyclists 
would  have  to  be  aware  of  vehicles  crossing  their  path  to  access  the  passenger  loading 
zone  (white  zone).  Bicyclists  following  the  path  designated  by  the  sharrows  would  not 
be  in  conflict  with  this  movement. 

Project  3-4  with  either  Option  1  or  Option  2  would  not  result  m  a  significant  impact  to 
bicyclists,  but  could  have  the  beneficial  effect  of  improving  roaiiw.iv  conditions  and 
safety  for  bicyclists. 
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LOADING 

This  segment  of  Polk  Street  has  mostly  office  and  institutional  uses.  There  are  two  off-street 
loading  docks  located  on  the  east  side  of  Polk  Street  to  the  north  and  south  of  the  Hayes  and 
Polk  Street  intersection. 

For  the  section  of  Polk  Street  betv^een  McAllister  and  Hayes  Streets,  Option  1  and  Option  2 
have  the  same  design.  This  would  include  a  contraflow  bicycle  lane  on  the  east  side  of  Polk 
Street  separated  from  vehicle  traffic  with  a  concrete  median.  Access  to  the  loading  dock  located 
north  of  Hayes  Street  would  be  maintained  with  a  break  in  the  median.  Trucks  backing  into  the 
loading  dock  would  move  slowly  while  making  this  movement  across  the  contraflow  bicycle 
lane.  The  trucks  would  be  highly  visible  to  bicyclists  and  this  movement  would  not  result  in  a 
conflict  between  trucks  and  bicyclists  in  the  contraflow  lane. 

•  Option  1 

Option  1  for  the  segment  of  Polk  Street  between  Hayes  Street  and  Market  Street  would 
include  a  northbound  contraflow  bicycle  lane  on  the  east  side  of  Polk  Street  separated 
from  vehicle  traffic  with  a  concrete  median.  An  opening  in  the  median  would  be 
provided  for  access  to  the  Fox  Plaza  loading  area  just  south  of  Hayes  Street.  Trucks  must 
back  into  the  loading  dock  and  move  slowly  while  making  this  maneuver.  Trucks  would 
be  highly  visible  to  bicyclists  and  this  movement  would  not  result  in  a  conflict  between 
trucks  and  bicyclists  in  the  contraflow  lane.  This  option  would  move  the  white 
passenger-loading  zone  on  the  east  side  of  Polk  Street  between  Market  and  Hayes 
Streets  to  the  west  side  of  the  concrete  median.  The  proposed  white  zone  would  be 
adjacent  to  the  travel  lane  in  an  area  with  a  total  width  of  18  feet.  Pedestrians  would  be 
required  to  cross  the  bicycle  lane  to  gain  access  to  the  sidewalk.  However,  Project  3-4 
Option  1  would  not  result  in  significant  impacts  to  passenger  or  freight  loading. 

•  Option  2 

Under  Option  2,  the  change  from  one-way  to  two-way  operation  on  Polk  Street  in  front 
of  the  Fox  Plaza  loading  dock  would  require  trucks  to  use  westbound  Market  Street  to 
access  the  loading  dock.  Sharrows  would  be  added  to  the  new  northbound  travel  lane. 
Trucks  backing  into  the  loading  dock  at  Fox  Plaza  would  move  slowly  while  making 
this  maneuver.  Trucks  would  be  highly  visible  to  bicyclists  and  this  movement  would 
not  result  in  a  conflict  between  trucks  and  bicyclists  in  the  northbound  travel  lane. 
Trucks  exiting  the  loading  dock  would  be  able  to  use  Polk  Street  in  either  direction.  This 
change  in  circulation  may  inconvenience  some  drivers  but  would  not  result  in  a 
significant  loading  impact  Option  2  and  would  not  affect  current  passenger  loading 
activities.  Therefore,  Project  3-4  Option  2  would  not  result  in  significant  loading  impacts. 
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PROJECT  3-5:  SCOTT  STREET  BICYCLE  LANE,  FELL  STREET  TO  OAK  STREET 

There  are  two  options  for  this  segment  of  Scott  Street. 

•  Option  1 

Option  1  would  add  a  northbound  Class  II  left-turn  bicycle  lane  between  the  two 
opposing  travel  lanes  and  remove  the  left-turn  bays  in  both  directions  between  Oak 
Street  and  Fell  Street.  There  would  be  no  parking  removal. 

•  Option  2 

Option  2  would  add  a  northbound  Class  II  left-turn  bicycle  lane  between  the  two 
opposing  travel  lanes  between  Oak  Street  and  Fell  Street.  Approximately  three  on-street 
parking  spaces  would  be  removed  on  the  west  side  of  Scott  Street  between  Fell  Street 
and  approximately  98  feet  southward. 

TRAFFIC:  INTERSECTION  LEVEL  OF  SERVICE  (LOS) 

Please  see  discussion  under  Setting:  Study  Intersection  on  p.  V.A.3-3  of  this  EIR. 
TRANSIT 

There  are  no  transit  lines  in  this  segment  of  Scott  Street.  Therefore,  there  would  be  no  transit 
impacts  under  either  Option  1  or  Option  2. 

PARKING 

•  Option  1 

There  would  no  changes  in  parking  under  Option  1.  Therefore,  there  would  be  no 
parking  impacts  under  Project  3-5  Option  1 . 

•  Option  2 

Option  2  would  remove  approximately  three  on-street  parking  spaces  on  the  west  side 
of  Scott  Street  between  Fell  Street  and  approximately  98  feet  southward.  Parking 
occupancy  in  the  area  is  typically  moderate,  and  this  minor  parking  change  wouki  not 
substantially  increase  the  occupancy  rates.  Therefore,  there  would  be  no  significant 
parking  impacts  under  Project  3-5  Option  2. 

PEDESTRIAN 

Pedestrian  volumes  in  this  area  are  generally  low,  and  there  would  be  no  changes  in  sidewalk 
width  or  crosswalk  layout.  The  removal  of  on-street  parking  on  the  west  siilr  ol  llu-  stn-i  t 
would  place  the  southbound  travel  lane  directly  adjacent  to  the  sidew  .ilk  .inJ  n^^\■  reduce  the 
perceived  safety  of  pedestrians  but  would  not  change  their  <kIu.iI  salel\  because  a  stn-i-l 
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without  parking  is  not  an  unusual  or  unsafe  design.  Therefore,  there  would  be  no  pedestrian 
impacts  from  Project  3-5  with  either  Option  1  or  Option  2. 

BICYCLE 

Both  Options  1  and  2  would  add  a  northbound  Class  II  left-turn  bicycle  lane  located  to  the  left 
of  left-turning  vehicles.  This  configuration  is  not  a  standard  practice  for  the  placement  of  left- 
turn  bicycle  lanes,  which  are  generally  placed  to  the  right  of  the  left-turn  lane.  However,  the 
receiving  bicycle  lane  on  Fell  Street  is  located  on  the  left  side  of  the  one-way  street  to  facilitate 
access  to  the  bicycle  paths  in  the  Panhandle  at  Baker  Street,  three  blocks  from  this  intersection. 
For  both  Options  1  and  2,  this  nonstandard  placement  makes  sense.  The  length  of  the  bicycle 
left-turn  lane  gives  bicyclists  ample  opportunity  to  safely  weave  through  traffic  to  reach  the  left- 
turn  lane.  The  bicycle  box  that  was  implemented  on  northbound  Scott  Street  on  the  nearside  of 
Oak  Street  under  "The  Wiggle"  project  discussed  below  would  also  help  bicyclists  access  the 
proposed  left-turn  bicycle  lane.  Thus  neither  Option  1  nor  Option  2  of  Project  3-5  would  have  a 
significant  impact  on  bicycle  circulation  but  instead  should  improve  the  ability  of  bicyclists  to 
make  this  left-turn  and  to  access  the  bicycle  lanes  on  Fell  Street.  Therefore,  there  would  be  no 
significant  bicycle  impacts  with  the  implementation  of  either  Option  1  or  Option  2  of  Project  3-5, 
but  Project  3-5  could  have  the  beneficial  effect  of  improving  roadway  conditions  and  safety  for 
bicyclists. 

LOADING 

This  segment  of  Scott  Street  is  residential  and  has  low  loading  demand.  Loading  is  usually 
accommodated  by  the  on-street  parking  spaces,  and  there  would  be  no  changes  to  the  on-street 
or  off-street  zones.  No  double-parked  trucks  or  significant  loading  needs  were  observed  in  this 
segment  of  Scott  Street.  Therefore,  there  would  be  no  significant  loading  impacts  with 
implementation  of  either  Option  1  or  Option  2  of  Project  3-5. 

PROJECT  3-6:  THE  "WIGGLE"  IMPROVEMENTS,  DUBOCE  AVENUE  BETWEEN  MARKET 
AND  STEINER  STREETS,  STEINER  STREET  BETWEEN  DUBOCE  AVENUE  AND  WALLER 
STREET,  WALLER  STREET  BETWEEN  STEINER  AND  PIERCE  STREETS,  PIERCE 
STREET  BETWEEN  WALLER  AND  HAIGHT  STREETS,  HAIGHT  STREET  BETWEEN 
PIERCE  AND  SCOTT  STREETS,  AND  SCOTT  STREET  BETWEEN  HAIGHT  AND  FELL 
S  T"  R  E  E  T  S  ^il^ii^iMSfe^ 

Project  3-6  was  implemehted  on  May  13,  2006  prior  to  the  Bicycle  Plan  injunction;  as  such,  post- 
project  implementation  conditions  describe  what  is  on  the  ground  today  and  are  analyzed 
under  Existing  plus  Project  and  2025  Cumulative  plus  Project  conditions.  Pre-project  conditions 
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describe  v\^hat  existed  before  the  implementation  of  Project  3-6  and  are  analyzed  under  Existing 
and  2025  Cumulative  conditions. 

With  Project  3-6,  sharrows  were  added  on  Duboce  Avenue,  Steiner  Street,  Waller  Street,  Pierce 
Street,  Haight  Street,  and  Scott  Street.  A  northbound  Class  II  bicycle  lane  vs^as  striped  on  Scott 
Street  between  Haight  and  Oak  Streets,  and  a  bicycle  box  and  a  "No  Turn  on  Red"  restriction 
were  added  on  Scott  Street  at  the  nearside  of  Oak  Street  in  the  northbound  direction. 

TRAFFIC:  INTERSECTION  LEVEL  OF  SERVICE  (LOS) 

Please  see  discussion  under  Setting:  Study  Intersection  on  p.  V.A.3-3  of  this  EIR. 
TRANSIT 

Muni  bus  lines  6,  7,  71,  and  71L  run  westbound  only  along  Haight  Street,  with  approximately  22 
buses  per  hour  each  way  during  the  AM  and  PM  peak  periods.  Muni  N-Judah  light  rail  line 
runs  in  both  directions  along  Duboce  Avenue,  with  approximately  eight  trains  per  hour  each 
way  during  the  AM  and  PM  peak  periods.  Adding  sharrows  did  not  change  how  Muni  buses 
and  the  light  rail  operate  or  how  bicyclists  ride  on  the  street.  Therefore,  Project  3-6  has  not 
resulted  in  significant  transit  impacts. 

PARKING 

There  were  no  changes  in  parking  along  "The  Wiggle."  Therefore,  there  are  no  parking  impacts 
as  a  result  of  implementation  of  Project  3-6. 

PEDESTRIAN 

There  was  no  change  in  sidewalk  or  crosswalk  layouts  in  "The  Wiggle."  Therefore,  there  are  no 
pedestrian  impacts  with  Project  3-6. 

BICYCLE 

The  installation  of  sharrows  has  increased  the  motor  vehicle  drivers'  awareness  that  bicyclists 
may  be  on  the  road  as  well  as  identified  for  bicyclists  the  pathway  outside  the  'door  /one'.'"  The 
bicycle  box  allows  safer  left-turn  movement  of  bicyclists  from  Scott  Street  onto  Oak  Street  by 
providing  a  queuing  area  to  turn  ahead  without  conflicting  with  motor  vehicles.  Hence,  Project 
3-6  has  not  had  a  significant  impact  on  cyclists,  but  has  had  the  beneficial  effect  of  improving 
roadway  conditions  and  safety  for  bicyclists. 


5     See  note  on  San  Francisco's  Shared  Lane  Pavement  Markings:  Improving  Bicycle  Safety. 
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LOADING 

This  area  has  mostly  residential  and  some  recreational  and  retail  uses  with  a  low  on-street 
loading  demand.  There  were  no  double-parked  vehicles  or  significant  loading  needs  observed^ 
in  the  field.  Therefore,  there  are  no  loading  impacts  for  either  Option  1  or  2  of  Project  3-6. 


CLUSTER  3:  SUMMARY  OF  SIGNIFICANT  IMPACTS  AND  MITIGATION 
MEASURES 


Significant  Impact  TR-P3-la  (Projects  3-1  and  3-2  combined): 

The  intersection  of  Masonic  Avenue/Fell  Street  v^ould  operate  at  LOS  E  under  Existing  plus 
Project  conditions  for  Option  1  of  Projects  3-1  and  3-2  combined. 

M-TR-P3-la  (Projects  3-1  and  3-2  combined): 

Four  seconds  of  green  time  shall  be  added  to  the  northbound  and  southbound  directions  of 
Masonic  Avenue  and  four  seconds  of  green  time  shall  be  reduced  from  the  westbound  direction 
of  Fell  Street.  With  these  adjustments.  Masonic  Avenue/Fell  Street  intersection  operations  will 
improve  to  LOS  D,  with  52.7  seconds  of  delay.  It  has  been  ensured  that  the  minimum  green 
times  required  for  pedestrians  to  cross  the  intersection  would  be  maintained  even  after  the 
green  time  adjustments  to  the  signal.  Hence,  this  mitigation  measure  would  reduce  impacts 
from  combined  Projects  3-1  and  3-2  Option  1  to  a  less-than-significant  level  under  Existing  plus 
Project  conditions.  Table  V.3-12  on  p.  V.A.3-400,  below,  summarizes  the  LOS  results  after  this 
mitigation  measure  is  applied. 


TABLE  V.3-12 
CLUSTER  3  -  PROJECTS  3-1  AND  3-2  COMBINED 
INTERSECTION  LEVEL  OF  SERVICE  (LOS)  AND  AVERAGE  DELAY  COMPARISON  EXISTING 
PLUS  PROJECT  CONDITIONS  WITH  MITIGATION  MEASURES  -  WEEKDAY  PM  PEAK  HOUR 

Existing  plus  Project  Option      Existing  plus  Project  Option 
1  1  with  Mitigation  Measures 

Intersection  Average  Delay^         LOS"  Average  Delay^  LOS 

43.       Masonic  Avenue/Fell  Street  68.7  E  52.7  D 


Source:     Wilbur  Smith  Associates,  October  2008 
Notes: 

a.  Delay  in  seconds  per  vehicle. 

b.  Intersections  operating  at  LOS  E  or  LOS  F  conditions  are  highlighted  in  bold. 


^     Field  surveys  were  conducted  by  CHS  Consulting  on  Friday,  September  14,  2007  during  the  midday. 
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Significant  Impact  TR-P3-lb:  (Projects  3-1  and  3-2  combined): 

The  intersection  of  Masonic  Avenue/Fell  Street  w^ould  operate  at  LOS  E  under  2025  Cumulative 
plus  Project  conditions  for  combined  Projects  3-1  and  3-2  Option  1. 

M-TR-P3-lb  (Projects  3-1  and  3-2  combined): 

No  feasible  mitigation  measures  have  been  identified  for  the  Masonic  Avenue/Fell  Street 
intersection  under  2025  Cumulative  plus  Project  conditions  for  combined  Projects  3-1  and  3-2 
Option  1.  Hence,  a  significant  impact  would  occur  at  the  Masonic  Avenue/Fell  Street 
intersection  with  the  implementation  of  combined  Projects  3-1  and  3-2  Option  1. 

Significant  Impact  TR-P3-2a: 

The  intersection  of  Masonic  Avenue/Turk  Street  would  operate  at  LOS  F  under  2025 
Cumulative  plus  Project  conditions  for  Option  1  for  the  AM  peak  hour. 

M-TR-P3-2a: 

No  feasible  mitigation  measures  have  been  identified  for  the  Masonic  Avenue/Turk  Street 
intersection  under  2025  Cumulative  plus  Project  conditions  for  the  Masonic  Avenue/Turk  Street 
intersection  with  the  implementation  of  Project  3-2  Option  1. 

Significant  Impact  TR-P3-2b: 

The  intersection  of  Masonic  Avenue/Turk  Street  would  operate  at  LOS  F  under  2025 
Cumulative  plus  Project  conditions  for  Project  3-2  Option  2  for  the  AM  peak  hour. 

M-TR-P3-2b: 

No  feasible  mitigation  measures  have  been  identified  for  the  Masonic  Avenue/Turk  Street 
intersection  under  2025  Cumulative  plus  Project  conditions  for  Option  2.  Hence,  a  significant 
impact  would  occur  at  the  Masonic  Avenue/Turk  Street  intersection  with  the  implementation  of 
Project  3-2  Option  2. 

Significant  Impact  TR-P3-2c: 

The  intersection  of  Masonic  Avenue/Fulton  Street  would  operate  at  LOS  F  under  2025 
Cumulative  plus  Project  conditions  for  Option  1  for  the  AM  peak  hour. 
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M-TR-P3-2c: 

No  feasible  mitigation  measures  have  been  identified  for  the  Masonic  Avenue/Fulton  Street 
intersection  under  2025  Cumulative  plus  Project  conditions  for  Option  1.  Hence,  a  significant 
impact  would  occur  at  the  Masonic  Avenue/Fulton  Street  intersection  u^ith  the  implementation 
of  Project  3-2  Option  1 . 

Significant  Impact  TR-P3-2d: 

The  intersection  of  Masonic  Avenue/Fulton  Street  would  operate  at  LOS  F  in  the  AM  peak  hour 
under  2025  Cumulative  plus  Project  conditions  for  Project  3-2  Option  2. 

M-TR-P3-2d: 

No  feasible  mitigation  measures  have  been  identified  for  the  Masonic  Avenue/Fulton  Street 
intersection  under  2025  Cumulative  plus  Project  conditions  for  Option  2.  Hence,  a  significant 
impact  would  occur  at  the  Masonic  Avenue/Fulton  Street  intersection  with  the  implementation 
of  Project  3-2  Option  2. 

Significant  Impact  TR-P3-2e: 

The  intersection  of  Masonic  Avenue/Fell  Street  would  operate  at  LOS  E  under  Existing  plus 
Project  conditions  for  Project  3-2  Option  1. 

M-TR-P3-2e: 

No  feasible  mitigation  measures  have  been  identified  for  the  Masonic  Avenue/Fell  Street 
intersection  under  Existing  plus  Project  conditions  for  Option  1.  Hence,  a  significant  impact 
would  occur  at  the  Masonic  Avenue/Fell  Street  intersection  with  the  implementation  of  Project 
3-2  Option  1. 

Significant  Impact  TR-P3-2f: 

The  intersection  of  Masonic  Avenue/Fell  Street  would  operate  at  LOS  E  under  Existing  plus 
Project  conditions  for  Project  3-2  Option  2. 

M-TR-P3-2f 

Four  seconds  of  green  time  shall  be  added  to  the  northbound  and  southbound  Masonic  Avenue 
directions,  with  a  corresponding  reduction  in  green  time  in  the  westbound  Fell  Street  direction 
of  four  seconds.  With  these  adjustments,  the  Masonic  Avenue/Fell  Street  intersection  operations 
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would  improve  to  LOS  D,  with  45.8  seconds  of  delay  and  a  V/C  ratio  of  LI.  It  has  been  ensured 
that  the  minimum  green  times  required  for  pedestrians  to  cross  the  intersection  have  been 
maintained  even  after  the  green  time  adjustments  to  the  signal.  Hence,  this  mitigation  measure 
would  reduce  the  project  impacts  at  the  Masonic  Avenue/Fell  Street  intersection  to  a  less  than 
significant  level  for  Project  3-2  with  Option  2  under  Existing  plus  Project  conditions.  Table  V.3- 
13,  p.  403,  summarizes  the  LOS  results  after  this  mitigation  measure  is  applied. 

TABLE  V.3-13 
CLUSTER  3  -  PROJECT  3-2 
INTERSECTION  LEVEL  OF  SERVICE  (LOS)  AND  AVERAGE  DELAY  COMPARISON  EXISTING 
PLUS  PROJECT  CONDITIONS  WITH  MITIGATION  MEASURES  -  WEEKDAY  PM  PEAK  HOUR 

Existing  plus  Existing  plus  Project 

Project  Option  2  Option  2  (Project  3-2)  with 

(Project  3-2)  Mitigation  Measures 

Average  Average 
Intersection  Delay^  LOS"  Delay^  LOS" 

43.     Masonic  Avenue/Fell  Street  55.4  E  45.8  D 

Source:  Wilbur  Smith  Associates,  October  2008 
Notes: 

a.     Delay  in  seconds  per  vehicle. 
 b.     Intersections  operating  at  LOS  E  or  LOS  F  conditions  are  highlighted  in  bold.  

Significant  Impact  TR-P3-2g: 

The  intersection  of  Masonic  Avenue/Fell  Street  would  operate  at  LOS  E  under  2025  Cumulative 
plus  Project  conditions  for  Project  3-2  Option  1. 

M-TR-P3-2g: 

No  feasible  mitigation  measures  have  been  identified  for  the  Masonic  Avenue/Fell  Street 
intersection  under  2025  Cumulative  plus  Project  conditions  for  Option  1.  Hence,  a  significant 
impact  would  occur  at  the  Masonic  Avenue/Fell  Street  intersection  with  the  implementation  of 
Project  3-2  Option  1 . 

Significant  Impact  TR-P3-2h: 

The  intersection  of  Masonic  Avenue/Fell  Street  would  operate  at  LOS  E  under  2025  Cumulative 
plus  Project  conditions  for  Project  3-2  Option  2. 
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TABLE  V.3-14 
CLUSTER  3  -  PROJECT  3-2 
INTERSECTION  LEVEL  OF  SERVICE  (LOS)  AND  AVERAGE  DELAY  COMPARISON  2025 
CUMULATIVE  PLUS  PROJECT  CONDITIONS  WITH  MITIGATION  MEASURES  -  WEEKDAY  PM 

PEAK  HOUR 

2025  Cumulative  plus  Project 
2025  Cumulative  plus  Option  1  v\/ith  Mitigation 

Project  Option  1  Measures 

Average  Average 
Intersection  Delay^  LOS"  Delay^  LOS" 

59.      Masonic  Avenue/Turk  Street  >80  F  113  E 


Source:  Wilbur  Smith  Associates,  October  2008 
Notes: 

a.     Delay  in  seconds  per  vehicle. 
 b.     Intersections  operating  at  LOS  E  or  LOS  F  conditions  are  highlighted  in  bold.  

Significant  Impact  TR-P3-2k  (Projects  3-1  and  3-2  combined): 

Under  Existing  plus  Project  conditions.  Option  1  of  combined  Projects  3-1  nnd  3-2  combined 
would  result  in  a  significant  impact  to  transit  for  Muni  bus  line  43  in  the  PM  peak  hour. 

M-TR-P3-2k  (Projects  3-1  and  3-2  combined): 

Under  Existing  plus  Project  conditions  in  the  PM  peak  hour,  combined  Projects  3-1  and  3-2 
Option  1  would  add  approximately  324  seconds  (5.4  minutes)  of  total  delay.  Since  the  total 
added  delay  for  Muni  bus  line  43  would  be  5.4  minutes,  a  total  delay  of  6  minutes  was  assumed 
and,  therefore,  a  significant  transit  impact  would  occur  with  the  implementation  of  Option  1  ot 
combined  Projects  3-1  and  3-2  under  Existing  plus  Project  conditions.  No  feasible  mitigation 
measures  have  been  identified  to  reduce  the  delay  on  Muni  bus  line  43  under  Existing  plus 
Project  conditions  for  Option  1.  Therefore,  a  significant  transit  impact  would  occur  to  Muni  bus 
line  43  as  a  result  of  implementation  of  Option  1  of  the  combined  Projects  3-1  and  3-2  under 
Existing  plus  Project  conditions  in  the  PM  peak  hour. 

Significant  Impact  TR-P3-21  (Projects  3-1  and  3-2  combined): 

Under  2025  Cumulative  plus  Project  conditions,  combined  Projects  3-1  and  3-2  Optii>n  1  would 
result  in  a  significant  impact  to  transit  for  Muni  bus  line  43  in  the  PM  peak  hour. 

M-TR-P3-21  (Projects  3-1  and  3-2  combined): 

With  Option  1  under  Existing  plus  Project  condititms  in  the  PM  peak  hour,  n>mbined  Projixls  3- 
1  and  3-2  would  add  approximately  324  seconds  (5.4  minutes)  of  total  ilrl.n  .  Situi"  the  total 
added  delay  for  Muni  bus  line  43  would  be  5.4  minutes,  a  total  delay  of  6  minutes  was  assunu  ii 
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and,  therefore,  a  significant  transit  impact  w^ould  occur  v^ith  the  implementation  of  combined 
Projects  3-1  and  3-2  under  Existing  plus  Project  conditions  for  Option  1.  No  feasible  mitigation 
measures  have  been  identified  to  reduce  the  delay  on  Muni  bus  line  43  under  Existing  plus 
Project  conditions  for  Option  1.  Therefore,  a  significant  transit  impact  would  occur  to  Muni  bus 
line  43  as  a  result  of  combined  Projects  3-1  and  3-2  with  Option  1  under  Existing  plus  Project 
conditions  in  the  PM  peak  hour. 

Significant  Impact  TR-P3-2m: 

Under  Existing  plus  Project  conditions,  individual  Project  3-2  Option  1  would  result  in  a 
significant  impact  to  transit  for  Muni  bus  line  43  in  the  PM  peak  hour. 

M-TR'P3-2m: 

With  Option  1  under  Existing  plus  Project  conditions,  individual  Project  3-2  would  add 
approximately  410  seconds  (6.8  minutes)  of  total  delay.  No  feasible  mitigation  measures  have 
been  identified  for  Option  1  under  Existing  plus  Project  conditions  in  the  PM  peak  hour. 
Therefore,  a  significant  transit  impact  would  occur  to  Muni  bus  line  43  as  a  result  of  individual 
Project  3-2  Option  1  under  Existing  plus  Project  conditions  in  the  PM  peak  hour. 

Significant  Impact  TR-P3-2n: 

Under  2025  Cumulative  plus  Project  conditions,  individual  Project  3-2  Option  1  would  result  in 
a  significant  impact  to  transit  for  Muni  bus  line  43  in  the  PM  peak  hour. 

M-TR-P3-2n: 

With  Option  1  under  2025  Cumulative  plus  Project  conditions,  individual  Project  3-2  would  add 
approximately  804  seconds  (13.4  minutes)  of  total  delay  to  Muni  Bus  line  43.  With  mitigation  as 
described  in  Mitigation  Measure  M-TR-P3-2j,  p.  V. A. 3-404,  transit  delay  would  be  reduced  over 
unmitigated  conditions  with  approximately  449  seconds  (7.4  minutes)  of  delay  northbound  and 
approximately  233  seconds  (3.9  minutes)  of  delay  southbound.  However,  the  total  transit  delay 
of  682  seconds  (11.3  minutes)  would  continue  to  be  greater  than  the  transit  delay  threshold  of 
six  minutes.  Therefore,  no  feasible  mitigation  measures  have  been  identified  and  a  significant 
transit  impact  would  occur  to  Muni  bus  line  43  as  a  result  of  individual  Project  3-2  Option  1 
under  2025  Cumulative  plus  Project  conditions  in  the  PM  peak  hour. 
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CLUSTER  4:  MISSION  BAY/HUNTERS  POINT/B AYVIE W  AREA' 


This  section  provides  a  description  of  the  Existing  plus  Project,  2025  Cumulative  and  2025 
Cumulative  plus  Project  transportation  conditions  within  in  Cluster  4.  One  design  option  is 
being  proposed  for  Projects  4-1,  4-3,  and  4-5.  Two  options  are  proposed  for  the  remaining  near- 
term  improvements  (Projects  4-2  and  4-4)  within  Cluster  4. 

A  preferred  project  design  has  not  been  developed  for  Project  4-4.  The  preferred  project  design 
for  Cluster  4  near-term  improvements  are  Option  1  of  Project  4-1,  Project  4-2,  Project  4-3,  and 
Project  4-5.  These  are  described  and  analyzed  below  with  no  text  changes. 

Figures  showing  the  turning  movement  traffic  volumes  and  lane  configurations  at  the  study 
intersections  in  Cluster  4  for  Existing  plus  Project,  2025  Cumulative,  and  2025  Cumulative  plus 
Project  conditions  may  be  found  within  the  transportation  impact  analysis  discussion  for 
Cluster  4  within  the  Transportation  Impact  Study.  Level  of  service  calculation  sheets  for  those 
intersections  and  transit  delay  calculation  sheets  for  affected  transit  routes  may  be  found  in  the 
appendices  of  the  Transportation  Impact  Study.^ 

PROJECT  4-1:  le"^  STREET  BICYCLE  LANES,  3'°  STREET  TO  TERRY  FRANCOIS 
BOULEVARD 

Project  4-1  would  add  one  Class  II  bicycle  lane  in  both  directions  between  3"^  Street  and  Terry  A. 
Franqiois  Boulevard  by  reconfiguring  the  existing  travel  lanes  and  widening  the  street  as  part  of 
the  Mission  Bay  Plan. 

TRAFFIC:  INTERSECTION  LEVEL  OF  SERVICE  (LOS) 

Please  see  discussion  under  Setting:  Study  Intersection  on  p.  V.A.3-3  of  this  EIR. 
TRANSIT 

There  are  no  transit  lines  on  this  segment  of  16^^  Street.  Therefore,  there  would  be  no  transit 
impacts  with  implementation  of  Project  4-1. 


Unless  otherwise  indicated,  all  intersection  analysis  is  for  I'M  Wwk  I  lour  ct>nditions. 
Wilbur  Smith  Associates.  2008.  San  I  ram  isco  Bin/i  lc  Plan  iJfulatc  I  rnnsportation  Inipact  Sliulif.  This 
document  is  available  for  review  by  appointment  at  the  S.m  l  r.iiicisa>  Planning  I Vp.irtment,  \h^0 
Mission  Street,  Suite  400,  San  Francisco,  CA  94  103  as  part  of  C  ase  I  ile  N(>  2()07.03-17l". 
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PARKING 


There  is  no  on-street  parking  in  this  segment.  Therefore,  there  would  be  no  parking  impact  with 
implementation  of  Project  4-1. 
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PEDESTRIAN 

Pedestrian  volumes  are  very  low  presently,  but  could  increase  as  the  Mission  Bay  project  is 
completed.  Once  the  parcels  on  both  sides  of  16'*'  Street  are  fully  built,  10-foot  wide  sidewalks 
and  crosswalks  would  be  constructed.  Thus,  the  interactions  between  pedestrians  and  bicyclists 
would  improve  as  the  result  of  the  land  development  projects  in  the  area.  Therefore,  there 
would  be  no  significant  pedestrian  impacts  with  implementation  of  Project  4-1. 

BICYCLE 

The  installation  of  bicycle  lanes  would  provide  bicyclists  with  a  designated  right-of-way  for 
travel.  Therefore,  Project  4-1  would  not  result  in  a  significant  impact  to  bicyclists  but  could  have 
the  beneficial  effect  of  improving  roadway  conditions  and  safety  for  bicyclists. 

LOADING 

There  are  currently  no  active  land  uses  on  either  side  of  16*^  Street  within  this  segment  due  to 
construction  in  the  area.  It  is  expected  that  new  development  projects  in  the  area  would  provide 
sufficient  off-street  loading  spaces  to  meet  the  demand,  thus,  there  would  be  no  loading  impacts 
with  implementation  of  Project  4-1. 

PROJECT  4-2:  CARGO  WAY  BICYCLE  LANES,  3"^  STREET  TO  JENNINGS  STREET 
There  are  two  options  for  this  segment  of  Cargo  Way. 

•  Option  1 

Option  1  would  add  Class  11  bicycle  lanes  in  both  directions  and  remove  on-street 
parking  on  the  south  side  of  Cargo  Way  between  3'^'  and  Jennings  Streets.  Both  options 
would  install  a  Class  II  left-turn  bicycle  lane  on  eastbound  Cargo  Wav  approaching 
Illinois  Street  and  Amador  Street. 

•  Option  2 

Option  2  would  create  a  two-way  Class  I  bicycle  path  on  the  south  side  of  Cargo  Wav 
between  Illinois  and  Jennings  Streets.  Option  2  would  narrow  the  existing  raisc^d  median 
from  13  to  eight  feet  and  reduce  the  width  of  the  travel  lanes  to  12  feet.  The  total  curb  to 
curb  width  would  be  reduced  from  79  to  56  feet.  Same  as  Option  1,  existing  on-sinvt 
parking  spaces  on  the  south  side  would  be  removed. 

TRAFFIC:  INTERSECTION  LEVEL  OF  SERVICE  (LOS) 

Please  see  discussion  under  Setting:  Study  Intersection  on  p.  V.A.3-3  of  this  ElK. 
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TRANSIT 

There  are  no  transit  lines  on  this  segment  of  Cargo  Way.  Therefore,  there  would  be  no  transit 
impacts  as  a  result  of  Project  4-2  with  either  Option  1  or  Option  2. 

PARKING 

•  Option  1 

Option  1  would  remove  approximately  160  on-street  parking  spaces  on  both  sides  of 
Cargo  Way.  Observations^  show  that  demand  for  on-street  parking  is  very  low  due  to 
the  fact  that  land  on  the  north  side  of  the  street  is  undeveloped  and  includes  an  active 
freight  rail  track  running  parallel  to  the  street.  In  addition,  buildings  on  the  south  side 
have  sufficient  off-street  parking  lots  to  accommodate  their  demand.  Consequently, 
parking  demand  can  be  met  in  this  area  even  with  the  loss  of  160  on-street  spaces. 
Therefore,  there  would  be  no  significant  parking  impacts  with  implementation  of  Project 
4-2  Option  1. 

•  Option  2 

Option  2  would  not  involve  the  removal  of  on-street  parking  along  Cargo  Way. 
Therefore,  there  would  be  no  parking  impacts  with  implementation  of  Project  4-2 
Option  2. 

PEDESTRIAN 

Pedestrian  volumes  are  generally  very  low.  There  would  be  no  change  in  sidewalk  width  or 
crosswalk  layout  under  Option  1,  but  Option  2  would  improve  the  sidewalk  by  relocating  street 
trees  from  the  middle  of  the  existing  narrow  sidewalk  northward  to  between  the  proposed 
bicycle  path  and  existing  sidewalk.  Therefore,  there  would  be  no  significant  pedestrian  impacts 
as  a  result  of  Project  4-2  with  either  Option  1  or  Option  2. 

BICYCLE 

Bicyclists  would  benefit  from  the  installation  of  bicycle  lanes  with  the  designation  of  a  clear 
right-of-way  for  their  use.  In  addition,  under  Option  1  the  removal  of  on-street  parking  adjacent 
to  the  bicycle  travel  way  would  eliminate  the  hazard  of  'dooring'  from  parked  cars.  Hence, 
Project  4-2  with  Option  1  would  not  have  a  significant  impact  on  cyclists,  but  could  have  the 
beneficial  effect  of  improving  roadway  conditions  and  safety  for  bicyclists. 


Field  surveys  were  conducted  by  CHS  Consulting  on  Tuesday,  September  18,  2007  during  the 
midday. 
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The  proposed  Class  I  bicycle  path  under  Option  2  would  benefit  bicyclists  because  they  would 
have  a  dedicated  right-of-way  separated  from  vehicles,  buses,  and  pedestrians.  Therefore,  there 
would  be  no  significant  bicycle  impacts  with  implementation  of  Project  4-2  Option  2. 

LOADING 

Most  of  the  loading  activities  for  the  industrial  uses  in  Piers  94/96  and  the  India  Basin  Industrial 
Park  occur  within  the  sites  and  not  on  the  street.  Removal  of  on-street  parking  under  Option  1 
would  not  include  any  on-street  yellow  commercial  freight  loading  spaces  and  there  would  be 
no  changes  in  on-street  or  off-street  loading  spaces.  Therefore,  there  would  be  no  significant 
loading  impacts  with  implementation  of  Project  4-2  with  either  Option  f  or  Option  2. 

PROJECT  4-3:  ILLINOIS  STREET  BICYCLE  LANES,  16^"  STREET  TO  CARGO  WAY 

Project  4-3  would  add  Class  II  bicycle  lanes  in  both  directions  between  16"^  Street  and  Cargo 
Way.  To  accomplish  this,  approximately  45  on-street  parking  spaces  would  be  lost  on  the  east 
side  of  Illinois  Street  north  of  22""^  Street.  However,  additional  parking  spaces  would  be 
provided  on  Tennessee  Street,  22"'^  Street,  and  24'^  Street,  resulting  in  a  net  gain  of 
approximately  99  parking  spaces  near  the  project  area. 

TRAFFIC:  INTERSECTION  LEVEL  OF  SERVICE  (LOS) 

Intersection  LOS  calculations  were  performed  for  the  PM  peak  hour.  Two  study  intersections 
are  included  in  Project  4-3  for  the  PM  peak  hour,  as  summarized  in  Table  V.4-2,  p.  V.A.3-410, 
and  Table  V.4-3,  on  p.  V.A.3-410. 

TABLE  V.4-2 
CLUSTER  4  -  PROJECT  4-3 
INTERSECTION  LEVEL  OF  SERVICE  (LOS)  AND  AVERAGE  DELAY  -  EXISTING  AND  EXISTING 
PLUS  PROJECT  CONDITIONS  -  WEEKDAY  PM  PEAK  HOUR 

 Existing   Existing  plus  Project 

Average  Delay"       LOS  Average  Delay*  LOS 

8.7                    A  8.7  A 

17.7                    B  17.7  H 


Soiiirc:  Wilbur  Smith  Associates,  October  2008 
Note: 

a.      Delay  in  seconds  per  vehicle.  


Intersection 

49.  Illinois  Street/Cesar  Chave/  Street 

50.  Illinois  Street/Moriposn  Street/Terry 
Francois  Boulevard 
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TABLE  V.4-3 
CLUSTER  4  -  PROJECT  4-3 
INTERSECTION  LEVEL  OF  SERVICE  (LOS)  AND  AVERAGE  DELAY  -  2025  CUMULATIVE  AND 
2025  CUMULATIVE  PLUS  PROJECT  CONDITIONS  -  WEEKDAY  PM  PEAK  HOUR 

2025  Cumulative  2025  Cumulative  plus  Project 
Average 

Intersection  Delay^  LOS  Average  Delay^  LOS 

49.  Illinois  Street/Cesar  Chavez  Street  11.9  B  11.8  B 

50.  Illinois  Street/Mariposa  Street/Terry  54  D  54  D 
Francois  Boulevard 


Source:     Wilbur  Smith  Associates,  October  2008 
Note: 

 a.     Delay  in  seconds  per  vehicle.  

Iniersection  49:  Illinois  Street/Cesar  Chavez  Street 
Existing  and  Existing  plus  Project  Conditions 

Under  Existing  conditions,  this  intersection  operates  at  LOS  A  with  8.7  seconds  of  delay.  The 
northbound  lane  configuration  would  be  modified  at  the  Illinois  Street/Cesar  Chavez  Street 
intersection  from  one  shared  through-left  turn  lane  and  one  shared  through-right  turn  lane  to 
one  shared  left- through-right  turn  lane.  The  southbound  lane  configuration  would  be  modified 
from  one  shared  through-left  turn  lane  and  one  shared  through-right  turn  lane  to  one  shared 
through-right  turn  lane  and  one  exclusive  left-turn  lane.  As  a  result,  the  intersection  would 
operate  satisfactorily  at  LOS  A,  with  8.7  seconds  of  average  delay  under  Existing  plus  Project 
conditions,  compared  to  Existing  conditions.  The  traffic  volume  at  this  intersection  is  relatively 
low.  Thus,  the  changes  in  the  lane  configuration  under  Existing  plus  Project  conditions  would 
not  impact  the  traffic  operations.  Therefore,  Project  4-3  would  not  cause  a  significant  traffic 
impact  at  the  Illinois  Street/Cesar  Chavez  Street  intersection,  as  summarized  in  Table  V.4-2, 
p.  V.A.3-240. 

2025  Cumulative  and  2025  Cumulative  plus  Project  Conditions 

The  Illinois  Street/Cesar  Chavez  Street  intersection  would  operate  satisfactorily  at  LOS  B,  with 
11.9  seconds  of  average  delay  under  2025  Cumulative  conditions.  It  would  continue  to  operate 
satisfactorily  at  LOS  B,  with  11.8  seconds  of  delay  under  2025  Cumulative  plus  Project 
conditions.  The  traffic  volume  at  this  intersection  is  relatively  low.  Thus,  the  changes  in  the  lane 
configuration  under  Existing  plus  Project  conditions  would  not  impact  the  traffic  operations. 
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Therefore,  there  would  not  be  any  significant  impacts  at  the  Illinois  Street/Cesar  Chavez  Street 
intersection  with  the  implementation  of  Project  4-3  under  2025  Cumulative  plus  Project 
conditions.  Table  V.4-3,  p.  V.A.3-241,  summarizes  these  results. 

Intersection  50:  Illinois  Street/Mariposa  Street/Terry  Francois  Boulevard 

Existing  and  Existing  plus  Project  Conditions 

No  lane  configuration  adjustments  are  proposed  at  the  intersection  of  Illinois  Street/Mariposa 
Street/Terry  Francois  Boulevard  under  Existing  plus  Project  conditions  and  the  intersection 
would  continue  to  operate  satisfactorily  at  LOS  B,  with  17.7  seconds  of  average  delay. 
Therefore,  Project  4-3  would  not  cause  a  significant  impact  at  the  Illinois  Street/Mariposa 
Street/Terry  Francois  Boulevard  intersection  under  Existing  plus  Project  conditions. 

2025  Cumulative  and  2025  Cumulative  plus  Project  Conditions 

The  Illinois  Street/Mariposa  Street/Terry  Francois  Boulevard  intersection  would  operate 
satisfactorily  at  LOS  D,  with  54  seconds  of  average  delay  under  2025  Cumulative  conditions  and 
would  continue  to  do  so  under  2025  Cumulative  plus  Project  conditions.  Therefore,  a  significant 
traffic  impact  would  not  occur  at  the  Illinois  Street/Mariposa  Street/Terry  Francois  Boulevard 
intersection  with  the  implementation  of  Project  4-3  under  2025  Cumulative  plus  Project 
conditions. 

Intersection  50:  Illinois  Street/Mariposa  Street/Terry  Francois  Boulevard 
Existing  and  Existing  plus  Project  Conditions 

No  lane  configuration  adjustments  are  proposed  at  the  intersection  of  Illinois  Street/Mariposa 
Street/Terry  Francois  Boulevard  under  Existing  plus  Project  conditions  and  the  intersection 
would  continue  to  operate  satisfactorily  at  LOS  B,  with  17.7  seconds  of  average  delay. 
Therefore,  Project  4-3  would  not  cause  a  significant  impact  at  the  Illinois  Street/Mariposa 
Street/Terry  Francois  Boulevard  intersection  under  Existing  plus  Project  conditions.  Table  V.4-2, 
p.  V.A.3-410,  summarizes  these  results. 

2025  Cumulative  and  2025  Cumulative  plus  Project  Conditions 

The  Illinois  Street/Mariposa  Street/Terry  Franc^ois  Boulevard  intersccti(n>  wmiKI  operate 
satisfactorily  at  LOS  D,  with  54  seconds  of  average  delay  under  2025  C"uiinil.ili\ e  coiulilions  and 
would  continue  to  do  so  under  2025  Cumulative  plus  Project  conditions,  l  lieretore,  a  significant 
traffic  impact  would  not  occur  at  the  Illinois  Street/Mariposa  Strtvt/Terry  Francois  Boulevard 


Case  No.  20()7.0347F 

San  Francisco  Bicydo  Plan 


V.A.3-412 


Final  EIR 
AUCliTtT  2009 


V.  Environmental  Setting  and  Impacts  and  Mitigation  Measures 

A.  Transportation 
3.         Project-Level  Analysis 

intersection  vv^ith  the  implementation  of  Project  4-3  under  2025  Cumulative  plus  Project 
conditions.  Table  V.4-3,  p.  V.A.3-411,  summarizes  these  results. 

TRANSIT 

Muni  bus  line  48  runs  southbound  on  Illinois  Street  between  20'*'  and  22"^^  Streets,  with 
approximately  five  buses  per  hour  each  way  during  the  AM  and  PM  peak  periods.  There  are  no 
bus  stops  along  this  segment  of  Illinois  Street,  so  there  would  be  no  conflicts  between  bicyclists 
and  buses  relating  to  buses  entering  and  exiting  a  bus  stop.  In  addition,  there  would  be  no 
measurable  change  in  Mimi  travel  time  along  these  two  blocks  of  Illinois  Street  due  to  minimal 
effects  on  traffic  delay.  Therefore,  there  would  be  no  significant  transit  impacts  with 
implementation  of  Project  4-3. 

PARKING 

With  Project  4-3,  there  would  be  a  net  gain  of  approximately  99  on-street  parking  spaces  along 
Illinois  and  Tennessee  Streets.  However,  parking  layout  and  locations  would  change.  There 
would  be  a  loss  of  approximately  45  on-street  parking  spaces  on  the  east  side  of  Illinois  Street 
north  of  22"*^  Street  due  to  the  conversion  of  diagonal  parking  spaces  to  parallel  spaces.  The 
project  would  add  approximately  144  parking  spaces  at  other  locations:  50  spaces  along 
Tennessee  Street  between  18"'  and  20"^  Streets,  40  spaces  along  24'^  Street  east  of  Illinois  Street, 
and  54  spaces  on  the  east  side  of  Illinois  Street,  south  of  25**^  Street. 

The  midday  parking  occupancy  rate  along  Illinois  Street  north  of  25"'  Street  was  approximately 
81  percent  on  the  west  side  of  Illinois  Street  and  approximately  94  percent  on  the  east  side.  The 
loss  of  45  spaces  between  20"'  and  22'"^  Streets  would  be  offset  by  the  increase  in  parking  in  the 
project  area.  However,  drivers  in  the  affected  locations  would  have  to  find  parking  along  24*'' 
Street  or  on  the  south  side  of  25'*'  Street  and  walk  a  few  more  blocks  to  reach  their  destinations. 
Because  parking  supply  would  increase  with  implementation  of  Project  4-3,  there  would  be  no 
significant  parking  impacts. 

PEDESTRIAN 

Pedestrian  volumes  are  generally  low,  and  there  would  be  no  changes  in  sidewalk  width  or 
crosswalk  layout.  The  interactions  between  pedestrians  and  bicyclists  would  not  change  as  a 
result  of  Project  4-3.  Therefore,  there  would  be  no  pedestrian  impacts  with  implementation  of 
Project  4-3. 
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BICYCLE 

The  installation  of  bicycle  lanes  w^ould  provide  bicyclists  with  a  designated  right-of-way  for 
travel.  Change  of  diagonal  parking  to  parallel  parking  on  the  east  side  of  Illinois  Street  would 
eliminate  the  hazard  resulting  from  vehicles  backing  out  of  the  diagonal  parking  with  poor 
visibility  of  approaching  traffic.  Several  buildings  along  the  west  side  of  Illinois  Street  have 
their  loading  docks  flush  with  the  building  facade  and  trucks  park  perpendicular  to  the 
building  to  make  deliveries.  Occasional  truck  double  parking  was  also  observed."  In  cases  when 
a  truck  double  parked  or  parked  perpendicular  to  the  building,  they  may  infringe  on  the 
proposed  Class  II  bicycle  lane,  causing  a  conflict  with  bicycle  movement.  This  condition  occurs 
mostly  during  midday  when  bicycle  volumes  are  low  and  does  not  represent  a  change  from 
existing  conditions.  Therefore,  Project  4-3  would  not  result  in  a  significant  impact  to  bicyclists 
but  could  have  the  beneficial  effect  of  improving  roadway  conditions  and  safety  for  bicyclists. 

LOADING 

The  change  of  diagonal  parking  to  parallel  parking  on  the  east  side  of  Illinois  Street  would  not 
affect  any  existing  loading  spaces.  Currently,  there  are  very  few  buildings  on  the  east  side  of 
Illinois  Stre'et.  Therefore,  there  would  be  no  significant  loading  impacts  with  implementation  of 
Project  4-3. 

PROJECT  4-4:  INNES  AVENUE  BICYCLE  LANES,  DONAHUE  STREET  TO  HUNTERS 
POINT  BOULEVARD 

There  are  two  options  for  this  segment  of  Innes  Avenue. 

•  Option  1 

Option  1  would  add  Class  II  bicycle  lanes  in  both  directions  along  Innes  Avenue 
between  Donahue  Street  and  Hunters  Point  Boulevard.  Project  4-4  would  also  remove 
on-street  parking  on  the  south  side  of  Innes  Avenue  between  Hunters  Point  Boulewird 
and  Earl  Street  and  on  both  sides  between  Earl  and  Donahue  Streets. 

•  Option  2 

Option  2  would  be  similar  to  Option  1  except  tor  the  segment  from  Hunters  i'oinl 
Boulevard  to  Earl  Street,  where  sharrows  would  be  added  to  the  existing  Class  III 
bicycle  route  in  both  directions.  There  would  be  no  parking  or  tt.i\  i>l  Line  removals 
associated  with  Option  2  between  Hunters  Point  Boulevanl  and  Earl  Street. 


Field  surveys  were  conducted  by  CHS  Consulting  on  Tuesday,  Septenilvr  18,  21X)7  during  tin* 

midday. 
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TRAFFIC:  INTERSECTION  LEVEL  OF  SERVICE  (LOS) 

Please  see  discussion  under  Setting:  Study  Intersection  on  p.  V.A.3-3  of  this  EIR. 
TRANSIT 

Muni  bus  line  19  runs  in  both  directions  along  Innes  Avenue  between  Hunters  Point  Boulevard 
and  Donahue  Street,  with  approximately  six  buses  per  hour  each  way  during  the  AM  and  PM 
peak  periods.  There  are  nearside  Muni  bus  stops  on  both  sides  of  the  street  at  Griffith  Street, 
Arelious  Walker  Drive,  and  Earl  Street  and  one  northbound  bus  stop  on  the  far-side  of  Donahue 
Street.  In  general,  Muni  boardings  at  these  stops  are  very  low.  Because  both  transit  and  bicycle 
volumes  are  very  low  in  this  area,  there  is  little  or  no  interaction  between  buses  and  bicyclists. 
Project  4-4  would  not  change  transit  capacity,  operation,  or  travel  time  or  the  interactions 
between  buses  and  bicyclists.  Therefore,  there  would  be  no  significant  transit  impacts  with 
implementation  of  Project  4-4  with  either  Option  1  or  Option  2. 

PARKING 

•  Option  1 

Option  1  would  remove  approximately  135  on-street  parking  spaces  between  Hunters 
Point  Boulevard  and  Donahue  Street,  with  75  spaces  on  the  south  side  of  Innes  Avenue 
between  Hunters  Point  Boulevard  and  Earl  Street  and  60  spaces  on  both  sides  between 
Earl  and  Donahue  Streets. 

•  Option  2 

Option  2  would  involve  removal  of  approximately  60  spaces  on  both  sides  between  Earl 
and  Donahue  Streets. 

There  are  few  active  land  uses  along  Project  4-4  with  activity  concentrated  on  Innes 
Avenue  between  Hunters  Point  Boulevard  and  Earl  Street.  Consequently,  on-street 
parking  occupancy  is  very  low  and  existing  demand  can  be  accommodated  even  with 
the  reduction  in  supply  from  implementation  of  either  Option  1  or  Option  2.  Therefore, 
there  would  be  no  significant  parking  impacts  resulting  from  Project  4-4  with  either 
Option  1  or  Option  2.  It  should  be  noted  that  with  the  proposed  development  in  the 
Hunters  Point  Shipyard,  the  future  parking  utilization  in  the  vicinity  of  Donahue  Street 
is  expected  to  increase. 

PEDESTRIAN 

Pedestrian  volumes  areA'ery  low  in  this  industrial  and  mostly  vacant  area,  and  there  would  be 
no  changes  in  sidewalk  width  or  crosswalk  layout.  The  interactions  between  pedestrians  and 
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bicyclists  would  not  change  as  a  result  of  either  option.  Therefore,  there  would  be  no  pedestrian 
impacts  as  a  result  of  Project  4-4  with  either  Option  1  or  Option  2. 

BICYCLE 

With  both  Option  1  and  2,  bicyclists  would  benefit  from  the  installation  of  bicycle  lanes  with  the 
designation  of  a  clear  right-of-way  for  their  use.  The  installation  of  sharrows  with  Option  2 
would  increase  motor  vehicle  drivers'  awareness  that  bicyclists  may  be  on  the  road  and  would 
help  bicyclists  identify  a  safe  travel  pathway  outside  the  "door  zone".^  Hence,  both  options  of 
Project  4-4  would  not  have  a  significant  impact  on  cyclists,  but  could  have  the  beneficial  effect 
of  improving  roadway  conditions  and  safety  for  bicyclists. 

LOADING 

This  segment  of  Innes  Avenue  has  some  industrial  uses  and  residential  buildings,  but  the 
majority  of  the  street  frontage  is  either  a  hill  or  vacant  lots.  On-street  parking  removal  would 
not  include  any  on-street  yellow  commercial  freight  loading  spaces.  On-street  loading  demand 
in  this  area  is  low,  and  even  with  parking  removal  the  available  on-street  and  off-street  parking 
spaces  could  accommodate  any  potential  loading  needs.  Therefore,  there  would  be  no 
significant  loading  impacts  as  a  result  of  Project  4-4  with  either  Option  1  or  Option  2. 

PROJECT  4-5:  MISSISSIPPI  STREET  BICYCLE  LANES,  16'"  STREET  TO  MARIPOSA 
STREET 

Project  4-5  would  add  a  five-foot  wide  Class  II  bicycle  lane  in  each  direction  between  16"'  and 
Mariposa  Streets  by  allocating  8  feet  for  parking  and  narrowing  the  travel  lanes  to  12  feel. 

TRAFFIC:  INTERSECTION  LEVEL  OF  SERVICE  (LOS) 

Please  see  discussion  under  Setting:  Study  Intersection  on  p.  V.A.3-3  of  this  EIR. 
Transit 

There  are  no  transit  lines  on  this  segment  of  Mississippi  Street.  Therefore,  there  would  bi-  m> 
transit  impacts  with  implementation  of  Project  4-5. 


The  "door  zone"  refers  to  that  area  adjacent  to  a  parked  car  where  a  bicvclist  runs  the  risk  o\  [hmiiv;  hit 
by  a  suddenly  opened  car  door. 
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Parking 

There  would  be  no  changes  in  parking  layout  or  in  the  number  of  parking  spaces  in  this 
segment  of  Mississippi  Street.  Therefore,  there  v^^ould  be  no  parking  impacts  with 
implementation  of  Project  4-5. 

Pedestrian 

There  would  be  no  changes  in  sidewalk  width  or  crosswalk  layout.  The  interactions  between 
pedestrians  and  bicyclists  would  not  change  as  a  result  of  Project  4-5.  Therefore,  there  would  be 
no  pedestrian  impacts  with  implementation  of  Project  4-5. 

Bicycle 

The  installation  of  bicycle  lanes  would  provide  bicyclists  with  a  designated  right-of-way  for 
travel.  However,  there  is  potential  for  parked  trucks  to  infringe  upon  the  proposed  bicycle  lane 
or  conflict  with  bicycle  movement  when  backing  into  the  street.  Bicycle  volumes  and  loading 
activity  are  generally  low  in  this  area  and  these  conflicts  would  not  represent  a  change  from 
existing  conditions.  Therefore,  Project  4-5  would  not  result  in  a  significant  impact  to  bicyclists 
but  could  have  the  beneficial  effect  of  improving  roadway  conditions  and  safety  for  bicyclists. 

LOADING 

This  segment  of  Mississippi  Street  is  in  an  industrial  area.  The  current  interactions  between 
loading  vehicles  and  bicyclists  would  not  change  as  a  result  of  Project  4-5  and  would  not  affect 
loading  activity.  There  would  also  be  no  changes  to  the  available  on-street  or  off-street  loading 
spaces  along  this  segment.  Therefore,  there  would  be  no  significant  loading  impacts  with 
implementation  of  Project  4-5. 


CLUSTER  4:  SUMMARY  OF  SIGNIFICANT  IMPACTS  AND  MITIGATION 
MEASURES 


No  significant  impacts  were  identified  in  Cluster  4. 


CLUSTER  5:  MISSION/GLEN  PARK/EXCELSIOR  AREA6 


This  section  provides  a  description  of  the  Existing  plus  Project  and  2025  Cumulative  and  2025 
Cumulative  plus  Project  transportation  conditions  within  the  near-term  improvements  in 


'     Unless  otherwise  indicated,  all  intersection  analysis  is  for  PM  Peak  Hour  conditions. 
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Cluster  5.  Projects  5-1,  5-2,  5-3,  5-7,  5-8  and  5-11  have  one  design  option;  the  remaining  projects 
have  two  design  options. 

A  preferred  project  design  has  not  been  developed  for  either  Project  5-6  or  Project  5-10.  The 
preferred  project  design  for  near-term  improvements  in  Cluster  5  are  the  following  options: 
Project  5-3  Option  1,  Project  5-5  Option  1,  Project  5-11  Option  1,  and  Project  5-13  Option  1. 
These  are  described  and  analyzed  below  with  no  text  changes.  Project  5-1  Modified  Option  1, 
Project  5-2  Modified  Option  1,  Project  5-4  Modified  Option  1,  Project  5-9  Modified  Option  2,  and 
Project  5-12  Modified  Option  1  are  modified  projects  as  described  and  analyzed  in  this  section. 

The  Existing  plus  Project,  2025  Cumulative,  and  2025  Cumulative  plus  Project  turning 
movement  traffic  volumes  at  the  study  intersections  within  Cluster  5,  the  intersection  lane 
configurations  at  those  intersections,  and  the  level  of  service  and  transit  delay  calculation  sheets 
can  be  found  in  the  TIS. 

PROJECT  5-1:  23^'^  STREET  BICYCLE  LANES,  KANSAS  STREET  TO  POTRERO  AVENUE 

Modified  Project  5-1  would  provide  a  combination  of  Class  11  and  Class  III  facilities  on  23"^ 
Street.  It  would  provide  Class  II  bicycle  lanes  in  the  eastbound  direction  on  23"^  Street  between 
Utah  Street  and  Kansas  Street  and  in  the  westbound  direction  between  Kansas  Street  and  50  feet 
west  of  Utah  Street.  The  project  would  provide  sharrows  in  the  eastbound  direction  between 
Potrero  Avenue  and  Utah  Street  and  in  the  westbound  direction  from  50  feet  west  of  Utah  Street 
to  Potrero  Avenue.  This  project  would  remove  36  parking  spaces  on  the  north  side  of  23'^'  Street 
between  Kansas  Street  and  Potrero  Avenue.  Modified  Project  5-1  would  not  involve  traffic  lane 
removals. 

Project  5-1  would  involve  the  installation  of  a  Class  II  bicycle  lane  in  the  eastbound  direction 
and  the  addition  of  sharrows  to  the  existing  Class  III  bicycle  route  in  the  westbound  direction. 
Project  5-1  would  not  involve  travel  lane  or  parking  removal.  However,  travel  lanes  would  be 
narrowed  from  12  to  10  feet,  and  the  parking  on  the  north  side  of  the  street  would  be  reduced 
from  eight  to  seven  feet  in  width  in  order  to  create  space  for  the  eastbound  bicycle  lane. 

TRAFFIC:  INTERSECTION  LEVEL  OF  SERVICE  (LOS) 

The  modified  project  would  install  a  westbound  Class  II  bicycle  lane  lri>m  Kansas  Street  io  50 
feet  west  of  Utah  Street  through  removal  of  parking  on  the  north  siiU-  ol  the  street,  but  would 
not  reduce  the  number  of  traffic  lanes.  The  modified  project  would  not  im  liiili>  a  Cla.ss  II  bicycle 
lane  in  the  eastbound  direction  on  the  block  of  23"'  Street  betweiMi  I'olrero  A\enue  and  Utah 
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Street  as  analyzed  in  the  Draft  EIR.  Modified  Project  5-1  w^ould  reduce  the  scope  of  the  project 
compared  to  the  project  analyzed  in  the  Draft  EIR,  and  therefore,  no  additional  traffic  analysis 
would  be  required  under  the  revised  project. 

This  project  would  add  sharrows  to  the  existing  Class  III  bicycle  route  in  the  eastbound 
direction  from  Potrero  Avenue  to  Utah  Street.  Sharrows  in  the  eastbound  direction  were  not 
analyzed  for  this  project  in  the  Draft  EIR.  This  project  would  add  sharrows  to  the  existing  Class 
III  bicycle  route  in  the  westbound  direction  from  50  feet  west  of  Utah  Street  to  Potrero  Avenue, 
a  distance  of  approximately  200  feet.  The  Draft  EIR  analyzed  sharrows  in  the  westbound 
direction  for  the  entire  project  length,  from  Kansas  Street  to  Potrero  Avenue.  Refer  to  the 
analysis  of  the  installation  of  sharrows  to  the  bicycle  route  network  on  p.  V.A.4-13  of  the  Draft 
EIR.  Because  the  potential  impacts  resulting  from  the  installation  of  sharrows  are  presented  in 
the  Draft  EIR,  no  additional  analysis  is  required  as  a  result  of  this  project  revision.  In  addition, 
as  discussed  in  the  Draft  EIR,  there  would  be  no  significant  impacts  as  a  result  of  the  installation 
of  sharrows. 

Modified  Project  5-1  would  not  remove  any  traffic  lanes.  Therefore,  as  discussed  above  there 
would  not  be  a  significant  traffic  impact  with  the  implementation  of  Modified  Project  5-1 . 

Intersection  LOS  calculations  were  performed  for  the  PM  peak  hour. 

PM  Peak  Hour 

One  study  intersection  is  included  for  the  PM  Peak  Hour  for  Project  5-1.  Table  V.5-12, 
p.  V.A.3-408,  and  Table  V.5-13,  p.  V.A.3-419,  summarize  these  results. 

TABLE  V.5-12 
CLUSTER  5  -  PROJECT  5-1 
INTERSECTION  LEVEL  OF  SERVICE  (LOS)  AND  AVERAGE  DELAY  -  EXISTING  AND  EXISTING 
PLUS  PROJECT  CONDITIONS  -  WEEKDAY  PM  PEAK  HOUR 

 Existing   Existing  plus  Project 

Intersection  Average  Delay^       LOS     Average  Delay^  LOS 

19.       Potrero  Avenue/23rd  Street  24.7  C  24.7  C 

Source:     Wilbur  Smith  Associates,  October  2008 

Nole: 

 a.      Delay  in  seconds  per  vcliiclc.  
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TABLE  V.5-13 
CLUSTER  5  -  PROJECT  5-1 
INTERSECTION  LEVEL  OF  SERVICE  (LOS)  AND  AVERAGE  DELAY  -  2025  CUMULATIVE  AND 
2025  CUMULATIVE  PLUS  PROJECT  CONDITIONS  -  WEEKDAY  PM  PEAK  HOUR 

2025  Cumulative         2025  Cumulative  plus  Project 

Intersection  Average  Delay^     LOS       Average  Delay^  LOS 

19.        Potrero  Avenue/23rd  Street  26.9  C  26.9  C 

Source:     Wilbur  Smith  Associates,  October  2008 

Note: 

 a.     Delay  in  seconds  per  vehicle.  

Intersection  19:  Potrero  Avenue/23"^  Street 
Existing  and  Existing  plus  Project  Conditions 

Under  Existing  conditions,  this  intersection  operates  at  LOS  C  with  a  delay  of  24.7  seconds.  The 
Potrero  Avenue/23'^'^  Street  intersection  would  continue  to  operate  satisfactorily  at  LOS  C,  with 
24.7  seconds  of  average  delay  under  Existing  plus  Project  conditions.  There  are  no  lane 
configuration  adjustments  to  the  intersection  under  Existing  plus  Project  conditions  relative  to 
Existing  conditions.  Hence,  there  would  be  no  change  in  LOS  or  delay  for  this  intersection, 
compared  to  Existing  conditions.  Therefore,  Project  5-1  would  not  cause  a  significant  impact  fo 
the  Potrero  Avenue/23'^'^  Street  intersection  under  Existing  plus  Project  conditions.  See  Table 
V.5-12,  p.  V.A.3-408,  for  these  results. 

2025  Cumulative  and  2025  Cumulative  plus  Project  Conditions 

Under  2025  Cumulative  conditions,  the  Potrero  Avenue/23'^  Street  intersection  would  operate 
satisfactorily  at  LOS  C,  with  26.9  seconds  of  average  delay  under  2025  Cumulative  conditions. 
Under  2025  Cumulative  plus  Project  conditions,  this  intersection  would  operate  satisfactorily  at 
LOS  C,  with  26.9  seconds  of  delay.  Therefore,  a  significant  impact  would  not  occur  a  I  this 
intersection  with  the  implementation  of  Project  5-1.  See  Table  V.5-13,  p.  V.A.3-4P',  lot  liu  ^i' 
results. 

TRANSIT 

Muni  bus  line  48  and  UCSF  Blue/Gold  shuttles  run  along  this  segment  of  23'*'  Street,  with 
approximately  nine  buses  per  hour  each  way  and  three  westbtuiml  .iini  si<\  i<n  iMslboiiiul  I  (.  "^I 
shuttles  during  the  AM  and  PM  peak  periods. 
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Project  5-1  would  narrow  both  travel  lanes  from  12  to  10  feet  in  width  and  the  westbound  on- 
street  parking  lane  from  8  to  7  feet  in  width.  The  reduction  in  width  of  travel  and  on-street 
parking  lanes,  with  Project  5-1,  would  not  effect  Muni  or  UCSF  shuttle  operations.  Bus  and 
bicycle  interaction  would  not  change  with  Project  5-1  from  existing  conditions.  Therefore,  there 
would  be  no  significant  transit  impact  with  implementation  of  Project  5-1. 

PARKING 

There  are  approximately  62  existing  on-street  parking  spaces  on  both  sides  of  23rd  Street 
between  Kansas  Street  and  Potrero  Avenue.  Modified  Project  5-1  would  remove  approximately 
36  on-street  parking  spaces  on  the  north  side  of  23rd  Street  between  Kansas  Street  and  Potrero 
Avenue.  Because  existing  parking  occupancy  along  23rd  Street  is  generally  high,  the  loss  of  36 
spaces  on  this  block  would  increase  the  occupancy  rate  in  the  area. 

In  San  Francisco,  parking  supply  is  not  considered  a  permanent  physical  condition,  and  changes 
in  the  parking  supply  would  not  be  a  significant  environmental  impact  as  under  the  CEQA  but 
rather  a  social  effect.  The  loss  of  parking  may  cause  potential,  indirect  physical  effects,  which 
would  include  cars  circling  and  looking  for  a  parking  space  on  neighboring  streets.  The 
secondary  effects  of  drivers  searching  for  parking  is  typically  offset  by  a  reduction  in  vehicle 
trips  due  to  others  who  are  aware  of  constrained  parking  conditions  in  a  given  area.  Hence,  any 
secondary  environmental  impacts  that  may  result  from  a  shortfall  in  parking  in  the  vicinity  of 
modified  Project  5-1  would  be  minor.  The  changes  in  on-street  parking  also  would  not  cause 
any  secondary  physical  impacts,  such  as  traffic  congestion,  air  quality  impacts,  or  noise  impacts 
caused  by  congestion.  Therefore,  there  would  be  no  significant  parking  impacts  as  a  result  of 
Modified  Project  5-1. 

Project  5-1  would  narrow  the  westbound  parking  lane  to  7  feet,  but  there  would  be  no  parking 
removal.  Therefore,  there  would  be  no  significant  parking  impacts  with  implementation  of 
Project  5-1 . 

PEDESTRIAN 

Pedestrian  volumes  are  heaviest  at  the  crosswalks  at  the  T-intersection  in  front  of  the  SFGH 
main  entrance.  Because  there  are  stop  signs  for  through  traffic  at  this  location  on  23"^^  Street, 
bicycles  and  motor  vehicles  would  have  to  stop  and  would  in  effect  accommodate  safe  crossing 
for  pedestrians  at  this  location.  Furthermore,  there  would  be  no  changes  in  the  sidewalk  width 
or  crosswalk  layout,  and  the  interactions  between  pedestrians  and  bicyclists  would  not  change 


Case  No.  2007.0347E 

San  Francisco  Bicycle  Plan 


V.A.3-420 


Final  EIR 
August  2009 


V.  Environmental  Setting  and  Impacts  and  Mitigation  Measures 

A.  Transportation 
3.  Project-Level  Analysis 

as  a  result  of  Project  5-1.  Therefore,  there  would  be  no  pedestrian  impacts  with  implementation 
of  Project  5-1. 

BICYCLE 

The  installation  of  sharrows  would  increase  the  motor  vehicle  driver's  awareness  that  bicyclists 
may  be  on  the  road  as  well  as  identify  to  the  bicyclists  the  pathway  outside  the  'door  zone'.^ 
Bicyclists  would  benefit  from  the  installation  of  bicycle  lanes  with  the  designation  of  a  clear 
right-of-way  for  their  use.  Hence,  Project  5-1  would  not  have  a  significant  impact  on  cyclists  but 
could  have  the  beneficial  effect  of  improving  roadway  conditions  and  safety  for  bicyclists. 

LOADING 

This  segment  of  23"^  Street  has  hospital  buildings  on  the  north  side  and  a  parking  garage  and 
residential  uses  on  the  south  side.  The  hospital's  loading  demand  is  generally  accommodated  at 
off-street  loading  facilities  on  the  campus.  The  proposed  new  SFGH  acute  care  buildings 
include  loading  improvement  measures  that  require  that  SFGH  assess  the  loading  needs  at  each 
location  or  building,  and  then  develop  a  plan  for  either  consolidating  loading  operations  at  the 
main  loading  dock  behind  Building  5  and  then  redistributing  to  other  buildings,  or  creating 


See  note  on  San  Francisco's  Shared  Lane  Pavement  Markings:  Improving  Hk  vcio  Safety. 
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additional  loading  spaces  at  the  buildings/locations  where  needed.  Only  occasional  double- 
parking  was  observed^  along  23^'^  Street  west  of  Utah  Street.  There  would  be  no  changes  in  the 
number  or  location  of  on-street  yellow  commercial  freight  loading  spaces  or  access  to  off-street 
loading  facilities.  Therefore,  there  would  be  no  significant  loading  impacts  with  implementation 
of  Project  5-1. 

PROJECT  5-2:  ALEMANY  BOULEVARD  BiCYCLE  LANES,  BAYSHORE  BOULEVARD  TO 
ROUSSEAU  STREET  dfMM 

Project  5-2  provides  a  combination  of  Class  II  and  Class  III  bicycle  facilities  in  both  directions  on 
Alemany  Boulevard  between  Bayshore  Boulevard  and  Rousseau  Street  through  a  combination 
of  traffic  lane  and  parking  removals.  The  preferred  design  is  a  modification  of  the  one  option 
analyzed  in  the  Draft  EIR  which  will  be  referred  to  as  Modified  Project  5-2.  The  modified 
project  differs  from  the  option  analyzed  in  the  Draft  EIR  in  that  it  would  remove  an  eastboimd 
travel  lane  from  Trumbull  Street  to  300  feet  west  of  Putnam  Street. 

Project  5-2  would  add  a  Class  II  bicycle  lane  in  each  direction  on  Alemany  Boulevard  between 
Rousseau  and  Putnam  Streets  and  sharrows  in  both  directions  between  Bayshore  Boulevard 
and  Putnam  Street.  Project  5-2  would  remove  an  eastbound  travel  lane  between  Rousseau  and 
Trumbull  Streets  and  one  westbound  lane  between  Putnam  and  Ellsworth  Streets. 
Approximately  375  under-utilized  on-street  parking  spaces  would  be  removed,  north  side  of 
Alemany  Boulevard  between  Ellsworth  and  Rousseau  Streets  and  south  side  between  Rousseau 
and  Putnam  Streets.  The  project  would  also  add  a  left-turn  Class  II  bicycle  lane  on  eastbound 
Alemany  Boulevard  approaching  Bayshore  Boulevard. 

TRAFFIC:  INTERSECTION  LEVEL  OF  SERVICE  (LOS) 

In  addition  to  the  changes  proposed  in  Project  5-2,  Modified  Project  5-2  would  remove  an 
eastbound  travel  lane  on  Alemany  Boulevard  from  Trumbull  Street  to  300  feet  west  of  Putnam 
Street  in  order  to  provide  a  buffer  lane  between  fast  moving  traffic  on  Alemany  Boulevard  and 
the  proposed  Class  II  bicycle  lane.  This  lane  removal  is  along  a  segment  of  Alemany  Boulevard 
parallel  to  the  1-280  freeway  that  has  three  lanes  of  traffic  in  each  direction.  This  section  of 
Alemany  Boulevard  is  uninterrupted  by  intersections  and  traffic  generally  operates  in  free  flow 
conditions.  Therefore,  the  intersection  analysis  provided  in  the  Draft  EIR  is  unchanged  for  this 
modification.     For  the  traffic  volumes  along  this  segment,  two  lanes  are  sufficient  to 


^     Field  surveys  were  conducted  by  CHS  Consulting  on  Tuesday,  September  18,  2007  during  the 
midday. 
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accommodate  the  traffic  volume.  The  lane  configuration  for  the  1-280  on-  and  off-ramp  merges 
would  not  be  changed.  The  eastbound  lane  proposed  to  be  removed  is  the  far  right  lane  of 
Alemany  Boulevard,  and  the  on-  and  off-ramps  connecting  to  the  T280  freeway  are  on  the  left 
side  of  Alemany  Boulevard.  The  lane  configuration  at  the  signalized  intersection  of  Alemany 
Boulevard  and  Putnam  Street  would  not  be  changed  from  existing  condition  or  from  what  was 
analyzed  in  the  Draft  EIR.  The  eastbound  lane  removal  ends  200  feet  west  of  the  Alemany 
Boulevard/Putnam  Street  intersection.  There  would  be  no  reduction  in  the  number  of  traffic 
lanes  at  the  Alemany  Boulevard/Putnam  Street  intersection,  so  there  would  be  no  change  in  the 
intersection  LOS.  Therefore,  there  would  be  no  significant  traffic  impact  as  a  result  of  the 
implementation  of  Modified  Project  5-2. 

Intersection  LOS  calculations  were  performed  for  the  PM  peak  hour. 
FM  Peak  Hour 

Three  study  intersections  are  included  for  the  PM  Peak  Hour  for  Project  5-2. 

One  study  intersection  is  included  for  the  PM  peak  hour  for  Project  5-2.  Table  V.5-14,  p.  V.A.3- 
424,  and  Table  V.5-15,  p.  V.A.3-425,  summarize  these  results  for  Existing  plus  Project  and 
Cumulative  plus  Project  PM  Peak  Hour. 

Intersection  26:  Bayshore  Boulevard/Alemany  Boulevard/Industrial  Street 

The  Bayshore  Boulevard/Alemany  Boulevard/Industrial  Street  intersection  is  common  to 
Projects  5-2  and  5-4  within  the  Cluster  5  area.  Only  one  design  option  is  proposed  for 
Project  5-2.  However,  for  Project  5-4,  two  design  options  -  Option  1  and  Option  2  arc  proposed. 
For  Project  5-2,  no  lane  configuration  changes  are  proposed  relative  to  Existing  conditions.  For 
Project  5-4,  Option  1  would  reduce  one  through  lane  in  the  northbound  direction.  Option  2  tor 
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Project  5-4  would  result  in  the  replacement  of  a  shared  through-right  lane  in  the  northbound 
direction  with  an  exclusive  right-turn  lane.  Since  combined  Projects  5-2  and  5-4  would  not  result 
in  a  significant  traffic  impact  at  the  intersection  of  Bayshore  Boulevard/Alemany 
Boulevard/Industrial  Street  for  the  PM  peak  hour  under  Existing  plus  Project  conditions,  there 
would  be  no  significant  traffic  impact  at  the  intersection  of  Bayshore  Boulevard/Alemany 
Boulevard/Industrial  Street  for  the  PM  peak  hour  under  Existing  plus  Project  and  2025 
Cumulative  plus  Project  conditions.  Therefore,  the  analysis  below  reflects  the  impacts  of  both 
projects. 

•  Option  1 

Existing  and  Existing  plus  Project  Conditions  for  Projects  5-2  and  5-4  combined 

Under  Existing  conditions,  this  intersection  operates  at  LOS  D  with  51.2  seconds  of 
delay.  The  Bayshore  Boulevard/Alemany  Boulevard/Industrial  Street  intersection  would 
operate  unsatisfactorily  at  LOS  D,  with  52.3  seconds  of  average  delay  under  Existing 
plus  Project  conditions  for  Projects  5-2  and  5-4  combined.  The  northbound  lane 
configuration  would  be  modified  from  two  through  lanes,  one  exclusive  left-turn  lane, 
and  one  shared  through-right  turn  lane  to  one  through  lane,  one  exclusive  left-turn  lane, 
and  one  shared  through-right  turn  lane.  Since  the  intersection  continues  to  operate  at  an 
acceptable  LOS,  Projects  5-2  and  5-4  Option  1  would  not  cause  a  significant  traffic 
impact  to  the  Bayshore  Boulevard/Alemany  Boulevard/Industrial  Street  intersection 
under  Existing  plus  Project  conditions.  Table  V.5-14,  p.  V.A.3-424  summarizes  these 
results. 

2025  Cumulative  and  2025  Cumulative  plus  Project  Conditions  for  Projects  5-2  and  5-4 
combined 

The  Bayshore  Boulevard/Alemany  Boulevard/Industrial  Street  intersection  would 
operate  unsatisfactorily  at  LOS  F  in  the  PM  Peak  Hour,  with  more  than  80  seconds  of 
average  delay  under  2025  Cumulative  conditions.  With  implementation  of  Option  1  of 
the  combined  Projects  5-2  and  5-4  under  2025  Cumulative  plus  Project  conditions,  this 
intersection  would  operate  unsatisfactorily  at  LOS  F,  with  more  than  80  seconds  of 
delay.  However,  there  would  be  no  change  in  LOS  for  the  southbound  critical 
movement;  therefore,  a  significant  impact  would  not  occur  at  this  intersection  with  the 
implementation  of  Projects  5-2  and  5-4  combined  Option  L  Table  v.5-15  on  p.  V.A.3-425 
summarizes  these  results. 

•  Option  2 

Existing  and  Existing  plus  Project  Conditions  for  Projects  5-2  and  5-4  combined 

Under  Existing  conditions,  this  intersection  operates  at  LOS  D  with  5L2  seconds  of 
delay.  The  Bayshore  Boulevard/Alemany  Boulevard/Industrial  Street  intersection  would 
operafe  unsatisfactorily  at  LOS  D,  with  5L7  seconds  of  delay  under  Existing  plus  Project 
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conditions  for  Option  2  of  the  combined  Projects  5-2  and  5-4  combined.  The  northbound 
lane  configuration  would  be  modified  from  two  through  lanes,  one  exclusive  left-turn 
lane,  and  one  shared  through-right  turn  lane  to  two  through  lanes,  one  exclusive  left- 
turn  lane,  and  one  exclusive  right-turn  lane.  Since  the  intersection  continues  to  operate 
at  an  acceptable  LOS,  Projects  5-2  and  5-4  combined  Option  2  would  not  cause  a 
significant  traffic  impact  to  the  Bayshore  Boulevard/Alemany  Boulevard/Industrial 
Street  intersection  under  Existing  plus  Project  conditions.  Please  see  Table  V.5-20  on  p. 
V.A.3-438. 

2025  Cumulative  and  2025  Cumulative  plus  Project  Conditions  for  Projects  5-2  and  5-4 
combined 

The  Bayshore  Boulevard/Alemany  Boulevard/Industrial  Street  intersection  would 
operate  unsatisfactorily  at  LOS  F  in  the  PM  Peak  Hour,  with  more  than  80  seconds  of 
average  delay  for  Option  2  of  the  combined  Projects  5-2  and  5-4  combined  under  2025 
Cumulative  conditions.  The  Bayshore  Boulevard/Alemany  Boulevard/Industrial  Street 
intersection  would  operate  imsatisfactorily  at  LOS  F,  with  more  than  80  seconds  of  delay 
under  2025  Cumulative  plus  Project  conditions.  However,  there  would  be  no  change  in 
LOS  for  the  southbound  critical  movement;  therefore,  a  significant  impact  would  not 
occur  at  this  intersection  with  the  implementation  of  Option  2  of  the  combined 
Projects  5-2  and  5-4.  Please  see  Table  V.5-21  on  p.  V.A.3-438. 

Intersection  33:  Putnam  Street/1-280  Off-Ram p/Alemany  Boulevard 
Existing  and  Existing  plus  Project  Conditions 

Under  Existing  conditions,  this  intersection  operates  at  LOS  C  with  25.5  seconds  of  delay.  The 
Putnam  Street/I-280  Off-Ramp/Alemany  Boulevard  intersection  would  operate  satisfactorily  at 
LOS  C,  with  25.5  seconds  of  average  delay  under  Existing  plus  Project  conditions.  There  arc  no 
lane  configuration  adjustments  to  the  intersection  under  Existing  plus  Project  conditions 
relative  to  Existing  conditions.  Hence,  there  would  be  no  change  in  LOS  or  dela\'  at  this 
intersection,  compared  to  Existing  conditions.  Therefore,  Project  5-2  would  not  cause  a 
significant  impact  to  the  Putnam  Street/I-280  Off-Ramp/Alemany  Boulevard  intersection  under 
Existing  plus  Project  conditions.  Table  V.5-14,  p  V. A. 3-424,  summarizes  these  results. 
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TABLE  V.5-14 
CLUSTER  5  -  PROJECT  5-2  " 
INTERSECTION  LEVEL  OF  SERVICE  (LOS)  AND  AVERAGE  DELAY  -  EXISTING  AND  EXISTING 
PLUS  PROJECT  CONDITIONS  -  WEEKDAY  PM  PEAK  HOUR 


Existing  Existing  plus  Project 

Intersection  Average  Delay^       LOS     Average  Delay^  LOS 


26.       Bayshore              Boulevard/Alemany  51.2                    D                  52.3  D 
Boulevard/Industrial  Street'' 

33.       Putnam  Street/I-280  off-ramp/Alemany  25.5                    C                  25.5  C 
Boulevard 

36.       Justin  Drive/Congdon  Street/Alemany  20                     C                  20.5  C 
Boulevard 


Source:      Wilbur  Smith  Associates,  October  2008 
Notes: 

a.  Delay  in  seconds  per  vehicle. 

b.  LOS  and  average  delay  for  Bayshore  Boulevard/Alemany  Boulevard/Industrial  Street  for  combined  impacts  of  Projects 
5-2  and  5-4. 


2025  Cumulative  and  2025  Cumulative  plus  Project  Conditions 

The  Putnam  Street/I-280  Off-Ramp/Alemany  Boulevard  intersection  would  operate 
satisfactorily  at  LOS  D,  with  39.4  seconds  of  average  delay  under  2025  Cumulative  conditions. 
Under  2025  Cumulative  plus  Project  conditions,  this  intersection  would  operate  satisfactorily  at 
LOS  D,  with  39.4  seconds  of  delay  under  2025  Cumulative  plus  Project  conditions.  Therefore,  a 
significant  impact  would  not  occur  at  this  intersection  with  the  implementation  of  Project  5-2. 
Table  V.5-15,  p.  V. A. 3-425,  below,  summarizes  these  results. 
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TABLE  V.5-15 
CLUSTER  5  -  PROJECT  5-2 
INTERSECTION  LEVEL  OF  SERVICE  (LOS)  AND  AVERAGE  DELAY  -  2025  CUMULATIVE  AND 
2025  CUMULATIVE  PLUS  PROJECT  CONDITIONS  -  WEEKDAY  PM  PEAK  HOUR 

2025  Cumulative  plus 
2025  Cumulative   Project  

Intersection  Average  Delay^      LOS"     Average  Delay^  LOS" 


26.       Bayshore  Boulevard/Alemany  >80  F                  >80  F 
Boulevard/Industrial  Street^ 

33.       Putnam  Street/1-280  off-ramp/Alemany  39.4  D                  39.4  D 
Boulevard 

36.       Justin  Drive/Congdon  Street/Alemany  53.5  D                   30  C 
Boulevard 


Source:      Wilbur  Smith  Associates,  October  2008 

Notes: 

a.  Delay  in  seconds  per  vehicle. 

b.  Intersections  operating  at  LOS  E  or  LOS  F  conditions  highlighted  in  bold. 

c.  LOS  and  average  delay  for  Bayshore  Boulevard/Alemany  Boulevard/Industrial  Street  for  combined  impacts  of  Projecls 

 5-2  and  5-4.  

Intersection  36:  Justin  Drive/Congdon  Street/Alemany  Boulevard 
Existing  and  Existing  plus  Project  Conditions 

Under  Existing  conditions,  this  intersection  operates  at  LOS  C  with  20  seconds  of  delay.  The 
Justin  Drive/Congdon  Street/Alemany  Boulevard  intersection  would  operate  satisfactorily  at 
LOS  C,  with  25.5  seconds  of  average  delay  under  Existing  plus  Project  conditions.  The 
eastbound  lane  configuration  would  be  modified  from  two  through  lanes  and  one  shared 
through-right  turn  lane  to  two  through  lanes  and  one  exclusive  right-turn  lane.  The  westbound 
lane  configuration  would  be  modified  from  two  through  lanes  and  one  shared  through-right 
turn  lane  to  one  through  lane  and  one  shared  through-right  turn  lane.  Due  to  the  reduction  of 
capacity  in  the  westbound  direction  and  the  lane  configuration  adjustment  in  the  eastbound 
direction,  there  would  be  an  increase  in  delay  along  these  approaches.  However,  the  average 
intersection  delay  would  increase  by  0.5  seconds,  compared  to  Existing  conditions.  Therefore, 
Project  5-2  would  not  cause  a  significant  traffic  impact  to  the  Justin  Drive/Congdon 
Street/Alemany  Boulevard  intersection  under  Existing  plus  I'rt^ject  conditions.  T.ible  V.5-14, 
p.  V.A.3-424,  summarizes  these  results. 
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2025  Cumulative  and  2025  Cumulative  plus  Project  Conditions 

The  Justin  Drive/Congdon  Street/Alemany  Boulevard  intersection  would  operate  satisfactorily 
at  LOS  D,  v^^ith  53.5  seconds  of  average  delay  under  2025  Cumulative  conditions.  The  Justin 
Drive/Congdon  Street/Alemany  Boulevard  intersection  would  operate  satisfactorily  at  LOS  C, 
with  30  seconds  of  delay  under  2025  Cumulative  plus  Project  conditions.  Therefore,  a  significant 
impact  would  not  occur  at  this  intersection  with  the  implementation  of  Project  5-2.  Table  V.5-15, 
p.  V.A.3-425  summarizes  these  results. 

TRANSIT 

Project  5-2  shares  a  common  intersection  (Intersection  26:  Bayshore  Boulevard/Alemany 
Boulevard/Industrial  Street)  with  Project  5-4:  Alemany  Boulevard  Bicycle  Lanes,  Bayshore 
Boulevard  to  Rousseau  Street.  The  transit  delay  analysis  below  (Projects  5-2  and  5-4  combined) 
reflects  the  combined  impact  of  Projects  5-2  and  5-4  modifications  to  the  Alemany  Boulevard 
Bicycle  Lanes,  Bayshore  Boulevard  to  Rousseau  Street  intersection  on  transit  delay.  The  impacts 
resulting  from  the  implementation  of  individual  Project  5-2  (Project  5-2)  without  Project  5-4 
modifications  will  follow. 

•    Option  1 

Existing  and  Existing  plus  Project  Conditions  for  Projects  5-2  and  5-4  combined 

Under  Existing  conditions,  for  combined  Project  5-4  and  Project  5-2  Option  1  would  add 
no  delay  for  Muni  bus  lines  9,  9X,  9AX  and  SamTrans  292  southbound  and 
approximately  147  seconds  (2.5  minutes)  of  delay  northbound  in  the  PM  peak  period. 
Option  1  would  add  approximately  190  seconds  (3.2  minutes)  of  delay  for  Muni  bus 
lines  23  and  24  southbound  with  no  change  in  delay  northbound  in  the  PM  peak  period. 
The  headways  for  transit  service  on  this  segment  of  Bayshore  Boulevard  range  from  8  to 
30  minutes;  the  total  added  delay  of  approximately  147  seconds  (2.5  minutes)  for  Muni 
bus  lines  9,  9X,  9AX  and  SamTrans  292  or  190  seconds  (3.2  minutes)  for  Muni  bus  lines 
23  and  24  would  be  less  than  the  transit  delay  threshold  of  6  minutes.  Therefore,  a 
significant  transit  impact  would  not  occur  with  the  implementation  of  Projects  5-2  and  5- 
4  combined  Option  1  under  Existing  plus  Project  conditions. 

2025  Cumulative  and  2025  Cumulative  plus  Project  Conditions  for  Projects  5-2  and  5-4 
combined 

Under  Cumulative  conditions,  for  combined  Project  5-4  and  Project  5-2,  Option  1  would 
add  no  delay  for  Muni  bus  lines  9,  9X,  9AX  and  SamTrans  292  southbound  and 
approximately  417  seconds  (7.0  minutes)  of  delay  northbound  in  the  PM  peak  period. 
Option  1  would  add  approximately  12  seconds  of  delay  for  Muni  bus  lines  23  and  24 
southbound  and  58  seconds  of  delay  northbound  in  the  PM  peak  period.  The  headways 
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for  transit  service  on  this  segment  of  Bay  shore  Boulevard  range  from  8  to  30  minutes;  the 
total  added  delay  of  approximately  417  seconds  (7.0  minutes)  for  Muni  bus  lines  9,  9X, 
9 AX  and  SamTrans  292  would  be  greater  than  the  transit  delay  threshold  of  6  minutes. 
The  total  added  delay  of  approximately  70  seconds  (1.2  minutes)  for  Muni  bus  lines  23 
and  24  would  be  less  than  the  transit  delay  threshold  of  6  minutes.  Therefore,  a 
significant  transit  impact  (Significant  Impact  TR-P5-4f)  would  occur  for  Muni  bus  lines 
9,  9X,  9 AX  and  SamTrans  292  with  the  implementation  of  Projects  5-2  and  5-4  combined 
Option  1  under  2025  Cumulative  plus  Project  conditions. 

•    Option  2 

Existing  and  Existing  plus  Project  Conditions  for  Projects  5-2  and  5-4  combined 
Under  Existing  conditions,  for  combined  Project  5-4  and  Project  5-2  Option  2  would  add 
no  delay  for  Muni  bus  lines  9,  9X,  9AX  and  SamTrans  292  southbound  and 
approximately  20  seconds  of  delay  northbound  in  the  PM  peak  period.  Option  2  would 
not  impact  operation  of  Muni  bus  lines  23  or  24  in  either  the  northbound  or  southbound 
directions  in  the  PM  peak  hour.  The  headways  for  transit  service  on  this  segment  of 
Bayshore  Boulevard  range  from  8  to  30  minutes;  the  total  added  delay  of  approximately 
20  seconds  for  Muni  bus  lines  9,  9X,  9AX  and  SamTrans  292  would  be  less  than  the 
transit  delay  threshold  of  6  minutes.  There  would  be  no  change  in  delay  for  Muni  bus 
lines  23  and  24.  Therefore,  a  significant  transit  impact  would  not  occur  with 
implementation  of  Projects  5-2  and  5-4  combined  Option  2  under  Existing  plus  Project 
Conditions. 

2025  Cumulative  and  2025  Cumulative  plus  Project  Conditions  for  Projects  5-2  and  5-4 
combined 

Under  Cumulative  conditions,  for  combined  Project  5-4  and  Project  5-2,  Option  2  w  ouid 
add  no  delay  for  Muni  bus  lines  9,  9X,  9AX  and  SamTrans  292  southbound  and 
approximately  103  seconds  (1.7  minutes)  of  delay  northbound  in  the  PM  peak  period. 
Option  2  would  not  impact  operation  of  Muni  bus  lines  23  or  24  in  either  the 
northbound  or  southbound  directions  in  the  PM  peak  hour.  The  headways  for  transit 
service  on  this  segment  of  Bayshore  Boulevard  range  from  8  to  30  minutes;  the  total 
added  delay  of  approximately  103  seconds  (1.7  minutes)  for  Muni  bus  lines  9,  9X,  9A\ 
and  SamTrans  292  would  be  less  than  the  transit  delay  threshold  of  6  minutes.  There 
would  be  no  change  in  delay  for  Muni  bus  lines  23  and  24.  Therefore,  a  significant 
transit  impact  would  not  occur  with  implementation  of  Projects  5-2  and  5-4  combined 
Option  2  under  2025  Cumulative  plus  Project  conditions. 

Project  Conditions  for  Project  5-2  alone 

Muni  bus  line  14X  runs  in  both  directions  along  this  segment,  and  Muni  bus  line  67  runs 
only  in  the  westbound  direction.  Muni  bus  line  23  runs  in  both  directions  on  Aiemany 
Boulevard  between  Bayshore  Boulevard  and  Putnam  Street  with  no  stops  along  this 
section.  There  are  approximately  14  westbound  buses  and  10  eastbouml  busi-s  pi<r  hour 
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during  the  peak  periods.  The  two  westbound  Muni  bus  stops  in  this  segment  are  located 
on  the  nearside  of  Folsom  Street  and  on  the  far  side  of  Ellsworth  Street.  Project  5-2 
would  not  cause  any  Muni  delay  in  this  section  of  Alemany  Boulevard  because  there 
would  be  no  change  to  the  existing  Muni  bus  stop  configuration  or  location;  therefore 
there  would  be  no  significant  transit  impacts  as  a  result  of  implementation  of  Project  5-2 
alone. 

PARKING 

Project  5-2  would  remove  a  total  of  approximately  375  on-street  parking  spaces  on  the  north 
side  of  Alemany  Boulevard  between  Ellsworth  and  Rousseau  Streets  and  on  the  south  side 
between  Rousseau  and  Putnam  Streets.  The  1-280  freeway  is  located  on  the  south  side  of 
Alemany  Boulevard  between  Bayshore  Boulevard  and  the  overpass  over  1-280.  Land  uses  on  the 
north  side  of  Alemany  Boulevard  include  an  industrial  building  and  three  to  four  story 
residential  buildings.  The  industrial  building  has  its  own  parking  lot  and  the  residential 
buildings  have  parking  garages  and  lots.  The  demand  for  on-street  parking  spaces  was 
observed  to  be  low  during  the  weekday  midday.  On  the  weekends,  the  parking  demand  is  high 
in  the  vicinity  of  Alemany  Boulevard  and  Putnam  Street  due  the  Farmers'  Market  and  Flea 
Market.  Demand  for  weekday  on-street  parking  would  be  accommodated  with  the  supply 
remaining  after  implementation  of  Project  5-2. 

San  Francisco  does  not  consider  parking  supply  as  part  of  the  permanent  physical  environment. 
Parking  conditions  are  not  static,  as  parking  supply  and  demand  varies  from  day  to  day,  from 
day  to  night,  from  month  to  month,  etc.  Hence,  the  availability  of  parking  spaces  (or  lack 
thereof)  is  not  a  permanent  physical  condition,  but  changes  over  time  as  people  change  their 
modes  and  patterns  of  travel. 

In  San  Francisco,  parking  deficits  are  considered  to  be  social  effects,  rather  than  impacts  on  the 
physical  environment  as  defined  by  CEQA.  Under  CEQA,  a  project's  social  effects  need  not  be 
treated  as  significant  impacts  on  the  environment.  Environmental  documents  should,  however, 
address  the  secondary  physical  impacts  that  could  be  triggered  by  a  social  impact.  (CEQA 
Guidelines  Section  15131(a).)  The  social  inconvenience  of  parking  deficits,  such  as  having  to 
hunt  for  scarce  parking  spaces,  is  not  an  environmental  impact,  but  there  may  be  secondary 
physical  environmental  impacts,  such  as  increased  traffic  congestion  at  intersections,  air  quality 
impacts,  safety  impacts,  or  noise  impacts  caused  by  congestion.  In  the  experience  of  San 
Francisco  transportatiorr  planners,  however,  the  absence  of  a  ready  supply  of  parking  spaces, 
combined  with  available  alternatives  to  auto  travel  (e.g.,  transit  service,  taxis,  bicycles  or  travel 
by  foot)  and  a  relatively  dense  pattern  of  urban  development,  induces  many  drivers  to  seek  and 
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find  alternative  parking  facilities,  shift  to  other  modes  of  travel,  or  change  their  overall  travel 
habits.  Any  such  resulting  shifts  to  transit  service  in  particular,  would  be  in  keeping  with  the 
City's  "Transit  First"  policy.  The  City's  Transit  First  Policy,  established  in  the  City's  Charter 
Section  16.102  provides  that  "parking  policies  for  areas  well  served  by  public  transit  shall  be 
designed  to  encourage  travel  by  public  transportation  and  alternative  transportation." 

The  transportation  analysis  accounts  for  potential  secondary  effects,  such  as  cars  circling  and 
looking  for  a  parking  space  in  areas  of  limited  parking  supply,  by  assuming  that  all  drivers 
would  attempt  to  find  parking  at  or  near  the  project  site  and  then  seek  parking  farther  away  if 
convenient  parking  is  unavailable.  Moreover,  the  secondary  effects  of  drivers  searching  for 
parking  is  typically  offset  by  a  reduction  in  vehicle  trips  due  to  others  who  are  aware  of 
constrained  parking  conditions  in  a  given  area.  Hence,  any  secondary  environmental  impacts 
which  may  result  from  a  shortfall  in  parking  in  the  vicinity  of  the  proposed  project  would  be 
minor.  Therefore,  there  would  be  no  significant  parking  impacts  with  implementation  of 
Project  5-2. 

PEDESTRIAN 

The  1-280  freeway  is  located  on  the  south  side  of  Alemany  Boulevard,  and  there  is  no  sidewalk 
on  either  side  of  Alemany  Boulevard  between  Justin  Drive  and  Ellsworth  Street.  Pedestrian 
volumes  are  generally  very  low  along  the  segment  of  Alemany  Boulevard  which  has  high  traffic 
speed.  Project  5-2  would  not  change  existing  conditions  for  pedestrians;  therefore,  there  would 
be  no  pedestrian  impacts  related  to  implementation  of  Project  5-2. 

BICYCLE 

Bicyclists  would  benefit  from  the  installation  of  bicycle  lanes  with  the  designation  of  a  clear 
right-of-way  for  their  use.  Hence,  Project  5-2  would  not  have  a  significant  impact  on  cyclists  but 
could  have  the  beneficial  effect  of  improving  roadway  conditions  and  safety  for  bicyclists. 

LOADING 

This  segment  of  Alemany  Boulevard  has  residential  buildings  on  the  north  sido  .uul  llio  1-280 
freeway  on  the  south  side;  consequently  on-street  loading  demand  is  very  low.  No  double- 
parking  was  observed.  The  removal  of  on-street  parking  would  not  ri'nn>\e  on-strtvt 
commercial  freight  loading  spaces.  Therefore,  there  would  bo  no  loading  iinp.Kts  with 
implementation  of  Project  5-2. 
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PROJECT  5-3:  ALEMANY  BOULEVARD  BICYCLE  LANES,  ROUSSEAU  STREET  TO  SAN 
JOSE  AVENUE 

Project  5-3  was  implemented  on  April  28,  2006  prior  to  the  Bicycle  Plan  injunction;  as  such,  post- 
project  implementation  conditions  describe  w^hat  is  on  the  ground  today  and  are  analyzed 
under  Existing  plus  Project  and  2025  Cumulative  plus  Project  conditions.  Pre-project  conditions 
describe  what  existed  before  the  implementation  of  Project  5-3  and  are  analyzed  under  Existing 
and  2025  Cumulative  conditions. 

As  a  result  of  Project  5-3,  one  travel  lane  was  removed  and  six-foot  Class  II  bicycle  lanes  were 
added  in  each  direction  on  Alemany  Boulevard  between  Rousseau  Street  and  San  Jose  Avenue 
with  the  exception  of  the  following  segments:  northbound  Alemany  Boulevard  between 
Niagara  Avenue  and  Geneva  Avenue,  and  southbound  Alemany  Boulevard  between  Seneca 
Avenue  and  Geneva  Avenue.  No  travel  lanes  were  removed  along  these  segments,  and 
sharrows  were  added  to  the  existing  Class  III  bicycle  route  along  these  segments.  A  right-turn 
lane  was  added  on  the  nearside  of  Ocean  Avenue  in  the  southbound  direction  by  removing 
approximately  two  on-street  parking  spaces. 

TRAFFIC:  INTERSECTION  LEVEL  OF  SERVICE  (LOS) 

Intersection  LOS  calculations  were  performed  for  the  PM  peak  hour. 
PM  Peak  Hour 

Two  study  intersections  are  included  for  the  PM  Peak  Hour  for  Project  5-3. 
Intersection  34:  Alemany  Boulevard/Ocean  Avenue 

The  Alemany  Boulevard/Ocean  Street  intersection  is  common  to  Projects  5-3  and  5-9  within  the 
Cluster  5  area.  Only  one  design  option  is  proposed  for  Project  5-3.  However,  for  Project  5-9,  two 
design  options.  Option  1  and  Option  2,  are  proposed.  For  both  Projects  5-3  and  5-9,  no  lane 
configuration  changes  are  proposed  relative  to  Existing  conditions  for  Option  1.  Similarly,  for 
Project  5-9,  Option  2  no  lane  configuration  changes  are  proposed  relative  to  Existing  conditions. 
Since  there  are  no  lane  configuration  changes  with  either  near-term  improvements,  the  impacts 
of  both  Projects  5-3  and  5-9  would  not  result  in  a  significant  traffic  impact  for  the  PM  peak  hour. 

Since  combined  Projects  5-3  and  5-9  would  not  result  in  a  significant  traffic  impact  at  the 
intersection  of  Alemany  Boulevard/Ocean  Avenue  for  the  AM  peak  hour  under  Existing  plus 
Project  conditions,  there  would  be  no  significant  traffic  impact  from  individual  Project  5-3  at  the 


Case  No.  2007.0347E 

San  Francisco  Bicycle  Plan 


V.A.3-430 


Final  EIR 

Alglst  2009 


V.  Environmental  Setting  and  Impacts  and  Mitigation  Measures 

A.  Transportation 
3.         Project-Level  Analysis 

intersection  of  Alemany  Boulevard/Ocean  Avenue  for  the  AM  peak  hour  under  Existing  plus 
Project  or  2025  Cumulative  plus  Project  conditions. 

•    Option  1 

Existing  and  Existing  plus  Project  Conditions  for  Projects  5-3  and  5-9  combined 

Under  Existing  conditions,  this  intersection  operates  at  LOS  B  with  16.1  seconds  of 
delay.  The  Alemany  Boulevard/Ocean  Avenue  intersection  would  operate  satisfactorily 
at  LOS  B,  with  17.3  seconds  of  average  delay  under  Existing  plus  Project  conditions.  The 
northbound  lane  configuration  would  be  modified  from  one  through  lane,  one  shared 
through-left  turn  lane,  and  one  shared  through-right  turn  lane  to  one  shared  through- 
left  turn  lane  and  one  shared  through-right  turn  lane.  The  southbound  lane 
configuration  would  be  modified  from  one  through  lane,  one  shared  through-left  turn 
lane,  and  one  shared  through-right  turn  lane  to  one  through  lane,  one  shared  through- 
left  turn  lane,  and  one  exclusive  right-turn  lane.  Due  to  the  reduction  of  capacity  in  the 
northbound  direction  and  the  lane  configuration  adjustment  in  the  southbound 
direction,  there  would  be  an  increase  in  delay  along  these  approaches.  However,  the 
average  intersection  delay  would  increase  by  1.2  seconds,  compared  to  Existing 
conditions.  Therefore,  implementation  of  Option  1  of  the  combined  Projects  5-3  and  5-9 
would  not  cause  a  significant  traffic  impact  to  the  Alemany  Boulevard/Ocean  Avenue 
intersection  under  Existing  plus  Project  conditions.  Table  V.5-16,  p  V.A.3-431, 
summarizes  these  results. 


TABLE  V.5-16 
CLUSTER  5  -  PROJECT  5-3  " 
INTERSECTION  LEVEL  OF  SERVICE  (LOS)  AND  AVERAGE  DELAY  -  EXISTING  AND  EXISTING 
PLUS  PROJECT  CONDITIONS  -  WEEKDAY  PM  PEAK  HOUR 


 Existing  plus  Project 

Existing  Option  1  Option  2 


Intersection 

Average 
Delay^ 

LOS 

Average 
Delay" 

LOS 

Average 
Delay'  LOS 

34.     Alemany  Boulevard/Ocean  Avenue'' 

16.1 

B 

17.3 

B 

35.     Alemany  Boulevard/Sickles  Avenue 

41.2 

D 

42.1 

D 

41.2  U 

Source:      Wilbur  Smith  Associates,  October  2008. 

Note: 

a.  Delay  in  seconds  per  vehicle. 

b.  LOS  and  average  delay  for  Alemany  Boulevard/Ocean  Avenue  for  combined  impacts  of  Projccis      and  5-9. 

2025  Cumulative  and  2025  Cumulative  plus  Project  Conditions  for  Projects  5-.^  and  5-^) 
combined 

The  Alemany  Boulevard/Ocean  Avenue  intersection  would  operate  satisfactorily  at  LOS 
B  in  the  PM  Peak  Hour,  with  17.6  seconds  of  average  delay  under  2025  Cumulative 


Case  No.  2007.0347E 

San  Francisco  Bicycle  Plan 


V.A.3-431 


Final  KIR 
An. I  ST  2009 


V.  Environmental  Setting  and  Impacts  and  Mitigation  Measures 

A.  Transportation 
3.         Project-Level  Analysis 

conditions.  The  Alemany  Boulevard/Ocean  Avenue  intersection  would  operate 
satisfactorily  at  LOS  C,  with  20.4  seconds  of  delay,  and  the  eastbound  critical  movement 
would  not  operate  at  an  unacceptable  LOS  under  2025  Cumulative  plus  Project 
conditions.  Therefore,  a  significant  impact  would  not  occur  at  this  intersection  with  the 
implementation  of  Option  1  of  the  combined  Projects  5-3  and  5-9.  Table  V.5-17, 
p.  V.A.3-432,  summarizes  these  results. 


TABLE  V.5-17 
CLUSTER  5  -  PROJECT  5-3" 
INTERSECTION  LEVEL  OF  SERVICE  (LOS)  AND  AVERAGE  DELAY  -  2025  CUMULATIVE  AND 
2025  CUMULATIVE  PLUS  PROJECT  CONDITIONS  -  WEEKDAY  PM  PEAK  HOUR 

 2025  Cumulative  plus  Project 

2025  Cumulative  Option  1  Option  2 

Average  Average  Average 

Intersection  Delay'      LOS''      Delay^      LOS"      Delay'  LOS" 

34.  Alom.inv  Bi>ulov.mi/Oconn  AviMnio>  17.6  B  20.4  C 

35.  Ak'ni.iny  Boiilov.iid/Sickles  Avonuo  >80  F  >80  F  >80  F 

Soiirci':  Wilbur  Smith  A-vsocialos,  C\  lobor  2008 
No/.'s. 

.1.  nol.iv  in  seconds  per  vehiile, 

b.  liilorseclions  opernlinj;  ol  LOS  I-  or  LOS  V  conditions  liij;hlij;htod  in  bold. 

c.  LOS  and  avorns^'  dolny  lor  Alemany  Boiilovnrd/Oconn  Avoniu'  for  combined  impacts  of  Project  5-3  and  5-9  

•    Option  2 

Existing  and  Existing  plus  Project  Conditions  for  Projects  5-3  and  5-9  combined 

Under  Existing  conditit>ns,  this  intersection  operates  at  LOS  B  with  16.1  seconds  of 
delay.  The  Alemany  Boulevard/Ocean  Avenue  intersection  would  operate  satisfactorily 
at  LOS  B,  with  16.1  seconds  of  average  delay  under  Existing  plus  Project  conditions. 
There  aio  no  lane  configuration  adjustments  to  the  intersection  under  Existing  plus 
Project  conditions  relative  to  Existing  conditions.  Hence,  there  would  be  no  change  in 
LOS  or  delay  for  this  intersection,  compared  to  Existing  conditions.  Therefore,  Projects 
5-3  and  5-9  combined  Option  2  would  not  cause  a  significant  impact  to  the  Alemany 
Boulevard/Ocean  A\enue  intersection  under  Existing  plus  Project  conditions. 
Table  V.5-16,  p.  V.A.3-43I,  summarizes  these  results. 

2025  Cumulative  and  2025  Cumulative  plus  Project  Conditions  for  Projects  5-3  and  5-9 
combined 

The  Alemany  Boulex  ard/Ocean  Avenue  intersection  would  operate  satisfactorily  at  LOS 
B  in  the  PM  Peatf  Hour,  with  17.6  seconds  of  delay,  and  the  eastbound  critical  movement 
would  not  opoiato  at  an  unacceptable  LOS  under  2025  Cumulatixe  plus  Project 
conditjons.  Therefore,  a  significant  impact  would  not  occur  at  this  intersection  with  the 
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implementation  for  Projects  5-3  and  5-9  combined  Option  2.  Table  V.5-17,  p.  V.A.3-432 
summarizes  these  results. 

Intersection  35:  Alemany  Boulevard/Sickles  Avenue 

•  Option  1 

Existing  and  Existing  plus  Project  Conditions 

Under  Existing  conditions,  this  intersection  operates  at  LOS  D  with  41.2  seconds  of 
delay.  The  Alemany  Boulevard/Sickles  Avenue  intersection  w^ould  operate  satisfactorily 
at  LOS  D,  with  42.1  seconds  of  average  delay  under  Existing  plus  Project  conditions.  The 
eastbound  lane  configuration  is  modified  from  one  through  lane,  one  shared  through- 
left  turn  lane,  and  one  shared  through-right  turn  lane  to  one  shared  through-left  turn 
lane  and  one  through-right  turn  lane.  Due  to  the  reduction  of  capacity  in  the  eastbound 
direction,  there  is  an  increase  in  delay  along  this  approach.  The  average  intersection 
delay  would  increase  by  0.9  seconds,  compared  to  Existing  conditions.  Therefore,  Project 
5-3  Option  1  has  not  caused  a  significant  traffic  impact  to  the  Alemany 
Boulevard/Sickles  Avenue  intersection  under  Existing  plus  Project  conditions. 
Table  V.5-16,  p.  V.A.3-431,  summarizes  these  results. 

2025  Cumulative  and  2025  Cumulative  plus  Project  Conditions 

Under  2025  Cumulative  conditions,  the  Alemany  Boulevard/Sickles  Avenue  intersection 
would  operate  unsatisfactorily  at  LOS  F,  with  more  than  80  seconds  of  average  delay. 
Under  2025  Cumulative  plus  Project  conditions,  the  Alemany  Boulevard/Sickles  Avenue 
intersection  would  operate  unsatisfactorily  at  LOS  F,  with  more  than  80  seconds  of 
delay.  Because  the  southbound  critical  movements  at  Alemany  Boulevard/Sickles 
Avenue  would  not  deteriorate;  a  significant  impact  would  not  occur  at  this  intersection 
with  the  implementation  for  Project  5-3  Option  1.  Table  V.5-17,  p.  V.A.3-432, 
summarizes  these  results. 

•  Option  2 

Existing  and  Existing  plus  Project  Conditions 

Under  Existing  conditions,  this  intersection  operates  at  LOS  D  with  41.2  seconds  of 
delay.  The  Alemany  Boulevard/Sickles  Avenue  intersection  would  operate  satisfactorily 
at  LOS  D,  with  41.2  seconds  of  average  delay  under  Existing  plus  Project  conditions. 
There  are  no  lane  configuration  adjustments  to  the  intersection  imder  l-,\isting  plus 
Project  conditions  relative  to  Existing  conditions.  Hence,  there  is  no  change  in  IX^S  i>r 
delay  for  this  intersection,  compared  to  Existing  conditions.  Therefore,  Project  5-3 
Option  2  has  not  caused  a  significant  impact  to  the  Alemany  Bouiex  ard/Sickles  Avenue 
intersection  under  Existing  plus  Project  conditions.  Table  V.5-l(\  p.  V.A.3-431, 
summarizes  these  results. 
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2025  Cumulative  and  2025  Cumulative  plus  Project  Conditions 

Under  2025  Cumulative  plus  Project  5-3  Option  2  conditions,  the  Alemany 
Boulevard/Sickles  Avenue  intersection  would  operate  unsatisfactorily  at  LOS  F,  w^ith 
more  than  80  seconds  of  delay.  However,  there  are  no  lane  configuration  adjustments  to 
the  study  intersection  under  2025  Cumulative  plus  Project  conditions;  therefore,  there 
would  be  no  change  in  LOS  or  delay  for  this  intersection.  Thus  a  significant  impact 
would  not  occur  at  this  intersection  with  the  implementation  of  Project  5-3  Option  2. 
Table  V.5-17,  p.  V.A.3-432,  summarizes  these  results. 

TRANSIT 

Muni  bus  lines  44  and  52  operate  along  Alemany  Boulevard  between  Silver  Avenue  and 
Rousseau  Street  with  approximately  10  buses  per  hour  in  each  direction  during  the  AM  and  PM 
peak  periods.  There  are  no  transit  lines  along  the  other  sections  of  the  corridor.  Transit  volumes 
are  moderate  and  bicycle  volumes  are  low  along  the  segment  between  Silver  Avenue  and 
Rousseau  Street,  which  is  only  approximately  two  blocks  long. 

Project  5-3  provided  9-foot  wide  bus  stops  adjacent  to  the  proposed  bicycle  lane.  The  reduction 
of  one  travel  lane  in  this  section  of  Alemany  Boulevard  has  not  affected  Muni  travel  time.  With 
sufficient  space  and  relatively  low  potential  for  conflicts  between  buses  and  bicyclists,  there 
have  been  no  impacts  on  transit  travel  time  or  transit  operation.  Therefore,  there  are  no 
significant  transit  impacts  with  implementation  of  Project  5-3. 

PARKING 

Project  5-3  removed  approximately  two  on-street  parking  spaces  on  the  nearside  of  Ocean 
Avenue  in  the  southbound  direction.  The  minor  change  in  the  number  of  parking  spaces  would 
not  affect  access  to  parking  because  occupancy  in  this  area  is  relatively  low.  Therefore,  there  are 
no  significant  parking  impacts  with  implementation  of  Project  5-3. 

PEDESTRIAN 

Pedestrian  volumes  are  generally  low,  but  moderate  at  intersections  with  yellow  crosswalks 
designated  for  the  schools  along  Alemany  Boulevard  specifically  at  Onondaga  Avenue,  Santa 
Rosa  Avenue,  and  Cotter  Street  during  before  and  after  school  hours  (approximately  30  minutes 
around  8:00  a.m.  and  3:00  p.  m.).  Bicycle  volumes  making  right  turns  at  the  intersections  are 
also  low,  so  the  potential  for  conflicts  between  pedestrians  and  bicyclists  is  low.  There  were  no 
changes  in  sidewalk  width  or  crosswalk  layout  as  a  result  of  Project  5-3.  Therefore,  there  are  no 
significant  pedestrian  impacts  with  implementation  of  Project  5-3. 
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BICYCLE 

The  installation  of  bicycle  lanes  would  provide  bicyclists  w^ith  a  designated  right-of-way  for 
travel.  The  installation  of  sharrows  increased  motor  vehicle  drivers'  awareness  that  bicyclists 
may  be  on  the  road  as  well  as  identify  for  bicyclists  the  pathway  outside  the  'door  zone'.' 
Therefore,  Project  5-3  has  not  resulted  in  a  significant  impact  to  bicyclists,  but  has  had  the 
beneficial  effect  of  improving  roadway  conditions  and  safety  for  bicyclists. 

LOADING 

This  segment  of  Alemany  Boulevard  has  mostly  residential  use,  which  has  a  low  on-street 
loading  demand.  No  double-parking  in  the  area  was  observed.  Therefore,  there  are  no 
significant  loading  impacts  with  implementation  of  Project  5-3. 

PROJECT  5-4:  BAY5H0RE  BOULEVARD  BICYCLE  LANES,  CESAR  CHAVEZ  STREET  TO 
SILVER  AVENUE 

Project  5-4  would  provide  Class  II  bicycle  lanes  along  most  of  Bay  shore  Boulevard  between 
Cesar  Chavez  Street  and  Silver  Avenue.  This  project  includes  two  design  options  in  the  Draft 
EIR.  The  preferred  design  is  consistent  with  design  Option  2,  except  sharrows  would  be  added 
on  northbound  Bayshore  Boulevard  to  Oakdale  Avenue,  Loomis  Street,  Bameveld  Avenue  and 
Jerrold  Avenue.  Project  5-4  Modified  Option  2  would  change  the  northbound  curbside  bicycle 
lane  from  Helena  Street  to  Marengo  Street  to  a  shared  transit  and  bicycle  lane. 

There  are  two  options  for  this  segment  of  Bayshore  Boulevard. 

Both  Options  1  and  2  would  add  a  Class  II  bicycle  lane  in  each  direction  between  Cesar  Chavez 
Street  and  Silver  Avenue. 

•    Option  1 

Option  1  would  remove  a  travel  lane  in  each  direction  between  Cesar  Chavez  Street  .ind 
Silver  Avenue.  This  option  would  remove  approximately  15  on-street  parking  spaces  on 
the  east  side  of  Bayshore  Boulevard  between  Silver  Avenue  and  Boutwell  Street. 

'  In  February  2004,  Alta  Planning  +  Design  completed  a  study,  San  Francisco's  Shared  I  .ine  Pavement 
Markings:  Improving  Bicycle  Safety,  on  shared  lane  markings  for  Class  III  bicvcle  w.ivs  in  San 
Francisco.  In  this  study,  a  key  conclusion  was  that  the  pavement  markings  (aKo  ktH>\vii  as  sharrmv 
markings)  increased  the  awareness  of  the  bicyclists'  and  motorist.s'  position  on  I  In-  n>ad  Bicyclists 
tended  to  ride  further  from  parked  cars,  and  motorists  tended  to  pass  bicyclists  al  a  greater  distance 
from  the  pavement  marking.  The  report's  recommendation  was  to  use  the  sharrow  markings  on 
appropriate  shared  lanes  but  not  as  a  substitution  for  bicycle  lanes  where  feasililo. 
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•    Option  2 

Option  2  would  add  sharrows  in  each  direction  betw^een  Cesar  Chavez  Street  and 
approximately  the  beginning  of  the  couplet  split.  This  option  would  remove  on-street 
parking  on  both  sides  of  Bayshore  Boulevard  from  the  couplet  split  to  Industrial  Street 
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and  remove  one  northbound  lane  starting  from  mid-block  between  Helena  and 
Industrial  Streets. 

TRAFFIC:  INTERSECTION  LEVEL  OF  SERVICE  (LOS) 

The  Draft  EIR  analyzed  four  study  intersections  for  Project  5-4.  The  revised  project  would 
modify  one  of  those  intersections  from  what  was  analyzed  in  the  Draft  EIR.  Those  changes 
were  made  to  the  traffic  model,  and  the  traffic  model  was  reanalyzed.  Results  of  this  analysis 
are  presented  in  Tables  C&R-14  and  C«&R-15,  below.  The  findings  show  that  Bayshore 
Boulevard/Oakdale  Avenue  intersection  would  operate  satisfactorily  with  Project  5-4  Modified 
Option  2  under  Existing  plus  Project  and  2025  Cumulative  plus  Project  Conditions. 


TABLE  C&R-14 

PROJECT  5-4  INTERSECTION  LEVEL  OF  SERVICE  (LOS)  AND  AVERAGE  DELAY 
EXISTING  AND  EXISTING  PLUS  PROJECT  CONDITIONS 
WEEKDAY  PM  PEAK  HOUR 


Existing  plus  Project 


Existing 


Modified  Option  2 


Intersection 


Average 
Delay^ 


LOS 


Average 
Delay^ 


LOS' 


Option  2 


Average 
Delay^ 


LOS' 


24. 


Bayshore  Boulevard/ 
Oakdale  Avenue 


29.6 


28.5 


29.6 


Notef. 

a.  Delay  in  seconds  per  vehicle. 

b.  Intersections  operating  at  LOS  E  or  LOS  F  conditions  highlighted  in  bold. 

c.  LOS  and  average  dela)'  for  Bayshore  Boulevard/Alcmany  Boulevard/Industrial  Street  tor  combined  impacts  of  Projects  5-2  and  5- 

4. 


TABLE  C&R-15 

PROJECT  5-4  INTERSECTION  LEVEL  OF  SERVICE  (LOS)  AND  AVERAGE  DELAY 
2025  CUMULATIVE  AND  2025  CUMULATIVE  PLUS  PROJECT  CONDITIONS 

WEEKDAY  PM  PEAK  HOUR 


2025  Cumulative  plus  Project 


2025  Cumulative 


Modified  Option  2 


Option  2 


Intersection 


Average 
Delay^ 


LOS' 


Average 
Delay" 


LOS' 


Average 
Delay' 


LOS' 


24. 


Bayshore  Boulevard/ 
Oakdale  Avenue 


34.6 


32.8 


346 


Notes: 

a.  Delay  in  seconds  per  vehicle. 

b.  Intersections  operating  at  LOS  E  or  LOS  F  conditions  highlighted  in  bo\d. 

c.  LOS  and  average  delay  for  Bayshore  Boulevard/Alemany  Boulevard/lnduslrial  Strcol  for  combin^-d  impjcis  of  Pnycts  5-2  and  5-4. 
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AM  Peak  Hour 

One  study  intersection  is  included  for  the  AM  Peak  Hour  for  Project  5-4.  Tables  V.5-18,  p. 
V.A.3-436,  and  V.5-19,  p.  V.A.3-436,  summarize  these  results. 


TABLE  V.5-18 
CLUSTER  5  -  PROJECT  5-4 
INTERSECTION  LEVEL  OF  SERVICE  (LOS)  AND  AVERAGE  DELAY  -  EXISTING  AND  EXISTING 
PLUS  PROJECT  CONDITIONS  -  WEEKDAY  AM  PEAK  HOUR 


Intersection 


Existing  plus  Project 


Existing 


Option  1 


Option  2 


Average 
Delay^ 


LOS 


Average 
Delay^ 


LOS 


Average 
Delay^ 


LOS 


23.     Bayshore  Boulevard/Jerrold 
Avenue/US  101  off-ramp 


76.8 


>80 


76.8 


Source:  Wilbur  Smith  Associates,  October  2008. 
Note: 

a.     Delay  in  seconds  per  vehicle.  


TABLE  V.5-19 
CLUSTER  5  -  PROJECT  5-4 
INTERSECTION  LEVEL  OF  SERVICE  (LOS)  AND  AVERAGE  DELAY  -  2025  CUMULATIVE  AND 
2025  CUMULATIVE  PLUS  PROJECT  CONDITIONS  -  WEEKDAY  AM  PEAK  HOUR 


Intersection 


2025  Cumulative  plus  Project 


2025  Cumulative 


Option  1 


Option  2 


Average 
Delay^ 


LOS 


Average 
Delay^ 


LOS' 


Average 
Delay^  LOS 


23.     Bayshore  Boulevard/Jerrold 
Avenue/US  101  off-ramp 


>80 


>80 


>80 


Source:  Wilbur  Smith  Associates,  October  2008 

No/fs;  • 

a.  Delay  in  seconds  per  vehicle. 

b.  Intersections  operating  at  LOS  E  or  LOS  F  conditions  highlighted  in  bold. 
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Intersection  23:  Bayshore  Boulevard/Jerrold  Avenue/US  101  Off-Ramp 
•    Option  1 

Existing  and  Existing  plus  Project  Conditions  -  AM  Analysis 

In  the  AM  Peak  hour,  under  Existing  conditions,  for  Option  1,  this  intersection  operates 
at  LOS  E  with  76.8  seconds  of  delay.  The  Bayshore  Boulevard/Jerrold  Avenue/US  101 
Off-Ramp  intersection  w^ould  operate  unsatisfactorily  at  LOS  F,  with  more  than  80 
seconds  of  average  delay  under  Existing  plus  Project  conditions.  The  northbound  lane 
configuration  is  modified  from  three  through  lanes  and  one  shared  through-right  turn 
lane  to  two  through  lanes  and  one  shared  through-right  turn  lane.  Due  to  the  reduction 
of  capacity  in  the  northbound  direction,  there  would  be  an  increase  in  delay  along  this 
approach.  The  average  intersection  delay  would  increase  by  28.4  seconds,  compared  to 
Existing  conditions.  Because  the  northbound  critical  movements  at  Bayshore 
Boulevard/Jerrold  Avenue/US  101  Off-Ramp  either  deteriorate  or  will  operate  at  an 
unacceptable  LOS  F,  with  more  than  80  seconds  of  average  delay  under  Existing  plus 
Project  conditions,  a  significant  impact  (Significant  Impact  TR-P5-4a)  would  occur  at  this 
intersection  with  the  implementation  of  Project  5-4  with  Option  1 . 

FM  Peak  Hour 

Four  study  intersections  are  included  for  the  PM  Peak  Hour  for  Project  5-4.  Tables  V.5-20, 
p.  V.A.3-438,  and  V.5-21,  p.  V.A.3-438,  summarize  these  results. 

Existing  and  Existing  plus  Project  Conditions  -  PM  Analysis 

In  the  PM  Peak  hour,  under  Existing  conditions,  this  intersection  operates  at  LOS  E  with 
58.9  seconds  of  delay.  The  Bayshore  Boulevard/Jerrold  Avenue/US  101  Otf-Ramp 
intersection  would  operate  unsatisfactorily  at  LOS  F,  with  more  than  80  seconds  of 
average  delay  under  Existing  plus  Project  conditions.  The  northbound  lane 
configuration  is  modified  from  three  through  lanes  and  one  shared  through-right  turn 
lane  to  two  through  lanes  and  one  shared  through-right  turn  lane.  Due  to  the  reduction 
of  capacity  in  the  northbound  direction,  there  would  be  an  increase  in  delay  along  this 
approach.  The  average  intersection  delay  would  increase  by  38.5  seconds,  compared  to 
Existing  conditions.  Therefore,  Project  5-4  Option  1  would  cause  a  significant  traffic 
impact  (Significant  Impact  TR-P5-4c)  to  the  Bayshore  Boulevard/Jerrold  Avonuo/US  101 
Off-Ramp  intersection  under  Existing  plus  Project  conditions.  Tabic  V.5-20,  p.  V.A.3-43iS, 
summarizes  these  results. 
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TABLE  V.5-20 
CLUSTER  5  -  PROJECT  5-4'^ 
INTERSECTION  LEVEL  OF  SERVICE  (LOS)  AND  AVERAGE  DELAY  -  EXISTING  AND  EXISTING 
PLUS  PROJECT  CONDITIONS  -  WEEKDAY  PM  PEAK  HOUR 


Existing  plus  Project 


Existing 


Option  1 


Option  2 


Intersection 


Average 
Delay^ 


LOS 


Average 
Delay^ 


LOS" 


Average 
Delay^ 


LOS" 


23.  Bayshore  Boulevard/Jerrold 
Avenue/US  101  off-ramp 

24.  Bayshore  Boulevard/Oakdale 
Avenue 

25.  Bayshore  Boulevard/Cortland 
Avenue 

26.  Bayshore  Boulevard/Alemany 
Boulevard/Industrial  Street"^ 


58.9 
29.6 
21.2 
51.2 


C 
C 
D 


>80 

37.8 
22.9 
52.3 


D 

C 
D 


58.9 
29.6 
21.2 
51.7 


C 
D 


Source:  Wilbur  Smith  Associates,  October  2008 

a.  Delay  in  seconds  per  vehicle. 

b.  Intersections  operating  at  LOS  E  or  LOS  F  conditions  highlighted  in  bold. 

c.  LOS  and  average  delay  for  Bayshore  Boulevard/Alemany  Boulevard/Industrial  Street  for  combined  impacts  of  Projects 
5-2  and  5-4. 


TABLE  V.5-21 
CLUSTER  5  -  PROJECT  5-4' 
INTERSECTION  LEVEL  OF  SERVICE  (LOS)  AND  AVERAGE  DELAY  -  2025  CUMULATIVE  AND 
2025  CUMULATIVE  PLUS  PROJECT  CONDITIONS  -  WEEKDAY  PM  PEAK  HOUR 


2025  Cumulative  plus  Project 


2025  Cumulative 


Option  1 


Option  2 


Intersection 


Average 
Delay^ 


LOS" 


Average 
Delay^ 


LOS" 


Average 
Delay^ 


LOS" 


23.  Bayshore  Boulevard/Jerrold 
Avenue/US  101  off-ramp 

24.  Bayshore  Boulevard/Oakdale 
Avenue 

25.  Bayshore  Boulevard/Cortland 
Avenue 

26.  Bayshore  Boulevard/Alemany 
Boulevard/Industrial  Street^ 


>80 
34.6 
28.3 
>80 


F 

C 
C 


>80 
63.1 

33.2 
>80 


>80 

34.6 
28.3 
>80 


F 

C 


Source:  Wilbur  Smith  Associates,  October  2008 
No/ps; 

a.  Delay  in  seconds  per  vehicle. 

b.  Intersections  operating  at  LOS  E  or  LOS  F  conditions  liighlighted  in  bold. 

c.  LOS  and  average  delay  for  Bayshore  Boulevard/Alemany  Boulevard/Industrial  Street  for  combined  impacts  of  Projects 
5-2  and  5-4. 
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2025  Cumulative  and  2025  Cumulative  plus  Project  Conditions  -  AM  Analysis 

In  the  AM  Peak  hour,  under  Cumulative  conditions,  for  Option  1  this  intersection  would 
operate  unsatisfactorily  at  LOS  F,  with  more  than  80  seconds  of  average  delay  under 
2025  Cumulative  conditions.  Under  2025  Cimiulative  plus  Project  conditions,  this 
intersection  would  operate  unsatisfactorily  at  LOS  F,  with  more  than  80  seconds  of 
delay.  Deterioration  of  the  northboimd  critical  movement  at  Bayshore  Boulevard/Jerrold 
Avenue/US  101  Off-Ramp  for  Existing  plus  Project  to  LOS  F  relative  to  Existing 
Conditions,  is  determined  to  be  a  significant  impact.  As  a  consequence,  a  corresponding 
LOS  deterioration  is  expected  at  this  intersection  for  2025  Cumulative  plus  Project  when 
compared  to  2025  Cumulative  conditions.  Therefore,  a  significant  impact  (Significant 
Impact  TR-P5-4b)  would  occur  at  this  intersection  with  implementation  of  Project  5-4 
Option  1.  Table  V.5-19,  p.  V.A.3-436,  summarizes  these  results. 

2025  Cumulative  and  2025  Cumulative  plus  Project  Conditions  -  PM  Analysis 
In  the  PM  Peak  hour,  under  Cumulative  conditions,  the  Bayshore  Boulevard/Jerrold 
Avenue/US  101  Off-Ramp  intersection  would  operate  unsatisfactorily  at  LOS  F,  with 
more  than  80  seconds  of  average  delay.  Under  2025  Cumulative  plus  Project  conditions, 
this  intersection  would  operate  unsatisfactorily  at  LOS  F,  with  more  than  80  seconds  of 
delay.  Deterioration  of  the  northbound  critical  movement  at  Bayshore  Boulevard/Jerrold 
Avenue/US  101  Off-Ramp  for  Existing  plus  Project  to  LOS  F  relative  to  Existing 
Conditions,  is  determined  a  significant  impact.  As  a  consequence  a  corresponding  LOS 
deterioration  is  expected,  at  this  intersection  for  2025  Cumulative  plus  Project  when 
compared  to  2025  Cumulative  conditions.  Therefore,  a  significant  impact  (Significant 
Impact  TR-P5-4d)  would  occur  at  this  intersection  with  implementation  of  Project  5-4 
Option  1.  Table  V.21,  p.  V.A.3-438,  summarizes  these  results. 

•    Option  2 

Existing  and  Existing  plus  Project  Conditions  -  AM  Analysis 

In  the  AM  Peak  hour,  under  Existing  conditions,  for  Option  2,  this  intersection  operates 
at  LOS  E  with  76.8  seconds  of  delay.  The  Bayshore  Boulevard/Jerrold  Avenue/US  101 
Off-Ramp  intersection  would  operate  unsatisfactorily  at  LOS  E,  with  76.8  seconds  of 
average  delay  under  Existing  plus  Project  conditions.  However,  there  are  no  lane 
configuration  adjustments  to  the  intersection  under  Existing  plus  Project  conditions 
relative  to  Existing  conditions.  Hence,  there  is  no  change  in  LOS  or  delay  lor  this 
intersection,  compared  to  Existing  conditions.  Therefore,  Project  5-4  would  not  cause  a 
significant  impact  to  the  Bayshore  Boulevard/Jerrold  Avenue/US  101  Off-Ramp 
intersection  under  Existing  plus  Project  conditions.  Table  V.5-I8,  p.  V.A.3-436, 
summarizes  these  results. 

Existing  and  Existing  plus  Project  Conditions  -  PM  Analysis 

In  the  PM  Peak  hour,  under  Existing  conditions,  for  Option  2,  this  intersection  operates 
at  LOS  E  with  58.9  seconds  of  delay.  The  Bayshore  Boulevanl/lerrold  Axeinie/L'S  101 
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Off-Ramp  intersection  would  operate  satisfactorily  at  LOS  E,  w^ith  58.9  seconds  of 
average  delay  under  Existing  plus  Project  conditions.  There  is  no  change  to  the  lane 
configuration  at  this  intersection  under  Existing  plus  Project  conditions  relative  to 
Existing  conditions.  Hence,  there  is  no  change  in  LOS  or  delay  for  this  intersection, 
compared  to  Existing  conditions.  Therefore,  Project  5-4  would  not  cause  a  significant 
impact  to  the  Bay  shore  Boulevard/Jerrold  Avenue/US  101  Off-Ramp  with  the 
implementation  of  Project  5-4.  Table  V.5-20,  p.  V.A.3-438,  summarizes  these  results. 

2025  Cumulative  and  2025  Cumulative  plus  Project  Conditions  -  AM  Analysis 

In  the  AM  Peak  hour,  under  Cumulative  conditions,  for  Option  2,  this  intersection 
would  continue  operate  unsatisfactorily  at  LOS  F,  with  more  than  80  seconds  of  delay 
under  2025  Cumulative  plus  Project  conditions.  No  lane  configuration  changes  are 
proposed  for  2025  Cumulative  plus  Project  conditions  relative  to  2025  Cumulative 
conditions.  Therefore,  a  significant  impact  would  not  occur  at  this  intersection  with  the 
implementation  for  Project  5-4.  Table  V.5-19,  p.  V.A.3-436,  summarizes  these  results. 

2025  Cumulative  and  2025  Cumulative  plus  Project  Conditions  -  PM  Analysis 

In  the  PM  Peak  hour,  under  Cumulative  conditions,  for  Option  2,  the  Bayshore 
Boulevard/Jerrold  Avenue/US  101  Off-Ramp  intersection  would  operate  unsatisfactorily 
at  LOS  F,  with  more  than  80  seconds  of  delay.  However,  there  is  no  change  to  the  lane 
configuration  at  this  intersection  under  2025  Cumulative  plus  Project  conditions  relative 
to  2025  Cumulative  conditions.  Hence,  there  is  no  change  in  LOS  or  delay  for  this 
intersection,  compared  to  2025  Cumulative  conditions.  Therefore,  Project  5-4  would  not 
cause  a  significant  impact  to  the  Bayshore  Boulevard/Jerrold  Avenue/US  101  Off-Ramp 
with  the  implementation  of  Project  5-4.  Table  V.5-21,  p.  V.A.3-438,  summarizes  these 
results. 

Intersection  24;  Bayshore  Boulevard/Oakdale  Avenue 

Modified  Option  2  would  change  the  westbound  approach  to  the  Bayshore 
Boulevard/Oakdale  Avenue  intersection  from  one  left  turn  lane  and  one  shared  left-right 
turn  lane  to  one  left  turn  lane,  one  left  turn  bicycle  lane  and  one  right  turn  lane.  Under 
Existing  plus  Project  conditions,  this  intersection  would  continue  to  operate  acceptably 
at  LOS  C  under  Modified  Option  2,  as  shown  on  Table  III.6.  Under  the  2025  Cumulative 
and  Cumulative  plus  Project  conditions,  the  intersection  would  also  operate  acceptably 
at  LOS  C.  Therefore,  Project  5-4  Modified  Option  2  would  not  have  a  significant  traffic 
impact  on  this  intersection. 

•    Option  1 

Existing  and  Existing  plus  Project  Conditions 

Under  Existing  conditions,  this  intersection  operates  at  LOS  C  with  29.6  seconds  of 
delay.  The  Bayshore  Boulevard/Oakdale  Avenue  intersection  would  operate 
satisfactorily  at  LOS  D,  with  37.8  seconds  of  average  delay  under  Existing  plus  Project 
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conditions.  The  northbound  lane  configuration  would  be  modified  from  two  through 
lanes  and  one  shared  through-right  turn  lane  to  one  through  lane  and  one  shared 
through-right  turn  lane.  The  southbound  lane  configuration  would  be  modified  from 
two  through  lanes  and  two  exclusive  left-turn  lanes  to  two  through  lanes  and  one 
exclusive  left-turn  lane.  E>ue  to  the  reduction  of  capacity  in  the  northbound  and 
southbound  directions,  there  would  be  an  increase  in  delay  along  these  approaches. 
However,  the  average  intersection  delay  would  increase  by  8.2  seconds,  compared  to 
Existing  conditions.  Therefore,  Project  5-4  Option  1  would  not  cause  a  significant  traffic 
impact  to  the  Bayshore  Boulevard/Oakdale  Avenue  intersection  under  Existing  plus 
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Project  conditions.  Table  V.5-20,  p.  V.A.3-438,  summarizes  the  Existing  and  Existing  plus 
Project  PM  Peak  Hour  results. 

2025  Cumulative  and  2025  Cumulative  plus  Project  Conditions 

The  Bayshore  Boulevard/Oakdale  Avenue  intersection  would  operate  satisfactorily  at 
LOS  C  in  the  PM  Peak  Hour,  v^ith  34.6  seconds  of  average  delay  under  2025  Cumulative 
conditions.  Under  2025  Cumulative  plus  Project  conditions,  this  intersection  would 
operate  unsatisfactorily  at  LOS  E,  with  63.1  seconds  of  delay.  Because  the  northbound 
and  southbound  critical  movements  would  either  deteriorate  or  would  operate  at  an 
unacceptable  LOS  F,  with  more  than  80  seconds  of  average  delay  under  2025 
Cumulative  conditions;  a  significant  impact  (Significant  Impact  TR-P5-4e)  would  occur 
at  this  intersection  with  the  implementation  of  Project  5-4  Option  1.  Table  V.5-21, 
p.  V.A.3-438,  summarizes  the  Cumulative  and  Cumulative  plus  Project  PM  Peak  Hour 
results. 

•     Option  2 

Existing  and  Existing  plus  Project  Conditions 

Under  Existing  conditions,  this  intersection  operates  at  LOS  C  with  29.6  seconds  of 
delay.  The  Bayshore  Boulevard/Oakdale  Avenue  intersection  would  continue  to  operate 
satisfactorily  at  LOS  C,  with  29.6  seconds  of  average  delay  under  Existing  plus  Project 
conditions.  There  are  no  lane  configuration  adjustments  to  the  intersection  under 
Existing  plus  Project  conditions  relative  to  Existing  conditions.  Hence,  there  would  be  no 
change  in  LOS  or  delay  for  this  intersection,  compared  to  Existing  conditions.  Therefore, 
Project  5-4  would  not  cause  a  significant  impact  to  the  Bayshore  Boulevard/Oakdale 
Avenue  with  the  implementation  of  Project  5-4  Option  2.  Tables  V.5-18  and  V.5-20  on 
p.  V.A. 3-436  and  p.  V.A.3-438,  respectively,  summarize  all  Existing  and  Existing  plus 
Project  results  at  this  intersection. 

2025  Cumulative  and  2025  Cumulative  plus  Project  Conditions 

The  Bayshore  Boulevard/Oakdale  Avenue  intersection  would  operate  satisfactorily  at 
LOS  C  in  the  PM  Peak  Hour,  with  34.6  seconds  of  delay  under  2025  Cumulative  plus 
Project  conditions.  No  lane  configuration  changes  are  proposed  under  2025  Cumulative 
plus  Project  conditions  relative  to  2025  Cumulative  conditions.  Therefore,  a  significant 
impact  would  not  occur  at  this  intersection  with  the  implementation  of  Project  5-4 
Option  2.  Tables  V.5-19  and  V.5-21  on  p.  V.A.3-436  and  p.  V.A.3-438,  respectively, 
summarize  all  Cumulative  and  Cumulative  plus  Project  results  at  this  intersection. 
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Intersection  25:  Bayshore  Boulevard/Cortland  Avenue 

•  Option  1 

Existing  and  Existing  plus  Project  Conditions 

Under  Existing  conditions,  this  intersection  operates  at  LOS  C  with  21.2  seconds  of 
delay.  The  Bayshore  Boulevard/Cortland  Avenue  intersection  would  operate 
satisfactorily  at  LOS  C,  with  22.9  seconds  of  average  delay  under  Existing  plus  Project 
conditions.  The  northbound  lane  configuration  would  be  modified  from  three  through 
lanes  and  one  exclusive  left-turn  lane  to  two  through  lanes  and  one  exclusive  left-turn 
lane.  The  southbound  lane  configuration  would  be  modified  from  two  through  lanes 
and  one  shared  through-right  turn  lane  to  one  through  lane  and  one  shared  through- 
right  turn  lane.  Due  to  the  reduction  of  capacity  in  the  northbound  and  southbound 
directions,  there  would  be  an  increase  in  delay  along  these  approaches.  The  average 
intersection  delay  would  increase  by  1.7  seconds,  compared  to  Existing  conditions. 
However,  Project  5-4  Option  1  would  not  cause  a  significant  traffic  impact  to  the 
Bayshore  Boulevard/Cortland  Avenue  intersection  under  Existing  plus  Project 
conditions.  Table  V.5-20,  p.  V.A.3-438,  summarizes  the  Existing  and  Existing  plus  Project 
results  at  the  PM  Peak  Hour  at  the  intersection  of  Bayshore  Avenue/Cortland  Avenue. 

2025  Cumulative  and  2025  Cumulative  plus  Project  Conditions 

The  Bayshore  Boulevard/Cortland  Avenue  intersection  would  operate  satisfactorily  at 
LOS  C  in  the  PM  Peak  Hour,  with  28.3  seconds  of  average  delay  under  2025  Cumulative 
conditions.  Under  2025  Cumulative  plus  Project  conditions,  this  intersection  would 
operate  satisfactorily  at  LOS  C,  with  33.2  seconds  of  delay.  Therefore,  a  significant 
impact  would  not  occur  at  this  intersection  with  the  implementation  of  Project  5-4 
Option  1.  Table  V.5-21,  p.  V.A.3-438,  summarizes  the  Cumulative  and  Cumulati\  e  plus 
Project  results  at  the  PM  Peak  Hour  at  the  intersection  of  Bayshore  Avenue/Corlland 
Avenue. 

•  Option  2 

Existing  and  Existing  plus  Project  Conditions 

Under  Existing  conditions,  this  intersechon  operates  at  LOS  C  with  21.2  seconds  of 
delay.  The  Bayshore  Boulevard/Cortland  Avenue  intersection  would  continue  ti>  i>peralo 
satisfactorily  at  LOS  C,  with  21.2  seconds  of  average  delay  under  Fxisling  plus  Pnijocf 
conditions.  There  are  no  lane  configuration  adjustments  to  the  intersectii>ii  under 
Existing  plus  Project  conditions  relative  to  Existing  conditions.  Hence,  there  would  be  no 
change  in  LOS  or  delay  for  this  intersection,  compared  to  Existing  conditions.  Therefore, 
Project  5-4  Option  2  would  not  cause  a  significant  impact  lo  lln-  liayshore 
Boulevard/Cortland  Avenue  intersection.  Table  V.5-20,  p.  V.A.3-43iS,  suininan/es  these 
results. 
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2025  Cumulative  and  2025  Cumulative  plus  Project  Conditions 

The  Bayshore  Boulevard/Cortland  Avenue  intersection  would  operate  satisfactorily  at 
LOS  C  in  the  PM  Peak  Hour,  with  28.3  seconds  of  delay  under  2025  Cumulative  plus 
Project  conditions.  Therefore,  a  significant  impact  would  not  occur  at  this  intersection 
with  the  implementation  of  Project  5-4  Option  2.  Table  V.5-21,  p.  V.A.3-438,  summarizes 
these  results. 

Intersection  26:  Bayshore  Bouievard/Alemany  Boulevard/Industrial  Street 

The  Bayshore  Boulevard/Alemany  Boulevard/Industrial  Street  intersection  is  common  to 
Projects  5-2  and  5-4  within  the  Cluster  5  area.  Only  one  design  option  is  proposed  for 
Project  5-2.  For  Project  5-4,  two  design  options  are  proposed.  For  Project  5-2,  no  lane 
configuration  changes  are  proposed  relative  to  Existing  conditions.  For  Project  5-4,  Option  1 
would  reduce  one  through  lane  in  the  northbound  direction.  Option  2  for  Project  5-4  would 
result  in  the  replacement  of  a  shared  through-right  lane  in  the  northbound  direction  with  an 
exclusive  right-turn  lane.  Since  the  impacts  of  both  Projects  5-2  and  5-4  would  not  result  in  a 
significant  traffic  impact  for  the  PM  peak  hour,  there  would  be  no  significant  traffic  impact  from 
individual  Project  5-4  for  either  Existing  plus  Project  or  2025  Cumulative  plus  Project 
conditions. 

•  Option  1 

Existing  and  Existing  plus  Project  Conditions  for  Projects  5-2  and  5-4  combined 

Please  see  the  analysis  of  impacts  for  the  combined  projects  under  Project  5-2  on  p. 
V.  A. 3-422. 

2025  Cumulative  and  2025  Cumulative  plus  Project  Conditions  for  Projects  5-2  and  5-4 
combined 

Please  see  the  analysis  of  impacts  for  the  combined  projects  under  Project  5-2  on  p. 
V.A.3-422. 

•  Option  2 

Existing  and  Existing  plus  Project  Conditions  for  Projects  5-2  and  5-4  combined 

Please  see  the  analysis  of  impacts  for  the  combined  projects  under  Project  5-2  on  p. 
V.A.3-422. 

2025  Cumulative  and  2025  Cumulative  plus  Project  Conditions  for  Projects  5-2  and  5-4 
combined 

Please  see  the  analysis  of  impacts  for  the  combined  projects  under  Project  5-2  on  p. 
V.A.3-423. 
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V.  Environmental  Setting  and  Impacts  and  Mitigation  Measures 

A.  Transportation 
3.         Project-Level  Analysis 

Significant  Impact  TR-P5-4a: 

Under  Existing  conditions,  the  Bayshore  Boulevard/Jerrold  Avenue/US  101  Off-ramp 
intersection  would  operate  at  LOS  E  with  76.8  seconds  of  delay.  However,  under  Existing  plus 
Project  conditions  for  Option  1,  the  Bayshore  Boulevard/Jerrold  Avenue/US  101  Off-Ramp 
intersection  would  operate  at  LOS  F  with  a  delay  of  more  than  80  seconds  as  a  result  of  the  lane 
configuration  changes  in  the  northbound  direction  on  Bayshore  Boulevard.  Because  the 
northbound  critical  movement  deteriorates  for  Option  1  from  LOS  D  under  2025  Cumulative 
conditions  to  LOS  F  with  a  corresponding  deterioration  in  the  V/C  ratio  for  this  movement,  a 
significant  impact  would  occur  at  this  intersection  with  the  implementation  of  Project  5-4. 

Significant  Impact  TR-P5-4b: 

The  intersection  of  Bayshore  Boulevard/Oakdale  Avenue  would  operate  at  LOS  E  under  2025 
Cumulative  plus  Project  conditions  for  Option  1. 

Under  2025  Cumulative  conditions,  the  Bayshore  Boulevard/Jerrold  Avenue/US  101  Off-ramp 
intersection  would  operate  at  LOS  D  with  42.9  seconds  of  delay.  However,  under  2025 
Cumulative  plus  Project  conditions  for  Option  1,  the  Bayshore  Boulevard/Jerrold  Avenue/US 
101  Off-Ramp  intersection  would  operate  at  LOS  F  with  a  delay  of  more  than  80  seconds  as  a 
result  of  the  lane  configuration  changes  in  the  northbound  direction.  Because  the  northbound 
critical  movement  deteriorates  for  Option  1  from  LOS  D  under  2025  Cumulative  conditions  to 
LOS  F  with  a  corresponding  deterioration  in  the  V/C  ratio  for  this  movement,  a  significant 
impact  would  occur  at  this  intersection  with  the  implementation  of  Project  5-4. 

Significant  Impact  TR-P5-4c: 

Under  Existing  conditions,  the  Bayshore  Boulevard/Jerrold  Avenuc/US  101  Off-ramp 
intersection  would  operate  at  LOS  E  with  58.9  seconds  of  delay.  However,  under  Existing  plus 
Project  conditions  for  Option  1,  the  Bayshore  Boulevard/Jerrold  Avenue/US  101  Olf-Kamp 
intersection  would  operate  at  LOS  F  with  a  delay  of  more  than  80  seconds  as  a  result  of  the  lane 
configuration  changes  in  the  northbound  direction.  Because  the  northbound  critical  moxomont 
deteriorates  for  Option  1  from  LOS  D  under  2025  Cumulative  conditions  to  LOS  F  with  a 
corresponding  deterioration  in  the  V/C  ratio  for  this  movement,  a  significant  impact  would 
occur  at  this  intersection  with  the  implementation  of  Project  5-4. 

Significant  Impact  TR-P5-4d: 

Under  2025  Cumulative  conditions,  the  Bayshore  Boulevard/Jerrokl  A\imuu\1  S  101  Otl-r.imp 
intersection  would  operate  at  LOS  F  with  more  than  80  .seconds  ol  del.n .  L'nder  2025 
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V.  Environmental  Setting  and  Impacts  and  Mitigation  Measures 

A.  Transportation 
3.         Project-Level  Analysis 

Cumulative  plus  Project  conditions  for  Option  1,  the  Bayshore  Boulevard/Jerrold  Avenue/US 
101  Off- Ramp  intersection  would  operate  at  LOS  F  v^'ith  a  delay  of  more  than  80  seconds  as  a 
result  of  the  lane  configuration  changes  in  the  northbound  direction  on  Bayshore  Boulevard. 
Because  the  northbound  critical  movement  deteriorates  for  Option  1  with  a  corresponding 
deterioration  in  the  V/C  ratio  for  this  movement,  a  significant  impact  would  occur  at  this 
intersection  with  the  implementation  of  Project  5-4. 

Significant  Impact  TR-P5-4e: 

A  significant  loading  impact  would  occur  as  a  result  of  Project  5-4. 

Under  2025  Cumulative  conditions,  this  intersection  would  operate  at  LOS  C  with  a  delay  of 
34.6  seconds.  However,  under  2025  Cumulative  plus  Project  conditions  for  Option  1,  the 
Bayshore  Boulevard/Oakdale  Avenue  intersection  would  operate  at  LOS  E  with  a  delay  of  63.1 
seconds  as  a  result  of  the  lane  configuration  changes  along  the  northbound  and  southbound 
approaches  of  Bayshore  Boulevard.  Because  the  northbound  and  southbound  critical 
movements  deteriorate  for  Option  1  from  LOS  D  under  2025  Cumulative  conditions  to  LOS  F 
with  a  corresponding  deterioration  in  the  V/C  ratio  for  these  movements,  a  significant  impact 
would  occur  at  this  intersection  with  the  implementation  of  Project  5-4. 

Significant  Impact  TR'P5-4f  (Projects  5-2  and  5-4  combined): 

Muni  bus  lines  9,  9X,  9AX  and  SamTrans  292  would  experience  significant  delays  under  2025 
Cumulative  plus  Project  conditions  for  Projects  5-2  and  5-4  combined  Option  1. 

Significant  Impact  TR-P5-4g: 

Muni  bus  lines  9,  9X,  9AX  and  SamTrans  292  would  experience  significant  delays  under  2025 
Cumulative  plus  Project  conditions  for  Project  5-4  only  with  Option  1. 

TRANSIT 

The  transit  impacts  resulting  from  Project  5-4  Modified  Option  2  would  be  similar  to  the  transit 
impacts  described  in  the  Draft  EIR  except  for  a  700'  long  segment  in  the  northbound  direction 
between  Helena  Street  and  Marengo  Street  where  a  shared  transit  and  bicycle  lane  is  proposed. 
This  lane  would  also  be  used  by  vehicles  making  right  turns.  There  are  approximately  25  buses 
per  hour  in  the  northbound  direction  of  this  portion  of  Bayshore  Boulevard  during  the  AM  and 
PM  peak  periods.  Bicycle  volumes  on  this  segment  of  Bayshore  Boulevard  are  generally 
moderate.   As  stated  on  p.  V. A. 3-446  of  the  Draft  EIR,  few  conflicts  were  observed  between 
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V.  Environmental  Setting  and  Impacts  and  Mitigation  Measures 

A.  Transportation 
3.         Project-Level  Analysis 

buses  and  bicyclists  at  the  bus  stops  along  the  section  of  Bayshore  Boulevard  between  Helena 
and  Marengo  Streets. 

With  the  low  bicycle  volumes  on  this  segment  of  Bayshore  Boulevard,  transit  planners,  based 
on  similar  situations,  find  there  would  be  minimal  conflict  between  buses  and  bicycles  in  the 
proposed  shared  lane.  Currently  the  right  travel  lane  of  Bayshore  Boulevard  is  used  by  buses, 
regular  traffic  and  bicycles.  A  shared  bus  and  transit  lane  would  carry  less  traffic  than  a  general 
traffic  lane  and  therefore  it  would  be  an  improvement  over  the  existing  condition  for  transit 
vehicles.  Therefore,  Project  5-4  Modified  Option  2  would  have  the  same  transit  impacts  as 
described  for  Option  2  in  the  Draft  EIR. 

As  described  in  the  Draft  EIR,  Project  5-4  shares  a  common  intersection  with  Project  5-2 
(Intersection  26:  Bayshore  Boulevard/Alemany  Boulevard/Industrial  Street).  The  Draft  EIR 
identified  a  significant  transit  impact  as  a  result  of  the  combination  of  Projects  5-2  and  5-4 
Option  1  for  2025  Cumulative  plus  Project  conditions  (Significant  Impact  TR-P5-4f)  and  also  for 
Project  5-4  Option  1  individually  for  2025  Cumulative  plus  Project  conditions  (Significant 
Impact  TR-P5-4g).  Modified  Option  2  would  reduce  delays  at  some  intersections.  However, 
due  to  similarities  elsewhere  in  roadway  configuration  to  Option  1,  there  would  still  be  delays 
at  other  intersections  along  the  project  alignment.  There  could  be  a  potentially  significant 
transit  delay  and  taking  a  conservative  position.  Significant  Impacts  TR-P5-4f  and  TR-P5-4g  for 
transit  would  remain  as  a  result  of  Project  5-4  Modified  Option  2. 

Muni  bus  lines  9,  9X,  9AX,  90  owl  and  SamTrans  bus  line  292  run  along  Bayshore  Boulevard 
between  Cesar  Chavez  Street  and  Silver  Avenue.  Southbound  Muni  bus  lines  9X  and  9AX  run 
on  US  101.  In  addition.  Muni  bus  line  23  operates  on  Bayshore  Boulevard  between  Oakdaio 
Avenue  and  Industrial  Street  with  Muni  bus  line  24  on  Bayshore  Boulevard  between  Courtland 
Avenue  and  Industrial  Street.  This  section  of  Bayshore  Boulevard  carries  approximalolv  20 
southbound  buses  and  25  northbound  buses  during  the  AM  and  PM  peak  periods.  Bus  slops 
are  located  at  Jerrold  Avenue,  Oakdale  Avenue,  Courtland  Avenue,  Marengo  Street,  Alcmanv 
Boulevard/Industrial  Street,  Boutwell  Street/Augusta  Street,  and  Silver  Avenue. 
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A.  Transportation 
3.         Project-Level  Analysis 

Bicycle  volumes  along  this  section  of  Bay  shore  Boulevard  are  generally  low;  no  conflicts  were 
observed'^  between  buses  and  bicyclists  at  the  bus  stops  along  this  section  of  Bayshore 
Boulevard  with  the  exception  of  the  northbound  bus  stop  at  the  Bayshore  Boulevard/Silver 
Avenue  intersection.  This  bus  stop  is  located  on  the  north  side  of  the  intersection;  bus  bunching 
at  the  stop  was  observed  causing  buses  to  queue  into  the  intersection  and  requiring  bicyclists  to 
use  the  general  traffic  lane. 

Project  5-4  shares  a  common  intersection  (Intersection  26:  Bayshore  Boulevard/Alemany 
Boulevard/Industrial  Street)  with  Project  5-2:  Alemany  Boulevard  Bicycle  Lanes,  Bayshore 
Boulevard  to  Rousseau  Street.  The  transit  delay  analysis  below  (Projects  5-2  and  5-4  combined) 
reflects  the  combined  impact  of  Projects  5-2  and  5-4  modifications  to  the  Alemany  Boulevard 
Bicycle  Lanes,  Bayshore  Boulevard  to  Rousseau  Street  intersection  on  transit  delay.  The  impacts 
resulting  from  the  implementation  of  individual  Project  5-4  (Project  5-4)  without  Project  5-2 
modifications  to  the  Alemany  Boulevard  Bicycle  Lanes,  Bayshore  Boulevard  to  Rousseau  Street 
intersection  will  follow. 

•  Option  1 

Existing  and  Existing  plus  Project  Conditions  for  Projects  5-2  and  5-4  combined 

Please  see  Project  5-2  discussion  on  p.  V.A.3-421 

2025  Cumulative  and  2025  Cumulative  plus  Project  Conditions  for  Projects  5-2  and  5-4 
combined 

Please  see  Project  5-2  discussion  on  p.  V.A.3-421 

•  Option  2 

Existing  and  Existing  plus  Project  Conditions  for  Projects  5-2  and  5-4  combined 

Please  see  Project  5-2  discussion  on  p.  V.A.3-421 

2025  Cumulative  and  2025  Cumulative  plus  Project  Conditions  for  Projects  5-2  and  5-4 
combined 

Please  see  Project  5-2  discussion  on  p.  V.A.3-421 

Existing  and  Existing  plus  Project  Conditions  for  Project  5-4  alone 

Under  Existing  conditions,  for  Project  5-4  by  itself,  no  lane  configuration  changes  that 
would  affect  transit  service  are  proposed  relative  to  Existing  conditions  for  the  shared 
Bayshore  Boulevard/Alemany  Boulevard/Industrial  Street  intersection  by  individual 
Project  5-2  with  either  Option  1  or  Option  2.  Consequently,  the  transit  impacts  resulting 
from  individual  Project  5-4  would  be  the  same  as  for  Projects  5-2  and  5-4  combined. 


"  Field  surveys  were  conducted  by  CHS  Consulting  on  Tuesday,  October  30,  2007  during  the  PM  peak. 
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3.         Project-Level  Analysis 

Therefore,  a  significant  transit  impact  would  not  occur  v^ith  the  implementation  of 
individual  Project  5-4  with  either  Option  1  or  Option  2  under  Existing  plus  Project 
conditions. 

2025  Cumulative  and  2025  Cumulative  plus  Project  Conditions  for  Project  5-4  alone 

Under  Cumulative  conditions,  for  Project  5-4  by  itself,  no  lane  configuration  changes 
that  would  affect  transit  service  are  proposed  relative  to  Cumulative  conditions  for  the 
shared  Bayshore  Boulevard/Alemany  Boulevard/Industrial  Street  intersection  by 
individual  Project  5-2  with  either  Option  1  or  Option  2.  Consequently,  the  transit 
impacts  resulting  from  individual  Project  5-4  would  be  the  same  as  for  Projects  5-2  and 
5-4  combined.  Therefore,  a  significant  transit  impact  (Significant  Impact  TR-P5-4g) 
would  occur  for  Muni  bus  lines  9,  9X,  9AX  and  SamTrans  292  with  the  implementation 
of  individual  Project  5-4  with  Option  1  under  2025  Cumulative  plus  Project  conditions. 
No  significant  transit  impact  would  occur  with  Option  2. 

PARKING 

Compared  to  the  project  analyzed  in  the  Draft  EIR,  Project  5-4  Modified  Option  2  would 
remove  approximately  27  more  parking  spaces  on  the  east  side  of  Bayshore  Boulevard  from 
Boutwell  Street  to  Helena  Street  for  a  total  removal  of  112  on-street  parking  spaces  on  Bayshore 
Boulevard  between  Silver  Avenue  and  Industrial  Street.  Adjacent  parcels  on  this  segment  of 
Bayshore  Boulevard  are  not  available  for  development;  US  101  borders  the  west  side  and  a 
steep  sloped  hill  borders  the  east  side.  Parking  occupancy  is  very  low  on  this  segment  of 
Bayshore  Boulevard. 

In  San  Francisco,  parking  supply  is  not  considered  a  permanent  physical  condition,  and  changes 
in  the  parking  supply  would  not  be  a  significant  environmental  impact  as  under  the  CEQA  but 
rather  a  social  effect.  The  loss  of  parking  may  cause  potential,  indirect  physical  effects,  which 
would  include  cars  circling  and  looking  for  a  parking  space  on  neighboring  streets.  The 
secondary  effects  of  drivers  searching  for  parking  is  typically  offset  by  a  reduction  in  \ohicie 
trips  due  to  others  who  are  aware  of  constrained  parking  conditions  in  a  given  area.  \  lonce,  any 
secondary  environmental  impacts  that  may  result  from  a  shortfall  in  parking  in  the  \  icinitv  of 
Project  5-4  Modified  Option  2  would  be  minor.  The  changes  in  on-strecl  parking  also  would  not 
cause  any  secondary  physical  impacts,  such  as  traffic  congestion,  air  quality  impacts,  or  noise 
impacts  caused  by  congestion.  Therefore,  there  would  be  no  significant  parking  impacts  as  a 
result  of  Project  5-4  Modified  Option  2. 
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•  Option  1 

Option  1  would  remove  approximately  85  on-street  parking  spaces  (15  from  east  side 
and  70  from  v^^est  side)  on  Bayshore  Boulevard  between  Industrial  Street  and  Silver 
Avenue.  Adjacent  parcels  on  this  segment  of  Bayshore  Boulevard  are  not  available  for 
development;  US  101  borders  the  west  side  and  a  steep  sloped  hill  borders  the  east  side. 
There  is  little  use  of  these  on-street  parking  spaces  on  this  segment  of  Bayshore 
Boulevard  with  no  more  than  five  cars  observed  to  be  parked  in  this  location.  Since  there 
is  no  parking  demand  along  this  segment  of  Bayshore  Boulevard,  the  loss  of  85  on-street 
parking  spaces  with  implementation  of  Project  5-4  Option  1  would  not  result  in  a 
significant  parking  impact. 

•  Option  2 

Option  2  would  remove  approximately  220  on-street  parking  spaces  on  Bayshore 
Boulevard  from  both  sides  of  the  street  between  Cesar  Chavez  and  Industrial  Streets. 
This  removal  would  increase  the  parking  occupancy  rate  on  this  segment  of  Bayshore 
Boulevard  which  already  has  a  high  parking  demand.  In  addition,  110  on-street  parking 
spaces  (40  on  east  side  and  70  on  west  side)  would  be  removed  on  Bayshore  Boulevard 
between  Industrial  Street  and  Silver  Avenue.  As  discussed  above  for  Option  1,  this 
segment  of  Bayshore  Boulevard  has  little  parking  demand. 

San  Francisco  does  not  consider  parking  supply  as  part  of  the  permanent  physical 
environment.  Parking  conditions  are  not  static,  as  parking  supply  and  demand  varies 
from  day  to  day,  from  day  to  night,  from  month  to  month,  etc.  Hence,  the  availability  of 
parking  spaces  (or  lack  thereof)  is  not  a  permanent  physical  condition,  but  changes  over 
time  as  people  change  their  modes  and  patterns  of  travel. 


Case  No.  2007.0347E  Final  EIR 

— —  —   V.A.3-447a   

San  Francisco  Bicycle  Plan  AUGUST  2009 


V.  Environmental  Setting  and  Impacts  and  Mitigation  Measures 

A.  Transportation 
3.         Project-Level  Analysis 

In  San  Francisco,  parking  deficits  are  considered  to  be  social  effects,  rather  than  impacts 
on  the  physical  environment  as  defined  by  CEQA.  Under  CEQA,  a  project's  social  effects 
need  not  be  treated  as  significant  impacts  on  the  environment.  Environmental 
documents  should,  however,  address  the  secondary  physical  impacts  that  could  be 
triggered  by  a  social  impact.  (CEQA  Guidelines  Section  15131(a).)  The  social 
inconvenience  of  parking  deficits,  such  as  having  to  hunt  for  scarce  parking  spaces,  is 
not  an  environmental  impact,  but  there  may  be  secondary  physical  environmental 
impacts,  such  as  increased  traffic  congestion  at  intersections,  air  quality  impacts,  safety 
impacts,  or  noise  impacts  caused  by  congestion.  In  the  experience  of  San  Francisco 
transportation  planners,  hovs/ever,  the  absence  of  a  ready  supply  of  parking  spaces, 
combined  with  available  alternatives  to  auto  travel  (e.g.,  transit  service,  taxis,  bicycles  or 
travel  by  foot)  and  a  relatively  dense  pattern  of  urban  development,  induces  many 
drivers  to  seek  and  find  alternative  parking  facilities,  shift  to  other  modes  of  travel,  or 
change  their  overall  travel  habits.  Any  such  resulting  shifts  to  transit  service  in 
particular,  would  be  in  keeping  with  the  City's  "Transit  First"  policy.  The  City's  Transit 
First  Policy,  established  in  the  City's  Charter  Section  16.102  provides  that  "parking 
policies  for  areas  well  served  by  public  transit  shall  be  designed  to  encourage  travel  by 
public  transportation  and  alternative  transportation." 

The  transportation  analysis  accounts  for  potential  secondary  effects,  such  as  cars  circling 
and  looking  for  a  parking  space  in  areas  of  limited  parking  supply,  by  assuming  that  all 
drivers  would  attempt  to  find  parking  at  or  near  the  project  site  and  then  seek  parking 
farther  away  if  convenient  parking  is  unavailable.  Moreover,  the  secondary  effects  of 
drivers  searching  for  parking  is  typically  offset  by  a  reduction  in  vehicle  trips  due  to 
others  who  are  aware  of  constrained  parking  conditions  in  a  given  area.  Hence,  any 
secondary  environmental  impacts  which  may  result  from  a  shortfall  in  parking  in  the 
vicinity  of  the  proposed  project  would  be  minor.  Therefore,  there  would  bo  no 
significant  parking  impacts  with  implementation  of  Project  5-4  Option  2. 

PEDESTRIAN 

Pedestrian  volumes  are  generally  very  low,  and  there  would  be  no  changes  in  sidewalk  width 
or  crosswalk  layout.  The  current  interactions  between  pedestrians  and  bicyclists  would  nol 
change  under  either  Option  1  or  Option  2.  Therefore,  there  would  be  no  signilicanl  impacts 
with  Project  5-4  for  either  Option  1  or  Option  2. 

BICYCLE 

Under  Options  1  and  2  the  installation  of  bicycle  lanes  would  proxide  bKydists  with  .i 
designated  right-of-way  for  travel.  The  installation  of  sharrows  would  increase  the  moli>r 
vehicle  drivers'  awareness  that  bicyclists  share  the  road  and  identify  lor  bicyclisls  the  safe 
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pathway  outside  the  "door  zone"."  However,  with  the  loss  of  parking  under  Option  2,  double- 
parking  may  occur  for  freight  loading  activities  most  likely  within  the  bicycle  lane.  In  these 
situations,  bicyclists  would  use  the  general  travel  lane  which  does  not  significantly  differ  from 
Existing  conditions  Therefore,  Project  5-4  with  either  Option  1  or  Option  2  would  not  result  in  a 
significant  impact  to  bicyclists,  but  could  have  the  beneficial  effect  of  improving  roadway 
conditions  and  safety  for  bicyclists. 

LOADING 

Project  5-4  Modified  Option  2  would  remove  approximately  14  parking  spaces  on  the  west  side 
of  Bayshore  Boulevard  between  Hilton  Street  to  Industrial  Street,  which  is  a  short  segment  of 
Bayshore  Boulevard  between  Industrial  Street  and  Cesar  Chavez  Street.  Hence,  on-street 
parking  spaces  that  are  available  for  loading  activities,  along  Bayshore  Boulevard  between 
Cesar  Chavez  and  Industrial  Street  and  Industrial  Avenue,  would  not  be  eliminated.  However, 
Significant  Impacts  TR-P5-4h  and  TR-P5-4i  would  still  occur  as  a  result  of  Project  5-4  Modified 
Option  2. 

•  Option  1 

Parking  removal  with  Option  1  would  eliminate  available  on-street  parking  spaces  for 
loading  activities.  However,  the  area  proposed  for  parking  removal  has  no  adjacent  land 
uses  and  no  loading  activities.  Therefore,  there  would  be  no  significant  loading  impacts 
with  Project  5-4  Option  1. 

•  Option  2 

Parking  removal  with  Option  2  on  the  segment  of  Bayshore  Boulevard  between  Cesar 
Chavez  and  Industrial  Streets  has  a  substantial  amount  of  industrial  and  commercial 
uses;  on-street  parking  removal  would  eliminate  available  on-street  parking  spaces  for 
loading  activities.  Due  to  the  high  demand  for  freight  loading  to  the  stores  and  customer 
pick-ups  in  this  area,  the  parking  removal  by  Option  2  would  result  in  double  parking  in 
the  travel  lanes  or  bicycle  lanes  for  loading  activities.  The  City  of  San  Francisco 
Transportation  Code  Section  38N  allows  vehicles  to  temporarily  block  a  bicycle  lane 
during  weekday  midday,  but  not  during  the  AM  (7:00  a.m.  to  9:00  a.m.)  and  PM  (4:00 
p.  m.  to  6:00  p.  m.)  peak  periods.  Thus,  no  deliveries  can  be  made  during  these  periods 


"  In  February  2004,  Alta  Planning  +  Design  completed  a  study,  San  Francisco's  Shared  Lane  Pavement 
Markings:  Improving  Bicycle  Safety,  on  shared  lane  markings  for  Class  III  bikeways  in  San  Francisco.  In 
this  study,  a  key  conclusion  was  that  the  pavement  markings  (also  known  as  sharrow  markings) 
increased  the  awareness  of  the  bicyclists'  and  motorists'  position  on  the  road.  Bicyclists  tended  to  ride 
further  from  parked  cars,  and  motorists  tended  to  pass  bicyclists  at  a  greater  distance  from  the 
pavement  marking.  The  report's  recommendation  was  to  use  the  sharrow  markings  on  appropriate 
shared  lanes  but  not  as  a  substitution  for  bicycle  lanes  where  feasible. 
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because  there  are  no  other  options  available  to  receive  deliveries.  Because  truck  loading 
demand  is  high  along  this  corridor,  a  significant  loading  impact  (Significant  Impacts 
TR-P5-4h  and  TR-P5-4i)  would  result  with  implementation  of  Project  5-4  Option  2  under 
Existing  plus  Project  and  2025  Cumulative  plus  Project  conditions. 

Significant  Impact  TR-P5-4h: 

A  significant  loading  impact  would  occur  as  a  result  of  Project  5-4  Option  2  under  Existing  plus 
Project  conditions. 
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Significant  Impact  TR-P5-4i: 

A  significant  loading  impact  would  occur  as  a  result  of  Project  5-4  Option  2  under  2025 
Cumulative  plus  Project  conditions. 

PROJECT  5-5:  CESAR  CHAVEZ  STREET  BICYCLE  LANES,  1-280  TO  US  101  FREEWAYS  g 
There  are  two  options  for  this  segment  of  Cesar  Chavez. 

•  Option  1 

Option  1  would  add  a  Class  II  bicycle  lane  in  each  direction  and  remove  either  an 
eastbound  or  westbound  travel  lane. 

•  Option  2 

Option  2  would  add  both  an  eastbound  Class  II  bicycle  lane  and  a  westbound  Class  II 
bicycle  lane,  and  remove  all  on-street  parking  on  the  north  side  of  Cesar  Chavez 
between  the  US  101  and  the  1-280. 

TRAFFIC:  INTERSECTION  LEVEL  OF  SERVICE  (LOS) 

Intersection  LOS  calculations  were  performed  for  the  PM  peak  hour. 
PM  Peak  Hour 

Two  study  intersections  are  included  for  the  PM  Peak  Hour  for  Project  5-5. 
Intersection  31:  Evans  Street/Cesar  Chavez  Street 

•  Option  1 

Existing  and  Existing  plus  Project  Conditions 

Under  Existing  conditions,  this  intersection  operates  at  LOS  D  with  47.4  seconds  of 
delay.  The  Evans  Avenue/Cesar  Chavez  Street  intersection  would  operate 
unsatisfactorily  at  LOS  F,  with  more  than  80  seconds  of  average  delay  under  Existing 
plus  Project  conditions.  The  eastbound  lane  configuration  would  be  modified  from  two 
through  lanes  and  one  exclusive  right-turn  lane  to  one  through  lane  and  one  exclusive 
right-turn  lane.  Due  to  the  reduction  of  capacity  in  the  eastbound  direction,  there  would 
be  an  increase  in  delay.  Because  the  eastbound  critical  movements  would  either 
deteriorate  or  would  operate  at  an  unacceptable  LOS  F,  with  more  than  80  seconds  of 
average  delay  under  Existing  plus  Project  conditions,  a  significant  impact  (Significant 
Impact  TR-P5-5a')  would  occur  at  this  intersection  with  the  implementation  of  Project  5-5 
Option  1.  Table  V.5-22,  p.  V. A. 3-451,  summarizes  these  results. 
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TABLE  V.5-22 
CLUSTER  5  -  PROJECT  5-5 
INTERSECTION  LEVEL  OF  SERVICE  (LOS)  AND  AVERAGE  DELAY  -  EXISTING  AND  EXISTING 
PLUS  PROJECT  CONDITIONS  -  WEEKDAY  PM  PEAK  HOUR 

Existing  plus  Project 

Existing  Option  1  Option  2 

Average  Average  Average 

Intersection  Delay^       LOS       Delay^       LOS"       Delay'  LOS 

31.  Evans  Avenue/Cesar  Chavez  Street         47.4  D  >80  F  47.4  D 

32.  Pennsylvania  Avenue/Cesar 

Chavez  Street/I-280  off-ramp  31.9  C  33.6  C  31.9  C 


Source:  Wilbur  Smith  Associates,  October  2008 
Notes: 

a.  Delay  in  seconds  per  vehicle. 

b.  Intersections  operating  at  LOS  E  or  LOS  F  conditions  highlighted  in  bold.  

2025  Cumulative  and  2025  Cumulative  plus  Project  Conditions 

The  Evans  Avenue/Cesar  Chavez  Street  intersection  would  operate  unsatisfactorily  at 
LOS  F,  with  more  than  80  seconds  of  average  delay  under  2025  Cumulative  conditions. 
Under  2025  Cumulative  plus  Project  conditions,  this  intersection  would  operate 
unsatisfactorily  at  LOS  F,  with  more  than  80  seconds  of  delay.  Deterioration  of  the 
eastbound  critical  movement  at  Evans  Avenue/Cesar  Chavez  Street  for  Existing  plus 
Project  to  LOS  F  relative  to  Existing  Conditions,  is  determined  a  significant  impact.  As  a 
consequence,  a  corresponding  LOS  deterioration  is  expected  at  this  intersection  for  2025 
Cumulative  plus  Project,  when  compared  to  2025  Cumulative  conditions.  Therefore,  a 
significant  impact  (Significant  Impact  TR-P5-5b)  would  occur  at  this  intersection  with 
implementation  of  Project  5-5  Option  1.  Table  V.5-23,  p.  V.A.3-453,  summnri/os  these 
results. 

•    Option  2 

Existing  and  Existing  plus  Project  Conditions 

Under  Existing  conditions,  this  intersection  operates  at  LOS  D  with  47.4  seconds  of 
delay.  The  Evans  Avenue/Cesar  Chavez  Street  intersection  would  operate  satisfactorily 
at  LOS  D,  with  47.4  seconds  of  average  delay  under  Existing  plus  Project  conditii>ns. 
There  are  no  lane  configuration  adjustments  to  the  inter.soction  under  Existing  plus 
Project  conditions  relative  to  Existing  conditions.  Hence,  there  would  be  no  change  in 
LOS  or  delay  for  this  intersection,  compared  to  Existing  conditions.  Therefore,  Project  5- 
5  would  not  cause  a  significant  impact  to  the  Evans  Avenue/Cesar  Chavez  Street 
intersection  with  the  implementation  for  Project  5-5  Option  2  under  Existing  plus  I'roject 
conditions.  Table  V.5-22,  p.  V.A.3-451,  summarizes  these  ri'sults. 
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2025  Cumulative  and  2025  Cumulative  plus  Project  Conditions 

The  Evans  Avenue/Cesar  Chavez  Street  intersection  would  operate  unsatisfactorily  at 
LOS  F,  with  more  than  80  seconds  of  average  delay  under  2025  Cumulative  conditions. 
The  Evans  Avenue/Cesar  Chavez  Street  intersection  would  operate  unsatisfactorily  at 
LOS  F,  with  more  than  80  seconds  of  delay  under  2025  Cumulative  plus  Project 
conditions.  However,  there  are  no  lane  configuration  adjustments  to  the  study 
intersection  under  2025  Cumulative  plus  Project  conditions;  therefore,  there  would  be  no 
change  in  LOS  or  delay  for  this  intersection.  Thus  a  significant  impact  would  not  occur 
at  this  intersection  with  the  implementation  of  Project  5-5  Option  2.  Table  V.5-23, 
p.  V.A.3-453,  summarizes  these  results. 

Intersection  32:  Pennsylvania  Avenue/Cesar  Chavez  Street/1-280  Off-Ramp 

•  Option  1 

Existing  and  Existing  plus  Project  Conditions 

Under  Existing  conditions,  this  intersection  operates  at  LOS  C  with  31.9  seconds  of 
delay.  The  Pennsylvania  Avenue/Cesar  Chavez  Street/I-280  Off-Ramp  intersection 
would  operate  satisfactorily  at  LOS  C,  with  33.6  seconds  of  average  delay  under  Existing 
plus  Project  conditions.  The  eastbound  lane  configuration  would  be  modified  from  two 
through  lanes  and  one  exclusive  left-turn  lane  to  one  through  lane  and  one  exclusive 
left-turn  lane.  Due  to  the  reduction  of  capacity  in  the  eastbound  direction,  there  would 
be  an  increase  in  delay  along  this  approach.  The  average  intersection  delay  would 
increase  by  1.6  seconds,  compared  to  Existing  conditions.  Therefore,  Project  5-5  Option  1 
would  not  cause  a  significant  traffic  impact  to  the  Pennsylvania  Avenue/Cesar  Chavez 
Street/I-280  Off-Ramp  intersection  under  Existing  plus  Project  conditions.  Table  V.5-22, 
p.  V. A. 3-451,  summarizes  these  results. 

2025  Cumulative  and  2025  Cumulative  plus  Project  Conditions 

The  Pennsylvania  Avenue/Cesar  Chavez  Street/1-280  Off-Ramp  intersection  would 
operate  unsatisfactorily  at  LOS  E  in  the  PM  Peak  Hour,  with  73.3  seconds  of  average 
delay  under  2025  Cumulative  conditions.  Under  2025  Cumulative  plus  Project 
conditions,  this  intersection  would  operate  unsatisfactorily  at  LOS  E,  with  69.7  seconds 
of  delay.  Since  the  intersection  delay  decreases  by  3.6  seconds  and  the  eastbound  critical 
movements  improve  under  2025  Cumulative  plus  Project  conditions,  a  significant 
impact  would  not  occur  at  this  intersection  with  the  implementation  of  Project  5-5 
Option  1.  Table  V.5-23,  p.  V.A.3-453,  summarizes  these  results. 

•  Option  2 

Existing  and  Existing  plus  Project  Conditions 

The  Pennsylvania  Avenue/Cesar  Chavez  Street/I-280  Off-Ramp  intersection  would 
operate  satisfactorily  at  LOS  C,  with  31.9  seconds  of  average  delay  under  Existing  plus 
Project  conditions.  There  are  no  lane  configuration  adjustments  to  the  intersection  under 


Case  No.  2007.0347E 

San  Francisco  Bicycle  Plan 


V.A.3-452 


Final  EIR 
AUGUST  2009 


V.  Environmental  Setting  and  Impacts  and  Mitigation  Measures 

A.  Transportation 
3.         Project-Level  Analysis 

Existing  plus  Project  conditions  relative  to  Existing  conditions.  Hence,  there  would  be  no 
change  in  LOS  or  delay  for  this  intersection,  compared  to  Existing  conditions.  Therefore, 
Project  5-5  would  not  cause  a  significant  impact  to  the  Pennsylvania  Avenue/Cesar 
Chavez  Street/I-280  Off-Ramp  intersection  with  the  implementation  for  Project  5-5 
Option  2  under  Existing  plus  Project  conditions.  Table  V.5-22,  p.  V.A.3-451,  summarizes 
these  results. 

2025  Cumulative  and  2025  Cumulative  plus  Project  Conditions 

The  Pennsylvania  Avenue/Cesar  Chavez  Street/1-280  Off-Ramp  intersection  would 
operate  unsatisfactorily  at  LOS  E  in  the  PM  Peak  Hour,  with  more  than  73.3  seconds  of 
delay  under  2025  Cumulative  plus  Project  conditions.  However,  there  are  no  lane 
configuration  adjustments  to  the  study  intersection  under  2025  Cumulative  plus  Project 
conditions;  therefore,  there  would  be  no  change  in  LOS  or  delay  for  this  intersection. 
Thus  a  significant  impact  would  not  occur  at  this  intersection  with  the  implementation 
of  Project  5-5  Option  2.  Table  V.5-23,  p.  V.A.3-453,  summarizes  these  results. 


TABLE  V.5-23 
CLUSTER  5  -  PROJECT  5-5 
INTERSECTION  LEVEL  OF  SERVICE  (LOS)  AND  AVERAGE  DELAY  -  2025  CUMULATIVE  AND 
2025  CUMULATIVE  PLUS  PROJECT  CONDITIONS  -  WEEKDAY  PM  PEAK  HOUR 

2025  Cumulative  plus  Project 

2025  Cumulative  Option  1  Option  2 

Average  Average  Average 

Intersection  Delay^       LOS''       Delay^       LOS"       Delay^  LOS" 

31.  Evans  Avenue/Cesar  Chavez  Street  >80  F  >80  F  >80  F 

32.  Pennsylvania  Avenue/Cesar  73.3  E  69.7  E  73.3  E 
Chavez  Street/1-280  off-ramp 


Source:  Wilbur  Smith  Associates,  October  2008 
Notes: 

a.  Delay  in  seconds  per  vehicle. 
 b.  Intersections  operating  at  LOS  E  or  LOS  F  conditions  highlighted  in  bold.  

Significant  Impact  TR-P5-5a: 

The  intersection  of  Evans  Street/Cesar  Chavez  Street  would  operate  at  LOS  F  under  l-\isting 
plus  Project  conditions  for  Option  \. 

Under  Existing  conditions,  the  Evans  Avenue/Cesar  Chavez  Street  interstHTlion  w mild  opi  tMle  .it 
LOS  D  with  47.4  seconds  of  delay.  However,  under  Existing  plus  Project  conditions  for  Option 
1,  the  Evans  Avenue/Cesar  Chavez  Street  intersection  would  oper.ilr  .it  I  OS  I  with  .1  lirl.n  ot 
more  than  80  seconds  as  a  result  of  the  lane  configuration  changes  in  the  easlboutid  liiroclion  on 
Cesar  Chavez  Street.  Because  the  eastbound  critical  movement  deteriorates  for  Option  1  from 
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LOS  D  under  Existing  conditions  to  LOS  F  with  a  corresponding  deterioration  in  the  V/C  ratio 
for  this  movement,  a  significant  impact  would  occur  at  this  intersection  with  the 
implementation  of  Project  5-5. 

Significant  Impact  TR-P5-5b: 

The  intersection  of  Evans  Street/Cesar  Chavez  Street  would  operate  at  LOS  F  under  2025 
Cumulative  plus  Project  conditions  for  Option  1. 

Under  2025  Cumulative  conditions,  the  Evans  Avenue/Chavez  Street  intersection  would 
operate  at  LOS  F  with  a  V/C  ratio  of  L37.  However,  under  2025  Cumulative  plus  Project 
conditions  for  Option  1,  the  Evans  Avenue/Cesar  Chavez  Street  intersection  would  operate  at 
LOS  F  with  a  V/C  ratio  of  L83  as  a  result  of  the  lane  configuration  changes  in  the  eastbound 
direction  on  Cesar  Chavez  Street.  Because  the  eastbound  critical  movement  deteriorates  for 
Option  1  with  a  corresponding  deterioration  in  the  V/C  ratio  for  this  movement,  a  significant 
impact  would  occur  at  this  intersection  with  the  implementation  of  Project  5-5. 

TRANSIT 

Muni  bus  line  19  runs  in  both  directions  on  Cesar  Chavez  Street  on  the  segment  of  Project  5-5 
between  Evans  Avenue  and  Connecticut  Street  (approximately  one  block)  with  approximately 
six  buses  per  hour  each  way  during  the  AM  and  PM  peak  periods;  transit  volumes  are  relatively 
low.  Bicycle  volumes  are  also  very  low  so  current  potential  conflicts  between  buses  and 
bicyclists  are  minimal. 

•    Option  1 

Existing  and  Existing  plus  Project  Conditions 

For  Existing  conditions.  Option  1  would  add  approximately  four  seconds  of  delay  to 
Muni  bus  line  19  in  the  westbound  direction  with  no  change  in  delay  in  the  eastbound 
direction.  The  headway  for  Muni  bus  line  19  in  the  PM  peak  period  is  10  minutes;  the 
total  added  delay  of  four  seconds  would  be  less  than  the  transit  delay  threshold  of  6 
minutes.  Therefore,  there  would  not  be  a  significant  transit  impact  with  implementation 
of  Project  5-5  Option  1  under  Existing  plus  Project  conditions. 

2025  Cumulative  and  2025  Cumulative  plus  Project  Conditions 

For  Cumulative  conditions.  Option  1  would  add  approximately  22  seconds  of  delay  to 
Muni  bus  line  19  in  the  westbound  direction  with  no  change  in  delay  in  the  eastbound 
direction.  The  headway  for  Muni  bus  line  19  in  the  PM  peak  period  is  10  minutes;  the 
total  added  delay  of  22  seconds  would  be  less  than  the  transit  delay  threshold  of  6 
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minutes.  Therefore  there  would  be  no  significant  transit  impact  with  implementation  of 
Project  5-5  Option  1  under  2025  Cumulative  plus  Project  conditions. 

•  Option  2 

Existing  and  Existing  plus  Project  Conditions 

For  Existing  conditions.  Option  2  would  not  change  the  travel  time  to  Muni  bus  line  19 
in  either  the  westbound  or  eastbound  direction.  Therefore,  there  would  be  no  significant 
transit  impact  with  implementation  of  Project  5-5  Option  2  under  Existing  plus  Project 
conditions. 

2025  Cumulative  and  2025  Cumulative  plus  Project  Conditions 

For  Cumulative  conditions.  Option  2  would  add  approximately  207  seconds  (3.4 
minutes)  of  delay  to  Muni  bus  line  19  in  the  westbound  direction  with  no  change  in 
delay  in  the  eastbound  direction.  The  headway  for  Muni  bus  line  19  in  the  PM  peak 
period  is  10  minutes;  the  total  added  delay  of  207  seconds  (3.4  minutes)  would  be  less 
than  the  transit  delay  threshold  of  6  minutes.  Therefore  there  would  be  no  significant 
transit  impact  with  implementation  of  Project  5-5  Option  2  under  2025  Cumulative  plus 
Project  conditions. 

PARKING 

•  Option  1 

Option  1  would  not  include  parking  removal.  Therefore,  there  would  be  no  parking 
impacts  with  Project  5-5  Option  1. 

•  Option  2 

Option  2  would  remove  approximately  94  on-street  parking  spaces  on  the  north  side  of 
Cesar  Chavez  Street  between  the  US  101  and  the  1-280  freeways.  Most  of  the  buildings 
along  Cesar  Chavez  Street  have  industrial  uses  and  are  located  on  the  north  side  of  the 
street.  Parking  occupancy  in  this  segment  of  Cesar  Chavez  Street  is  approximately  70 
percent  on  the  south  side  and  62  percent  on  the  north  side.  With  the  removal  of  94 
parking  spaces,  there  would  be  a  parking  deficit  for  this  segment  of  Cesar  Chavez  Street. 
Option  2  would  force  existing  users  to  park  on  the  south  side  of  Cesar  Chavez  Street  i>r 
seek  parking  farther  away  if  convenient  parking  is  unavailable. 

In  San  Francisco,  parking  supply  is  not  considered  a  permanent  physical  (.i>ndition,  and 
changes  in  the  parking  supply  would  not  be  a  significant  environmental  impact  imder 
CEQA,  but  rather  a  social  effect.  The  loss  of  parking  may  cause  pt>tential  indirect 
physical  effects,  which  would  include  cars  circling  and  looking  for  a  parking  space  in 
neighboring  streets.  The  secondary  effects  of  drivers  searching  for  parking  is  typically 
offset  by  a  reduction  in  vehicle  trips  due  to  some  tlri\i'rs,  .iw  .m'  o\  ci>nsli .lined  parking 
conditions  in  a  given  area,  shifting  travel  modes.  Hence,  an\  secondary  environmental 
impacts  that  may  result  from  a  shortfall  in  parking  wouKI  be  minor.  I  ln'refore,  any  net 
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reduction  in  on-street  parking  supply  would  not  result  in  significant  parking  impacts. 
Thus,  there  would  be  no  significant  parking  impacts  with  implementation  of  Project  5-5 
Option  2. 

PEDESTRIAN 

Pedestrian  volumes  are  generally  very  low,  and  there  would  be  no  changes  in  sidewalk  width 
or  crosswalk  layout.  The  current  interactions  between  pedestrians  and  bicyclists  would  not 
change  as  a  result  of  either  option.  Therefore,  there  would  be  no  pedestrian  impacts  as  a  result 
of  Project  5-5  with  either  Option  1  or  Option  2. 

BICYCLE 

The  proposed  Class  II  bicycle  lanes  under  both  Options  1  and  2  would  provide  a  clear  right-of- 
way  for  bicyclists.  Under  Option  2,  bicyclists  traveling  in  the  proposed  westbound  bicycle  lane 
would  benefit  from  the  removal  of  on-street  parking  on  the  north  side  because  the  potential  for 
'dooring'  from  an  adjacent  parked  car  would  be  eliminated.  Therefore,  there  would  be  no 
significant  bicycle  impacts  as  a  result  of  Project  5-5  with  either  Option  1  or  Option  2,  but  could 
have  the  beneficial  effect  of  improving  roadway  conditions  and  safety  for  cyclists. 

LOADING 

Option  1  would  not  include  removal  of  on-street  yellow  freight  commercial  loading  spaces  or 
affect  access  to  off-street  loading  facilities.  Therefore,  there  would  be  no  loading  impacts  with 
Project  5-5  Option  1 . 

Almost  all  of  the  industrial  uses  along  this  segment  of  Cesar  Chavez  have  off-street  loading 
spaces  and  loading  activities  are  accommodated  on-site.  Therefore,  the  removal  of  on-street 
parking  spaces  on  the  north  side  of  Cesar  Chavez  under  Option  2  in  this  segment  would  not 
affect  loading  activity.  There  were  no  double-parked  trucks  observed'^  on  this  segment  of  Cesar 
Chavez.  Therefore,  there  would  be  no  significant  loading  impacts  as  a  result  of  Project  5-5 
Option  2. 

PROJECT  5-6:  CESAR  CHAVEZ  STREET/26^"  STREET  BICYCLE  LANES,  SANCHEZ 
STREET  TO  US  101  ^ 

The  Cesar  Chavez  Street  section  of  Project  5-6  would  involve  the  installation  of  Class  II  and 
Class  III  bicycle  facilities  in  both  directions  between  Hampshire  Street  (near  US  101  Freeway) 
and  Sanchez  Street  as  well  as  the  addition  of  street  trees  along  this  same  segment. 


'2    Field  surveys  were  conducted  by  CHS  Consulting  on  Tuesday,  October  30,  2007  during  the  midday. 
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The  Cesar  Chavez  Street  section  of  Project  5-6  would  be  divided  into  three  segments. 

Segment  I  of  the  Cesar  Chavez  Street  section  of  Project  5-6  would  extend  between  Hampshire 
Street  and  Valencia  Street  and  includes  two  design  options: 

Segment  I  Option  1  would  remove  one  travel  lane  in  each  direction,  maintain  or  widen  the 
existing  median,  and  install  Class  II  bicycle  lanes  in  both  directions.  This  option  would  remove 
up  to  40-45  spaces,  typically  at  corners  where  bulbouts  may  be  constructed  to  widen  the 
sidewalk. 

Segment  I  Option  2  would  remove  one  travel  lane  in  each  direction,  remove  the  existing 
median,  and  install  Class  II  bicycle  lanes  in  both  directions  and  a  center  two-way  left- turn  lane. 
This  option  would  not  involve  parking  removal. 

Segment  II  of  the  Cesar  Chavez  Street  section  of  Project  5-6  would  extend  between  Valencia 
Street  and  Guerrero  Street  and  includes  two  design  options: 

Segment  II  Option  1  would  remove  one  through  travel  lane  in  each  direction,  remove,  relocate 
or  widen  the  existing  median,  and  install  Class  II  bicycle  lanes  in  both  directions.  This  option 
would  remove  5-8  parking  spaces,  typically  at  comers  where  bulbouts  may  be  constructed  to 
widen  the  sidewalk. 

Segment  II  Option  2  would  remove  one  through  travel  lane  in  the  eastbound  direction  and  a  left 
turn  lane  in  the  westbound  direction,  maintain  or  widen  the  existing  median,  and  install  Class  II 
bicycle  lanes  in  both  directions.  This  option  would  also  install  a  Class  II  bicycle  left  turn  lane  in 
the  eastbound  intersection  approach  to  Valencia  Street.  This  option  would  not  involve  parking 
removal. 

Segment  III  of  the  Cesar  Chavez  Street  section  of  Project  5-6  would  extend  from  Guerrero  Street 
to  Sanchez  Street,  and  has  two  design  options. 

Segment  III  Option  1  would  install  sharrows  in  both  directions  to  the  existing  Class  III  bicvcic 
route  along  Segment  III.  This  option  would  not  change  the  lane  configuration  and  wmiUi  not 
involve  travel  lane  or  parking  removal. 

Segment  III  Option  2  would  install  sharrows  in  both  directions  to  the  existing  Class  III  bicycle 
route  along  Segment  III.  This  option  would  change  the  lane  ct)nliguration  in  llu-  eastbound 
intersection  approach  to  Guerrero  Street  to  a  k  it  turn  l.me  .ind  a  through-right  turn  lane.  This 
option  would  not  involve  travel  lane  or  parking  removal. 
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The  26""  Street  section  of  Project  5-6  would  establish  a  new  Class  III  bicycle  route  with  sharrows 
in  both  directions  on  26"^  Street  between  Hampshire  Street  and  Sanchez  Street.  Project  5-6  would 
result  in  the  loss  of  approximately  four  parking  spaces  per  block  (approximately  76  total 
spaces),  typically  at  the  corners,  where  bulb-outs  and  chokers  would  be  installed  to  calm  traffic. 
This  option  would  not  involve  travel  lane  removal. 

TRAFFIC:  INTERSECTION  LEVEL  OF  SERVICE  (LOS) 

AM  Peak  Hour 

One  study  intersection  is  included  for  the  AM  Peak  Hour  for  Project  5-6. 
Intersection  28:  Mission  Street/Cesar  Chavez  Street 
•     Option  1 

Existing  and  Existing  plus  Project  Conditions  -  AM  Analysis 

In  the  AM  Peak  hour,  under  Existing  conditions,  this  intersection  operates  at  LOS  C  with 
27.7  seconds  of  delay.  The  Mission  Street/Cesar  Chavez  Street  intersection  would 
operate  satisfactorily  at  LOS  C,  with  28.6  seconds  of  average  delay  under  Existing  plus 
Project  conditions.  The  eastbound  lane  configuration  would  be  modified  from  two 
through  lanes  and  one  shared  through-right  turn  lane  to  one  through  lane  and  one 
shared  through-right  turn  lane.  The  westbound  lane  configuration  would  be  modified 
from  two  through  lanes,  one  exclusive  left-turn  lane,  and  one  shared  through-right  turn 
lane  to  one  through  lane  and  one  shared  through-right  turn  lane.  However,  the  average 
intersection  delay  would  increase  by  0.9  seconds,  compared  to  Existing  conditions. 
Therefore,  Project  5-6  Option  1  would  not  cause  a  significant  traffic  impact  to  the 
Mission  Street/Cesar  Chavez  Street  intersection  under  Existing  plus  Project  conditions. 
Peak  H  See  Table  V.5-24,  p.  V.A.3-458,  for  a  summary  of  these  results. 


TABLE  V.5-24 
CLUSTER  5  -  PROJECT  5-6 
INTERSECTION  LEVEL  OF  SERVICE  (LOS)  AND  AVERAGE  DELAY  -  EXISTING  AND  EXISTING 
PLUS  PROJECT  CONDITIONS  -  WEEKDAY  AM  PEAK  HOUR 


Existing  plus  Project 


Existing 


Option  1 


Option  2 


Intersection 


Average 
Delay^ 


LOS'^ 


Average 
Delay^ 


LOS 


Average 
Delay^ 


LOS 


28.     Mission  Street/Cesar  Chavez  Street 


27.7 


C 


28.6 


C 


33.0 


Source:  Wilbur  Smith  Associates,  October  2008. 
Note: 

a.     Delay  in  seconds  per  vehicle.  
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Existing  and  Existing  plus  Project  Conditions  -  PM  Analysis 

Under  Existing  conditions,  this  intersection  operates  at  LOS  D  with  37.5  seconds  of 
delay.  The  Mission  Street/Cesar  Chavez  Street  intersection  would  operate 
unsatisfactorily  at  LOS  F,  with  more  than  80  seconds  of  average  delay  under  Existing 
plus  Project  conditions.  The  westbound  lane  configuration  is  modified  from  two 
through  lanes,  one  exclusive  left-turn  lane,  and  one  shared  through-right  turn  lane  to 
one  through  lane,  and  one  shared  through-right  turn  lane.  Due  to  the  reduction  of 
capacity  in  the  westbound  direction,  there  would  be  an  increase  in  delay.  Because  the 
southbound  and  westbound  critical  movements  either  deteriorate  or  will  operate  at  an 
unacceptable  LOS  F,  with  more  than  80  seconds  of  average  delay  under  Existing  plus 
Project  conditions,  a  significant  impact  (Significant  Impact  TR-P5-6g)  would  occur  at  this 
intersection  with  implementation  of  Project  5-6  Option  1.  See  Table  V.5-26,  p.  V.A.3-460, 
for  a  summary  of  these  results. 


TABLE  V.5-25 
CLUSTER  5  -  PROJECT  5-6 
INTERSECTION  LEVEL  OF  SERVICE  (LOS)  AND  AVERAGE  DELAY  -  2025  CUMULATIVE  AND 
2025  CUMULATIVE  PLUS  PROJECT  CONDITIONS  -  WEEKDAY  AM  PEAK  HOUR 

2025  Cumulative  plus  Project 

2025  Cumulative  Option  1  Option  2 


Average  Average  Average 

Intersection  Delay^       LOS"       Delay^       LOS"       Delay^  LOS" 

28.     Mission  Street/Cesar  Chavez  Street  60.6  E  >80  F  73.5 


Source:  Wilbur  Smith  Associates,  October  2008 
Notes: 

a.  Delay  in  seconds  per  vehicle. 

b.  Intersections  operating  at  LOS  E  or  LOS  F  conditions  highlighted  in  bold.  

2025  Cumulative  and  2025  Cumulative  plus  Project  Conditions  -  AM  Analysis 

The  Mission  Street/Cesar  Chavez  Street  intersection  would  operate  unsatisfactorily  at 
LOS  E  in  the  AM  Peak  Hour,  with  60.6  seconds  of  average  delay  under  2025  Cumulative 
conditions.  Under  2025  Cumulative  plus  Project  conditions,  this  intersection  would 
operate  unsatisfactorily  at  LOS  F,  with  more  than  80  seconds  of  average  delay  under 
2025  Cumulative  plus  Project  conditions.  Because  the  southbound  critical  movements 
would  either  deteriorate  or  would  operate  at  an  unacceptable  LOS  F,  with  more  than  80 
seconds  of  average  delay  under  2025  Cumulative  plus  Project  conditions,  a  significant 
impact  (Significant  Impact  TR-P5-6a)  would  occur  at  this  intersection  with 
implementation  of  Project  5-6  Option  1.  See  Table  V.5-25,  p.  V.A.3-45'^),  lor  a  summary  of 
these  results. 
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TABLE  V.5-26 
CLUSTER  5  -  PROJECT  5-6 
INTERSECTION  LEVEL  OF  SERVICE  (LOS)  AND  AVERAGE  DELAY  -  EXISTING  AND  EXISTING 
PLUS  PROJECT  CONDITIONS  -  WEEKDAY  PM  PEAK  HOUR 


Existing  plus  Project 

Existing 

Option  1 

Option  2 

Intersection 

Average 
Delay^ 

LOS 

Average 
Delay^ 

LOS" 

Average 
Delay^ 

LOS" 

27. 

Guerrero  Street/Cesar  Chavez 
Street 

52.5 

D 

>80 

F 

>80 

F 

28. 

Mission  Street/Cesar  Chavez  Street 

37.5 

D 

>80 

F 

55.7 

E 

29. 

South  Van  Ness  Avenue/Cesar 
Chavez  Street 

32.4 

C 

>80 

F 

>80 

F 

30. 

Bryant  Street/Cesar  Chavez  Street 

51.4 

D 

>80 

F 

66.4 

E 

Source:  Wilbur  Smilh  Associates,  October  2008 

a. 
b. 

Delay  in  seconds  per  vehicle. 

Intersections  operating  at  LOS  E  or  LOS  F  conditions 

highlighted 

in  bold. 

2025  Cumulative  and  2025  Cumulative  plus  Project  Conditions  -  PM  Analysis 

The  Mission  Street/Cesar  Chavez  Street  intersection  would  operate  satisfactorily  at  LOS 
E,  with  64.9  seconds  of  average  delay  under  2025  Cumulative  conditions.  The  Mission 
Street/Cesar  Chavez  Street  intersection  would  operate  unsatisfactorily  at  LOS  F,  with 
more  than  80  seconds  of  delay  under  2025  Cumulative  plus  Project  conditions. 
Deterioration  of  the  southbound  and  westbound  critical  movement  at  Mission 
Street/Cesar  Chavez  Street  for  Existing  plus  Project  to  LOS  F  relative  to  Existing 
Conditions,  is  determined  a  significant  impact.  As  a  consequence  a  corresponding  LOS 
deterioration  is  expected,  at  this  intersection  for  2025  Cumulative  plus  Project  when 
compared  to  2025  Cumulative  conditions.  Therefore,  a  significant  impact  (Significant 
Impact  TR-P5-6i)  would  occur  at  this  intersection  with  implementation  of  Project  5-6 
Option  1.  See  Table  V.5-27,  p.  V.A.3-461,  for  a  summary  of  these  results. 
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TABLE  V.5-27 
CLUSTER  5  -  PROJECT  5-6 
INTERSECTION  LEVEL  OF  SERVICE  (LOS)  AND  AVERAGE  DELAY  -  2025  CUMULATIVE  AND 
2025  CUMULATIVE  PLUS  PROJECT  CONDITIONS  -  WEEKDAY  PM  PEAK  HOUR 


2025  Cumulative  plus  Project 


2025  Cumulative 


Option  1 


Option  2 


Intersection 


Average 
Delay^ 


LOS" 


Average 
Delay^ 


LOS" 


Average 
Delay^ 


LOS" 


27.  Guerrero  Street/Cesar  Chavez 
Street 

28.  Mission  Street/Cesar  Chavez  Street 

29.  South  Van  Ness  Avenue/Cesar 
Chavez  Street 


>80 

64.9 
>80 


>80 

>80 
>80 


>80 

>80 
>80 


30.     Bryant  Street/Cesar  Chavez  Street 


>80 


>80 


>80 


Source:  Wilbur  Smith  Associates,  October  2008 

a.  Delay  in  seconds  per  vehicle. 

b.  Intersections  operating  at  LOS  E  or  LOS  F  conditions  highlighted  in  bold.  

•    Option  2 

Existing  and  Existing  plus  Project  Conditions  -  AM  Analysis 

In  the  AM  Peak  hour,  under  Existing  conditions,  this  intersection  operates  at  LOS  C  with 
27.7  seconds  of  delay.  The  Mission  Street/Cesar  Chavez  Street  intersection  would 
operate  satisfactorily  at  LOS  C,  with  33  seconds  of  average  delay  under  Existing  plus 
Project  conditions.  The  eastbound  lane  configuration  would  be  modified  from  two 
through  lanes  and  one  shared  through-right  turn  lane  to  one  through  lane  and  one 
shared  through-right  turn  lane.  The  westbound  lane  configuration  would  be  modified 
from  two  through  lanes,  one  exclusive  left-turn  lane,  and  one  shared  through-right  turn 
lane  to  one  through  lane,  one  exclusive  left-turn  lane,  and  one  shared  through-right  turn 
lane.  Due  to  the  reduction  of  capacity  in  the  eastbound  and  westbound  directions,  there 
would  be  an  increase  in  delay  along  these  approaches.  However,  the  average 
intersection  delay  would  increase  by  5.3  seconds,  compared  to  Existing  conditions. 
Therefore,  Project  5-6  Option  2  would  not  cause  a  significant  traffic  impact  to  the 
Mission  Street/Cesar  Chavez  Street  intersection  under  Existing  plus  Project  conditions. 
See  Table  V.5-24,  p.  V.A.3-458,  for  a  summary  of  these  results. 

Existing  and  Existing  plus  Project  Conditions  -  PM  Analysis 

Under  Existing  conditions,  this  intersection  t>peratcs  at  I. OS  D  with  37.5  seconds  i>f 
delay.  The  Mission  Street/Cesar  Chavez  Street  intersection  wouki  opi  r.ife  salisfactorilv 
at  LOS  E,  with  55.7  seconds  of  average  delay  under  Existing  plus  Project  conditions,  llio 
westbound  lane  configuration  is  modified  from  two  thriuigh  lanes,  one  e\clusi\e  left- 
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turn  lane,  and  one  shared  through-right  turn  lane  to  one  through  lane,  one  exclusive  left- 
turn  lane,  and  one  shared  through-right  turn  lane.  Due  to  the  reduction  of  capacity  in 
the  westbound  direction  there  would  be  an  increase  in  delay.  Because  the  westbound 
critical  movements  either  deteriorate  or  will  operate  at  an  unacceptable  LOS  E,  with 
more  than  55  seconds  of  average  delay  under  Existing  plus  Project  conditions,  a 
significant  impact  (Significant  Impact  TR-P5-6h)  would  occur  at  this  intersection  with 
implementation  of  Project  5-6  Option  2.  See  Table  V.5-26,  p.  V. A. 3-460,  for  a  summary  of 
these  results. 

2025  Cumulative  and  2025  Cumulative  plus  Project  Conditions  -  AM  Analysis 

The  Mission  Street/Cesar  Chavez  Street  intersection  would  operate  unsatisfactorily  at 
LOS  E  in  the  AM  Peak  Hour,  with  60.6  seconds  of  average  delay  under  2025  Cumulative 
conditions.  The  Mission  Street/Cesar  Chavez  Street  intersection  would  operate 
unsatisfactorily  at  LOS  E,  with  73.5  seconds  of  delay  under  2025  Cumulative  plus  Project 
conditions.  Because  the  westbound  critical  movements  would  either  deteriorate  or 
would  operate  at  an  unacceptable  LOS  F,  with  more  than  80  seconds  of  average  delay 
under  2025  Cumulative  plus  Project  conditions,  a  significant  impact  (Significant  Impact 
TR-P5-6b)  would  occur  at  this  intersection  with  implementation  of  Project  5-6  Option  2. 
See  Table  V.5-25,  p.  V.A.3-459,  for  a  summary  of  these  results. 

2025  Cumulative  and  2025  Cumulative  plus  Project  Conditions  -  PM  Analysis 

The  Mission  Street/Cesar  Chavez  Street  intersection  would  operate  satisfactorily  at  LOS 
E,  with  64.9  seconds  of  average  delay  under  2025  Cumulative  conditions.  The  Mission 
Street/Cesar  Chavez  Street  intersection  would  operate  unsatisfactorily  at  LOS  F,  with 
more  than  80  seconds  of  delay  under  2025  Cumulative  plus  Project  conditions. 
Deterioration  of  the  southbound  and  westbound  critical  movements  at  Mission 
Street/Cesar  Chavez  Street  for  Existing  plus  Project  to  LOS  F  relative  to  Existing 
Conditions,  is  determined  a  significant  impact.  As  a  consequence  a  corresponding  LOS 
deterioration  is  expected,  at  this  intersection  for  2025  Cumulative  plus  Project  when 
compared  to  2025  Cumulative  conditions.  Therefore,  a  significant  impact  (Significant 
Impact  TR-P5-6j)  would  occur  at  this  intersection  with  implementation  of  Project  5-6 
Option  2.  See  Table  V.5-27,  p.  V.A.3-461,  for  a  summary  of  these  results. 

Intersection  27:  Guerrero  Street/Cesar  Chavez  Street 

•    Option  1 

Existing  and  Existing  plus  Project  Conditions 

Under  Existing  conditions,  this  intersection  operates  at  LOS  D  with  52.5  seconds  of 
delay.  The  Guerrero  Street/Cesar  Chavez  Street  intersection  would  operate 
unsatisfactorily  at  LOS  F,  with  more  than  80  seconds  of  average  delay  under  Existing 
plus  Project  conditions.  The  westbound  lane  configuration  would  be  modified  from  one 
through  lane,  two  exclusive  left-turn  lanes,  and  one  shared  through-right  turn  lane  to 
one  shared  through-right  turn  lane,  and  two  exclusive  left-turn  lanes.  Due  to  the 
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reduction  of  capacity  in  the  w^estbound  direction  there  w^ould  be  an  increase  in  delay 
along  these  approaches.  Because  the  southbound  and  w^estbound  critical  movements 
would  either  deteriorate  or  would  operate  at  an  imacceptable  LOS  F,  with  more  than  80 
seconds  of  average  delay  under  Existing  plus  Project  conditions,  a  significant  impact 
(Significant  Impact  TR-P5-6c)  would  occur  at  this  intersection  with  implementation  of 
Project  5-6  Option  1.  See  Table  V.5-26,  p.  V.A.3-460,  for  a  summary  of  Weekday  PM  Peak 
Hour  results  for  Existing  and  Existing  plus  Project  scenarios  at  the  intersection  of 
Guerrero  Street/Cesar  Chavez  Street. 

2025  Cumulative  and  2025  Cumulative  plus  Project  Conditions 

The  Guerrero  Street/Cesar  Chavez  Street  intersection  would  operate  unsatisfactorily  at 
LOS  F  in  the  PM  Peak  Hour,  with  more  than  80  seconds  of  average  delay  under  2025 
Cumulative  conditions.  Under  2025  Cumulative  plus  Project  conditions,  this  intersection 
would  operate  unsatisfactorily  at  LOS  F,  with  more  than  80  seconds  of  delay. 
Deterioration  of  the  southbound  and  westbound  critical  movement  at  Guerrero 
Street/Cesar  Chavez  Street  to  LOS  F,  when  comparing  Existing  plus  Project  to  Existing 
Conditions,  is  deemed  a  significant  impact.  As  a  consequence  a  corresponding  LOS 
deterioration  is  expected,  at  this  intersection  for  2025  Cumulative  plus  Project  when 
compared  to  2025  Cumulative  conditions.  Therefore,  a  significant  impact  (Significant 
Impact  TR-P5-6e)  would  occur  at  this  intersection  with  implementation  of  Project  5-6 
Option  1.  See  Table  V.5-27,  p.  V.A.3-461,  for  a  summary  of  Weekday  PM  Peak  Hour 
results  for  Cumulative  and  Cumulative  plus  Project  scenarios  at  the  intersection  of 
Guerrero  Street/Cesar  Chavez  Street. 

•    Option  2 

Existing  and  Existing  plus  Project  Conditions 

Under  Existing  conditions,  this  intersection  operates  at  LOS  D  with  52.5  seconds  of 
delay.  The  Guerrero  Street/Cesar  Chavez  Street  intersection  would  operate 
unsatisfactorily  at  LOS  F,  with  more  than  80  seconds  of  average  delay  under  Existing 
plus  Project  conditions.  The  eastbound  lane  configuration  would  be  modified  from  one 
shared  through-left  turn  lane  and  one  shared  through-right  turn  lane  to  one  exclusive 
left-turn  lane  and  one  shared  through-right  turn  lane.  The  westbound  lane 
configuration  would  be  modified  from  one  through  lane,  two  exclusive  left-turn  lanes, 
and  one  shared  through-right  turn  lane  to  one  exclusive  left-turn  lane,  one  through  lane, 
and  one  shared  through-right  turn  lane.  Due  to  the  reduction  of  capacity  in  the 
eastbound  and  westbound  directions,  there  would  be  an  increase  in  delay.  Because  the 
southbound,  eastbound  and  westbound  critical  movements  would  either  deteriorate  or 
would  operate  at  an  unacceptable  LOS  F,  with  more  than  80  seconds  o\  average  delay 
under  Existing  plus  Project  conditions,  a  significant  impact  (Significant  Impact  TK-P5. 
6d)  would  occur  at  this  intersection  with  implementation  o[  rrojixl  3 d  Option  2. 
Table  V.5-26,  p.  V.A.3-460,  summarizes  these  results. 
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2025  Cumulative  and  2025  Cumulative  plus  Project  Conditions 

The  Guerrero  Street/Cesar  Chavez  Street  intersection  would  operate  unsatisfactorily  at 
LOS  F  in  the  PM  Peak  Hour,  with  more  than  80  seconds  of  delay  under  2025  Cumulative 
plus  Project  conditions.  Deterioration  of  the  southbound,  eastbound,  and  westbound 
critical  movement  at  Guerrero  Street/Cesar  Chavez  Street  for  Existing  plus  Project  to 
LOS  F  relative  to  Existing  Conditions,  is  determined  a  significant  impact.  As  a 
consequence  a  corresponding  LOS  deterioration  is  expected,  at  this  intersection  for  2025 
Cumulative  plus  Project  when  compared  to  2025  Cumulative  conditions.  Therefore,  a 
significant  impact  (Significant  Impact  TR-P5-6f)  would  occur  at  this  intersection  with 
implementation  of  Project  5-6  Option  2.Table  V.5-27,  p.  V.A.3-461,  summarizes  these 
results. 

Intersection  29:  South  Van  Ness/Cesar  Chavez  Street 
•    Option  1 

Existing  and  Existing  plus  Project  Conditions 

Under  Existing  conditions,  this  intersection  operates  at  LOS  C  with  32.4  seconds  of 
delay.  The  South  Van  Ness/Cesar  Chavez  Street  intersection  would  operate 
unsatisfactorily  at  LOS  F,  with  more  than  80  seconds  of  average  delay  under  Existing 
plus  Project  conditions.  The  westbound  lane  configuration  would  be  modified  from  two 
through  lanes  and  one  shared  through-right  turn  lane  to  one  through  lane  and  one 
shared  through-right  turn  lane.  The  eastbound  lane  configuration  would  be  modified 
from  two  through  lanes,  one  shared  through-left-turn  lane  to  one  through  lane,  and  one 
shared  through-left-tum  lane.  Due  to  the  reduction  of  capacity  in  the  eastbound 
direction,  and  westbound  direction  there  would  be  an  increase  in  delay.  Because  the 
eastbound  and  westbound  critical  movements  would  either  deteriorate  or  would 
operate  at  an  unacceptable  LOS  F,  with  more  than  80  seconds  of  average  delay  under 
Existing  plus  Project  conditions,  a  significant  impact  (Significant  Impact  TR-P5-6k) 
would  occur  at  this  intersection  with  implementation  of  Project  5-6  Option  1.  See  Table 
V.5-26,  p.  V.A.3-460,  for  a  summary  of  Weekday  PM  Peak  Hour  results  for  Existing  and 
Existing  plus  Project  scenarios  at  the  intersection  of  South  Van  Ness/Cesar  Chavez 
Street. 

2025  Cumulative  and  2025  Cumulative  plus  Project  Conditions 

The  South  Van  Ness/Cesar  Chavez  Street  intersection  would  operate  unsatisfactorily  at 
LOS  F  in  the  PM  Peak  Hour,  with  more  than  80  seconds  of  average  delay  under  2025 
Cumulative  conditions.  The  South  Van  Ness/Cesar  Chavez  Street  intersection  would 
operate  unsatisfactorily  at  LOS  F,  with  more  than  80  seconds  of  delay  under  2025 
Cumulative  plu3  Project  conditions.  Deterioration  of  the  eastbound  and  westbound 
critical  movement  at  South  Van  Ness/Cesar  Chavez  Street  to  LOS  F  when  comparing 
Existing  plus  Project  to  Existing  Conditions  is  deemed  a  significant  impact.  As  a 
consequence  a  corresponding  LOS  deterioration  is  expected  at  this  intersection  for  2025 
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Cumulative  plus  Project  when  compared  to  2025  Cumulative  conditions.  Therefore,  a 
significant  impact  (Significant  Impact  TR-P5-6m)  would  occur  at  this  intersection  with 
implementation  of  Project  5-6  Option  1.  See  Table  V.5-27,  p.  V.A.3-461,  for  a  summary  of 
Weekday  PM  Peak  Hour  results  for  Cumulative  and  Cumulative  plus  Project  scenarios 
at  the  intersection  of  South  Van  Ness/Cesar  Chavez  Street. 

•    Option  2 

Existing  and  Existing  plus  Project  Conditions 

Under  Existing  conditions,  this  intersection  operates  at  LOS  C  with  32.4  seconds  of 
delay.  The  South  Van  Ness/Cesar  Chavez  Street  intersection  would  operate 
unsatisfactorily  at  LOS  E,  with  78.5  seconds  of  average  delay  under  Existing  plus  Project 
conditions.  The  westbound  lane  configuration  would  be  modified  from  two  through 
lanes  and  one  shared  through-right  turn  lane  to  one  through  lane  and  one  shared 
through-right  turn  lane.  The  eastbound  lane  configuration  would  be  modified  from  two 
through  lanes  and  one  shared  through-left  turn  lane  to  two  through  lanes  and  one 
exclusive  left-turn  lane.  Due  to  the  reduction  of  capacity  in  the  eastbound  direction,  and 
westbound  direction  there  would  be  an  increase  in  delay.  Because  the  eastbound  and 
westbound  critical  movements  would  either  deteriorate  or  would  operate  at  an 
unacceptable  LOS  F,  with  more  than  80  seconds  of  average  delay  under  Existing  plus 
Project  conditions,  a  significant  impact  (Significant  Impact  TR-P5-6I)  would  occur  at  this 
intersection  with  implementation  of  Project  5-6  Option  2.  See  Table  V.5-26,  p.  V.A. 3-460, 
for  a  summary  of  Weekday  PM  Peak  Hour  results  for  Existing  and  Existing  plus  Project 
scenarios,  for  both  Options  1  and  2,  at  the  intersection  of  South  Van  Ness/Cesar  Chavez 
Street. 

2025  Cumulative  and  2025  Cumulative  plus  Project  Conditions 

The  South  Van  Ness/Cesar  Chavez  Street  intersection  would  operate  unsatisfactorily  at 
LOS  F  in  the  PM  Peak  Hour,  with  more  than  80  seconds  of  delay  under  2025  Cumulative 
plus  Project  conditions.  Deterioration  of  the  eastbound  and  westbound  critical 
movement  at  South  Van  Ness/Cesar  Chavez  Street  to  LOS  F,  when  comparing  Existing 
plus  Project  to  Existing  Conditions,  is  deemed  a  significant  impact.  As  a  consequence  a 
corresponding  LOS  deterioration  is  expected,  at  this  intersection  for  2025  Cumulative 
plus  Project  when  compared  to  2025  Cumulative  conditions.  Therefore,  a  significant 
impact  (Significant  Impact  TR-P5-6n)  would  occur  at  this  intersection  with 
implementation  of  Project  5-6  Option  2.  See  Table  V.5-27,  p.  V.A.3-461,  for  a  summary  of 
Weekday  PM  Peak  Hour  results  for  Cumulative  and  Cumulative  plus  Project  scenarios, 
for  both  Options  1  and  2,  at  the  intersection  of  South  Van  Ness/Cesar  Chavo/  Street. 
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Intersection  30:  Bryant  Street/Cesar  Chavez  Street 

•  Option  1 

Existing  and  Existing  plus  Project  Conditions 

Under  Existing  conditions,  this  intersection  operates  at  LOS  D  with  51.4  seconds  of 
delay.  The  Bryant  Street/Cesar  Chavez  Street  intersection  would  operate  unsatisfactorily 
at  LOS  F,  with  more  than  80  seconds  of  average  delay  under  Existing  plus  Project 
conditions.  .  The  westbound  lane  configuration  would  be  modified  from  two  through 
lanes,  one  exclusive  left-turn  lane,  and  one  shared  through-right  turn  lane  to  one 
through  lane,  one  exclusive  left-turn  lane,  and  one  shared  through-right  turn  lane.  The 
eastbound  lane  configuration  would  be  modified  from  one  through  lane,  one  shared 
through-left  turn  lane,  and  one  shared  through-right  turn  lane  to  one  shared  through- 
left  turn  lane,  and  one  shared  through-right  turn  lane.  Due  to  the  reduction  of  capacity 
in  the  eastbound  direction,  and  westbound  direction  there  would  be  an  increase  in  delay 
along  these  approaches.  Because  the  eastbound  and  westbound  critical  movements 
would  either  deteriorate  or  would  operate  at  an  unacceptable  LOS  F,  with  more  than  80 
seconds  of  average  delay  under  Existing  plus  Project  conditions,  a  significant  impact 
(Significant  Impact  TR-P5-6o)  would  occur  at  this  intersection  with  implementation  of 
Project  5-6  Option  1.  See  Table  V.5-26,  p.  V.A.3-460,  for  a  summary  of  Weekday  PM  Peak 
Hour  results  for  Existing  and  Existing  plus  Project  scenarios,  for  both  Options  1  and  2,  at 
the  intersection  of  Bryant  Street/Cesar  Chavez  Street. 

2025  Cumulative  and  2025  Cumulative  plus  Project  Conditions 

The  Bryant  Street/Cesar  Chavez  Street  intersection  would  operate  unsatisfactorily  at 
LOS  F  in  the  PM  Peak  Hour,  with  more  than  80  seconds  of  average  delay  under  2025 
Cumulative  conditions.  The  Bryant  Street/Cesar  Chavez  Street  intersection  would 
operate  unsatisfactorily  at  LOS  F,  with  more  than  80  seconds  of  delay  under  2025 
Cumulative  plus  Project  conditions.  Deterioration  of  the  eastbound  and  westbound 
critical  movements  at  Bryant  Street/Cesar  Chavez  Street  to  LOS  F,  when  comparing 
Existing  plus  Project  to  Existing  Conditions,  is  deemed  a  significant  impact.  As  a 
consequence  a  corresponding  LOS  deterioration  is  expected,  at  this  intersection  for  2025 
Cumulative  plus  Project  when  compared  to  2025  Cumulative  conditions.  Therefore,  a 
significant  impact  (Significant  Impact  TR-P5-6q)  would  occur  at  this  intersection  with 
implementation  of  Project  5-6  Option  1.  See  Table  V.5-27,  p.  V.A.3-461,  for  a  summary  of 
Weekday  PM  Peak  Hour  results  for  Cumulative  and  Cumulative  plus  Project  scenarios, 
for  both  Options  1  and  2,  at  the  intersection  of  Bryant  Street/Cesar  Chavez  Street. 

•  Option  2 

Existing  and  Existing  plus  Project  Conditions 

Under  Existing  conditions,  this  intersection  operates  at  LOS  D  with  5L4  seconds  of 
delay.- The  Bryant  Street  /Cesar  Chavez  Street  ijitersection  would  operate  unsatisfactorily 
at  LOS  E,  with  66.4  seconds  of  average  delay  under  Existing  plus  Project  conditions.  The 
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westbound  lane  configuration  would  be  modified  from  two  through  lanes,  one  exclusive 
left-turn  lane,  and  one  shared  through-right  turn  lane  to  one  through  lane,  one  exclusive 
left-turn  lane,  and  one  shared  through-right  turn  lane.  The  eastbound  lane 
configuration  would  be  modified  from  one  through  lane,  one  shared  through-left  turn 
lane,  and  one  shared  through-right  turn  lane  to  one  through  lane,  one  exclusive  left-turn 
lane,  and  one  shared  through-right  turn  lane.  Due  to  the  reduction  of  capacity  in  the 
eastbound  direction,  and  westbound  direction  there  would  be  an  increase  in  delay  along 
these  approaches.  Because  the  eastbound  critical  movement  would  either  deteriorate  or 
would  operate  at  an  unacceptable  LOS  F,  with  more  than  80  seconds  of  average  delay 
under  Existing  plus  Project  conditions,  a  significant  impact  (Significant  Impact  TR-P5- 
6p)  would  occur  at  this  intersection  with  implementation  of  Project  5-6  Option  2.  See 
Table  V.5-26,  p.  V.A.3-460,  for  a  summary  of  Weekday  PM  Peak  Hour  results  for 
Existing  and  Existing  plus  Project  scenarios,  for  both  Options  1  and  2,  at  the  intersection 
of  Bryant  Street/Cesar  Chavez  Street. 

2025  Cumulative  and  2025  Cumulative  plus  Project  Conditions 

The  Bryant  Street/Cesar  Chavez  Street  intersection  would  operate  unsatisfactorily  at 
LOS  F  in  the  PM  Peak  Hour,  with  more  than  80  seconds  of  delay  under  2025  Cumulative 
plus  Project  conditions.  Deterioration  of  the  eastbound  and  westbound  critical 
movements  at  Bryant  Street/Cesar  Chavez  Street  to  LOS  F,  when  comparing  Existing 
plus  Project  to  Existing  Conditions,  is  deemed  a  significant  impact.  As  a  consequence  a 
corresponding  LOS  deterioration  is  expected,  at  this  intersection  for  2025  Cumulative 
plus  Project  when  compared  to  2025  Cumulative  conditions.  Therefore,  a  significant 
impact  (Significant  Impact  TR-P5-6r)  would  occur  at  this  intersection  with 
implementation  of  Project  5-6  Option  2.  See  Table  V.5-27,  p.  V.A.3-461,  for  a  summary  of 
Weekday  PM  Peak  Hour  results  for  Cumulative  and  Cumulative  plus  Project  scenarios, 
for  both  Options  1  and  2,  at  the  intersection  of  Bryant  Street/Cesar  Chavez  Street. 

Significant  Impact  TR-P5-6a: 

The  intersection  of  Mission  Street/Cesar  Chavez  Street  would  operate  at  LOS  E  under  2025 
Cumulative  plus  Project  conditions  for  Option  1. 

Under  2025  Cumulative  conditions,  the  Mission  Street/Cesar  Chavez  Street  intersection  would 
operate  at  LOS  E  with  60.6  seconds  of  delay.  However,  under  2025  Cumulative  plus  rrojocl 
conditions  for  Option  1,  the  Mission  Street/Cesar  Chavez  Street  intersection  would  operate  at 
LOS  F  with  a  delay  of  more  than  80  seconds  as  a  result  of  the  lane  configuration  changes  in  the 
eastbound  and  westbound  direction  on  Cesar  Chavez  Street.  Because  the  southbound  critical 
movement  deteriorates  for  Option  1  under  2025  Cumulative  conditions  to  LOS  I"  with  a 
corresponding  deterioration  in  the  V/C  ratio  for  this  movement,  a  significant  impact  would 
occur  at  this  intersection  with  the  implementation  of  Project  5-6. 
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Significant  Impact  TR-P5-6h: 

The  intersection  of  Mission  Street/Cesar  Chavez  Street  would  operate  at  LOS  E  under  2025 
Cumulative  plus  Project  conditions  for  Option  2. 

The  Mission  Street/Cesar  Chavez  Street  intersection  would  operate  unsatisfactorily  at  LOS  E, 
with  60.6  seconds  of  average  delay  under  2025  Cumulative  conditions.  The  Mission  Street/Cesar 
Chavez  Street  intersection  would  operate  unsatisfactorily  at  LOS  E,  with  73.5  seconds  of  delay 
under  2025  Cumulative  plus  Project  conditions  with  Option  2.  Because  the  westbound  critical 
movements  either  deteriorate  or  will  operate  at  an  unacceptable  LOS  E,  with  more  than  55 
seconds  of  average  delay  under  2025  Cumulative  plus  Project  conditions  for  Option  2,  a 
significant  impact  would  occur  at  this  intersection  with  implementation  of  Project  5-6. 

Significant  Impact  TR-P5-6c: 

The  intersection  of  Guerrero  Street/Cesar  Chavez  Street  would  operate  at  LOS  F  under  Existing 
plus  Project  conditions  for  Option  1. 

Under  Existing  conditions,  the  Guerrero  Street/Cesar  Chavez  Street  intersection  operates  at  LOS 
D  with  52.5  seconds  of  delay.  However,  under  Existing  plus  Project  conditions  for  Option  1,  the 
Guerrero  Street/Cesar  Chavez  Street  intersection  would  operate  at  LOS  F  with  a  delay  of  more 
than  80  seconds  as  a  result  of  the  lane  configuration  changes  along  the  eastbound  and 
westbound  approaches  of  Cesar  Chavez  Street.  Because  the  southbound,  eastbound  and 
westbound  critical  movements  deteriorate  for  Option  1  with  a  corresponding  deterioration  in 
the  V/C  ratio  for  these  movements,  a  significant  impact  may  occur  at  this  intersection  with  the 
implementation  of  Project  5-6. 

Significant  Impact  TR-P5-6d: 

The  intersection  of  Guerrero  Street/Cesar  Chavez  Street  would  operate  at  LOS  F  under  Existing 
plus  Project  conditions  for  Option  2. 

Under  Existing  conditions,  the  Guerrero  Street/Cesar  Chavez  Street  intersection  operates  at  LOS 
D  with  52.5  seconds  of  delay.  However,  under  Existing  plus  Project  conditions  for  Option  2,  the 
Guerrero  Street/Cesar  Chavez  Street  intersection  would  operate  at  LOS  F  with  a  delay  of  more 
than  80  seconds  as  a  result  of  the  lane  configuration  changes  in  the  westbound  direction  of 
Cesar  Chavez  Street.  Be'cause  the  southbound,  eastbound  and  westbound  critical  movements 
deteriorate  for  Option  2  with  a  corresponding  deterioration  in  the  V/C  ratio  for  these 
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movements,  a  significant  impact  w^ould  occur  at  this  intersection  with  the  implementation  of 
Project  5-6. 

Significant  Impact  TR-P5-6e: 

The  intersection  of  Guerrero  Street/Cesar  Chavez  Street  would  operate  at  LOS  F  under  2025 
Cumulative  plus  Project  conditions  for  Option  1. 

Under  2025  Cumulative  conditions,  the  Guerrero  Street/Cesar  Chavez  Street  intersection  would 
operate  at  LOS  F  with  a  V/C  ratio  of  1.30.  However,  under  2025  Cumulative  plus  Project 
conditions  for  Option  1,  the  Guerrero  Street/Cesar  Chavez  Street  intersection  would  operate  at 
LOS  F  with  a  delay  of  more  than  80  seconds  as  a  result  of  the  lane  configuration  changes  in  the 
eastbound  and  westbound  directions  along  Cesar  Chavez  Street.  Because  the  southbound, 
eastbound  and  westbound  critical  movements  deteriorate  for  Option  1  with  a  corresponding 
deterioration  in  the  V/C  ratio  for  these  movements,  a  significant  impact  would  occur  at  this 
intersection  with  the  implementation  of  Project  5-6. 

Significant  Impact  TR-P5-6fi 

The  intersection  of  Guerrero  Street/Cesar  Chavez  Street  would  operate  at  LOS  F  under  2025 
Cumulative  plus  Project  conditions  for  Option  2. 

Under  2025  Cumulative  conditions,  the  Guerrero  Street/Cesar  Chavez  Street  intersection  would 
operate  at  LOS  F  with  a  V/C  ratio  of  1.30.  However,  under  2025  Cumulative  plus  Project 
conditions  for  Option  2,  the  Guerrero  Street/Cesar  Chavez  Street  intersection  would  operate  at 
LOS  F  with  a  delay  of  more  than  80  seconds  as  a  result  of  the  lane  configuration  changes  in  the 
westbound  direction  on  Cesar  Chavez  Street.  Because  the  southbound,  eastbound  and 
westbound  critical  movements  deteriorate  for  Option  2  with  a  corresponding  deterioration  in 
the  V/C  ratio  for  these  movements,  a  significant  impact  would  occur  at  this  intersection  with  the 
implementation  of  Project  5-6. 

Significant  Impact  TR-P5-6g: 

The  intersection  of  Mission  Street/Cesar  Chavez  Street  would  operate  at  LOS  F  under  Existing 
Project  conditions  for  Option  1 . 

Under  Existing  conditions,  the  Mission  Street/Cesar  Chavez  Street  intersection  opi-r.ilrs  .it  LOS 
D  with  37.5  seconds  of  delay.  The  Mission  Street/Cesar  Chaxe/  Strivt  intersection  would 
operate  unsatisfactorily  at  LOSE,  with  more  than  80  secomis  of  average  dei.n  iimli-i  I  visting 
plus  Project  conditions  as  a  result  of  the  lane  configuration  changes  in  the  westbound  direction 
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on  Cesar  Chavez  Street.  Because  the  southbound  and  westbound  critical  movements  deteriorate 
for  Option  1  u'ith  a  corresponding  deterioration  in  the  V/C  ratio  for  these  movements,  a 
significant  impact  would  occur  at  this  intersection  with  the  implementation  of  Project  5-6. 

Significant  Impact  TR-P5-6h: 

Under  Existing  conditions,  this  intersection  operates  at  LOS  D  with  37.5  seconds  of  delay.  The 
Mission  Street/Cesar  Chavez  Street  intersection  would  operate  unsatisfactorily  at  LOS  E,  with 
55.7  seconds  of  average  delay  under  Existing  plus  Project  conditions  for  Option  2  as  a  result  of 
the  lane  configuration  changes  in  the  westbound  direction.  Because  the  westbound  critical 
movements  deteriorate  for  Option  2  with  a  corresponding  deterioration  in  the  V/C  ratio  for 
these  movements,  a  significant  impact  would  occur  at  this  intersection  with  the  implementation 
of  Project  5-6. 

Significant  Impact  TR-P5-6i: 

The  intersection  of  Mission  Street/Cesar  Chavez  Street  would  operate  at  LOS  F  under  2025 
Cumulative  plus  Project  conditions  for  Option  2. 

Under  2025  Cumulative  conditions,  the  Mission  Street/Cesar  Chavez  Street  intersection  would 
operate  at  LOS  E  with  64.9  seconds  of  delay.  However,  under  2025  Cumulative  plus  Project 
conditions  for  Option  1,  the  Mission  Street/Cesar  Chavez  Street  intersection  would  operate  at 
LOS  F  with  more  than  80  seconds  of  average  delay  as  a  result  of  the  lane  configuration  changes 
in  the  eastbound  and  westbound  directions  along  Cesar  Chavez  Street.  Because  the  eastbound 
and  westbound  critical  movements  deteriorate  for  Option  1  with  a  corresponding  deterioration 
in  the  V/C  ratio  for  these  movements,  a  significant  impact  may  occur  at  this  intersection  with 
the  implementation  of  Project  5-6. 

Significant  Impact  TR-P5-6j: 

Under  2025  Cumulative  conditions,  the  Mission  Street/Cesar  Chavez  Street  intersection  would 
operate  at  LOS  E  with  64.9  seconds  of  delay.  However,  under  2025  Cumulative  plus  Project 
conditions  for  Option  2,  the  Mission  Street/Cesar  Chavez  Street  intersection  would  operate  at 
LOS  F  with  more  than  80  seconds  of  average  delay  as  a  result  of  the  lane  configuration  changes 
in  the  eastbound  and  westbound  directions  along  Cesar  Chavez  Street.  Because  the  eastbound 
and  westbound  critical  movements  deteriorate  for  Option  2  with  a  corresponding  deterioration 
in  the  V/C  ratio  for  these  movements,  a  significant  impact  would  occur  at  this  intersection  with 
the  implementation  of  Project  5-6. 
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Significant  Impact  TR-P5-6k: 

Under  Existing  conditions,  the  Cesar  Chavez  Street/South  Van  Ness  Avenue  intersection 
operates  at  LOS  C  with  32.4  seconds  of  delay.  How^ever,  under  Existing  plus  Project  conditions 
for  Option  1,  the  South  Van  Ness  Avenue/Cesar  Chavez  Street  intersection  would  operate  at 
LOS  F  with  more  than  80  seconds  of  average  delay  as  a  result  of  the  lane  configuration  changes 
to  the  eastbound  and  westbound  directions  along  Cesar  Chavez  Street.  Because  the  eastbound 
and  westbound  critical  movements  deteriorate  for  Option  1  with  a  corresponding  deterioration 
in  the  V/C  ratio  for  these  movements,  a  significant  impact  would  occur  at  this  intersection  with 
the  implementation  of  Project  5-6. 

Significant  Impact  TR-P5-61: 

Under  Existing  conditions,  the  Cesar  Chavez  Street/South  Van  Ness  Avenue  intersection 
operates  at  LOS  C  with  32.4  seconds  of  delay.  However,  under  Existing  plus  Project  conditions 
for  Option  2,  the  South  Van  Ness  Avenue/Cesar  Chavez  Street  intersection  would  operate  at 
LOS  E  with  78.5  seconds  of  average  delay  as  a  result  of  the  lane  configuration  changes  to  the 
eastbound  and  westbound  directions  along  Cesar  Chavez  Street.  Because  the  eastbound  and 
westbound  critical  movements  deteriorate  for  Option  2  with  a  corresponding  deterioration  in 
the  V/C  ratio  for  these  movements,  a  significant  impact  would  occur  at  this  intersection  with  the 
implementation  of  Project  5-6. 

Significant  Impact  TR-P5-6m: 

The  intersection  of  South  Van  Ness  Avenue/Cesar  Chavez  Street  would  operate  at  LOS  F  under 
2025  Cumulative  plus  Project  conditions  for  Option  2. 

Under  2025  Cumulative  conditions,  the  Cesar  Chavez  Street/South  Van  Ness  Avenue 
intersection  would  operate  at  LOS  F  with  a  V/C  ratio  of  1.49.  However,  under  2025  Cumulative 
plus  Project  conditions  for  Option  1,  the  South  Van  Ness  Avenue/Cesar  Chavez  Street 
intersection  would  operate  at  LOS  F  with  a  V/C  ratio  of  1.91  as  a  result  ol  the  lane  configuration 
changes  in  the  eastbound  and  westbound  directions  along  Cesar  Chavez  Street.  Because  the 
eastbound  and  westbound  critical  movements  deteriorate  for  Option  1  with  a  corresponding 
deterioration  in  the  V/C  ratio  for  these  movements,  a  significant  impact  would  occur  at  this 
intersection  with  the  implementation  of  Project  5-6. 

Significant  Impact  TR-P5-6n: 

Under  2025  Cumulative  conditions,  the  Cesar  Chavez  Street/.Siuith  Van  Ness  Avenue 
intersection  would  operate  at  LOS  F  with  a  V/C  ratio  of  1.49.  I  U)\\  i>\cr,  under  2025  Ciinnilalive 
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plus  Project  conditions  for  Option  2,  the  South  Van  Ness  Avenue/Cesar  Chavez  Street 
intersection  would  operate  at  LOS  F  with  a  V/C  ratio  of  1.53  as  a  result  of  the  lane  configuration 
changes  in  the  eastbound  and  westbound  directions  along  Cesar  Chavez  Street.  Because  the 
eastbound  and  westbound  critical  movements  deteriorate  for  Option  2  with  a  corresponding 
deterioration  in  the  V/C  ratio  for  these  movements,  a  significant  impact  would  occur  at  this 
intersection  with  the  implementation  of  Project  5-6. 

Significant  Impact  TR-P5-6o: 

The  intersection  of  Bryant  Street/Cesar  Chavez  Street  would  operate  at  LOS  F  under  Existing 
plus  Project  conditions  for  Option  2. 

Under  Existing  conditions,  the  Bryant  Street/Cesar  Chavez  Street  intersection  operates  at  LOS  D 
with  51.4  seconds  of  delay.  However,  under  Existing  plus  Project  conditions  for  Option  1,  the 
Bryant  Street/Cesar  Chavez  Street  intersection  would  operate  at  LOS  F  with  more  than  80 
seconds  of  average  delay  as  a  result  of  the  lane  configuration  changes  in  the  eastbound  and 
westbound  directions  along  Cesar  Chavez  Street.  Because  the  eastbound  and  westbound  critical 
movements  deteriorate  for  Option  1  with  a  corresponding  deterioration  in  the  V/C  ratio  for 
these  movements,  a  significant  impact  may  occur  at  this  intersection  with  the  implementation  of 
Project  5-6. 

Significant  Impact  TR-P5-6p: 

Under  Existing  conditions,  the  Bryant  Street/Cesar  Chavez  Street  intersection  operates  at  LOS  D 
with  51.4  seconds  of  delay.  However,  under  Existing  plus  Project  conditions  for  Option  2,  the 
Bryant  Street/Cesar  Chavez  Street  intersection  would  operate  at  LOS  E  with  66.4  seconds  of 
average  delay  as  a  result  of  the  lane  configuration  changes  in  the  eastbound  and  westbound 
directions  along  Cesar  Chavez  Street.  Because  the  eastbound  critical  movements  deteriorate  for 
Option  2  with  a  corresponding  deterioration  in  the  V/C  ratio  for  these  movements,  a  significant 
impact  would  occur  at  this  intersection  with  the  implementation  of  Project  5-6. 

Significant  Impact  TR-P5-6q: 

The  intersection  of  Bryant  Street/Cesar  Chavez  Street  would  operate  at  LOS  F  under 
Cumulative  plus  Project  conditions  for  Option  2. 

Under  2025  Cumulative  conditions,  the  Bryant  Street/Cesar  Chavez  Street  intersection  would 
operate  at  LOS  F  with  a  V/C  ratio  of  1.71.  However,  under  2025  Cumulative  plus  Project 
conditions  for  Option  1,  the  Bryant  Street/Cesar  Chavez  Street  intersection  would  operate  at 
LOS  F  with  a  V/C  ratio  of  2.27  as  a  result  of  the  lane  configuration  changes  in  the  eastbound  and 
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westbound  directions.  Because  the  northbound,  eastbound  and  westbound  critical  movements 
deteriorate  for  Option  1  with  a  corresponding  deterioration  in  the  V/C  ratio  for  these 
movements,  a  significant  impact  would  occur  at  this  intersection  with  the  implementation  of 
Project  5-6. 

Significant  Impact  TR-P5-6e  through  5-6q 

As  discussed  above  (TR-P5-6e  through  TR-P5-6q),  there  would  be  significant  impacts  to 
intersection  LOS  at  the  Guerrero  Street/Cesar  Chavez  Street  intersection,  under  Existing  plus 
Project  conditions  with  Option  2  and,  under  2025  Cumulative  conditions  with  Options  land  2. 
There  would  also  be  significant  impacts  to  intersection  LOS  at  the  Mission  Street/Cesar  Chavez 
Street  intersection  under  Existing  plus  Project  conditions  with  Options  1  and  2,  and  under  2025 
Cumulative  conditions  with  Options  1  and  2.  There  would  also  be  significant  impacts  to 
intersection  LOS  at  the  South  Van  Ness/Cesar  Chavez  Street  intersection  under  Existing  plus 
Project  conditions  with  Options  1  and  2,  and  under  2025  Cumulative  conditions  with  Options  1 
and  2.  There  would  also  be  significant  impacts  to  intersection  LOS  at  the  Bryant  Street/Cesar 
Chavez  Street  intersection  under  Options  1  and  2,  and  under  2025  Cumulative  conditions  with 
Option  1. 

Significant  Impact  TR-P5-6r: 

Under  2025  Cumulative  conditions,  the  Bryant  Street/Cesar  Chavez  Street  intersection  would 
operate  at  LOS  F  with  a  V/C  ratio  of  1.71.  However,  under  2025  Cumulative  plus  Project 
conditions  for  Option  2,  the  Bryant  Street/Cesar  Chavez  Street  intersection  would  operate  at 
LOS  F  with  a  V/C  ratio  of  2.23  as  a  result  of  the  lane  configuration  changes  in  the  eastbound  and 
westbound  directions  along  Cesar  Chavez  Street.  Because  the  northbound,  eastbound  and 
westbound  critical  movements  deteriorate  for  Option  2  with  a  corresponding  deterioration  in 
the  V/C  ratio  for  these  movements,  a  significant  impact  would  occur  at  this  intersection  with  the 
implementation  of  Project  5-6. 

TRANSIT 

Muni  routes  12  and  27  and  SamTrans  bus  line  391  operate  along  portions  ol  the  project  .iriM  for 
Project  5-6.  Muni  bus  line  12  runs  westbound  along  Cesar  Chavez  Street  between  Folsom  and 
Mission  Streets  with  approximately  five  buses  per  hour  during  the  AM  and  PM  peak  periods. 
Muni  bus  line  27  runs  along  Cesar  Chavez  Street  westbound  between  South  Van  Ness  Avenue 
and  Valencia  Street  in  both  directions  between  South  Van  Ness  Avenm>  .imi  i^r\  .ml  Slnvl  with 
approximately  six  buses  per  hour  each  way  during  the  AM  and  PM  peak  periods.  Both  Muni 
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bus  lines  12  and  27  also  operate  on  a  portion  of  the  26th  Street  segment  of  Project  5-6  in  the 
eastbound  direction  between 
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Mission  and  Folsom  Streets  (Muni  bus  line  12)  and  between  Valencia  Street  and  South  Van  Ness 
Avenue  (Muni  bus  line  27).  Eastbound  bus  stops  are  located  on  26th  Street  at  Mission,  South 
Van  Ness  Avenue  and  Folsom  Street  and  on  Cesar  Chavez  at  Folsom,  Harrison,  and  Florida 
Streets.  Westbound  bus  stops  are  located  at  almost  every  block  of  Cesar  Chavez  Street  including 
Bryant,  Alabama,  Harrison,  Folsom,  Valencia  and  Mission  Streets  and  South  Van  Ness  Avenue. 
Transit  volumes  are  relatively  low  along  Project  5-6;  and  bicycle  volumes  were  also  observed"  to 
be  very  low.  No  conflicts  between  transit  and  bicyclists  at  bus  stops  were  observed  either  along 
Cesar  Chavez  Street  or  26th  Street.  SamTrans  bus  line  391  operates  during  the  AM  and  PM  peak 
periods  on  Cesar  Chavez  Street  between  South  Van  Ness  Avenue  and  Mission  Street  with 
approximately  four  buses  per  hour  in  each  direction.  The  bus  does  not  stop  along  this  section 
for  pick-up/drop-off  of  passengers. 

Project  5-6  is  located  on  segments  of  both  Cesar  Chavez  Street  and  26th  Street.  The  transit  delay 
impacts  for  Cesar  Chavez  are  presented  below.  The  26th  Street  segment  of  Project  5-6  which 
carries  eastbound  Muni  bus  line  12  and  a  segment  of  eastbound  Muni  bus  line  27  would  not 
include  lane  removal  or  changes  to  the  bus  stops.  In  addition,  interaction  between  bicyclists  and 
buses  would  not  change  from  existing  conditions  and  is,  therefore,  not  included  in  the  transit 
delay  discussion  below. 

•    Option  1 

Existing  and  Existing  plus  Project  Conditions 

Option  1  would  add  approximately  474  seconds  (7.9  minutes)  of  delay  westboimd  in  the 
PM  peak  period  for  Muni  bus  line  12.  Option  1  would  add  approximately  540  seconds 
(9.0  minutes)  of  delay  westbound  and  approximately  327  seconds  (5.5  minutes)  of  delay 
eastbound  in  the  PM  peak  period  for  Muni  bus  line  27.  The  headways  for  Muni  bus  lines 
12  and  27  in  the  PM  peak  period  are  10  and  12  minutes,  respectively.  For  Muni  bus  line 
12,  the  total  added  delay  of  474  seconds  (7.9  minutes)  would  exceed  the  transit  delay 
threshold  of  6  minutes.  For  Muni  bus  line  27,  the  total  added  delay  of  867  seconds  (14.5 
minutes)  would  exceed  the  transit  delay  threshold  of  6  minutes.  Therefore,  a  significant 
transit  impact  (Significant  Impact  TR-P5-6s  and  TR-P5-6t)  would  occur  for  Muni  bus 
lines  12  and  27  with  implementation  of  Project  5-6  Option  1  under  Existing  plus  Project 
conditions. 


'3    Field  surveys  were  conducted  by  CHS  Consulting  on  Tuesday,  October  30,  2007  during  tlu-  TM  peak. 
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2025  Cumulative  and  2025  Cumulative  plus  Project  Conditions 

In  the  PM  peak  period.  Option  1  w^ould  add  approximately  1,487  seconds  (24.7  minutes) 
of  delay  v^estbound  for  Muni  bus  line  12.  Option  1  would  add  approximately  1,798 
seconds  (29.9  minutes)  of  delay  westbound  and  approximately  631  seconds  (10.5 
minutes)  of  delay  eastbound  for  Muni  bus  line  27.  The  headways  for  Muni  bus  lines  12 
and  27  in  the  PM  peak  period  are  10  and  12  minutes,  respectively.  For  Muni  bus  line  12, 
the  total  added  delay  of  approximately  1,487  seconds  (24.7  minutes)  would  be  greater 
than  the  transit  delay  threshold  of  6  minutes.  For  Muni  bus  line  27,  the  total  added  delay 


Case  No.  2007.0347E 

San  Francisco  Bicycle  Plan 


V.A.3-474a 


Final  EIR 
AUGLSi  2009 


V.  Environmental  Setting  and  Impacts  and  Mitigation  Measures 

A.  Transportation 
3.         Project-Level  Analysis 

of  approximately  2,429  seconds  (40.5  minutes)  would  be  greater  than  the  transit  delay 
threshold  of  6  minutes.  Therefore,  a  significant  transit  impact  (Significant  Impact  TR-P5- 
6u  and  TR-P5-6v)  would  occur  for  Muni  bus  lines  12  and  27  with  the  implementation  of 
Project  5-6  Option  1  under  2025  Cumulative  plus  Project  conditions. 

•    Option  2 

Existing  and  Existing  plus  Project  Conditions 

Option  2  would  add  approximately  261  seconds  (4.4  minutes)  of  delay  westbound  in  the 
PM  peak  period  for  Muni  bus  line  12.  Option  2  would  add  approximately  330  seconds 
(5.5  minutes)  of  delay  westbound  and  reduce  delay  by  41  seconds  eastbound  in  the  PM 
peak  period  for  Muni  bus  line  27.  The  headways  for  Muni  bus  lines  12  and  27  in  the  PM 
peak  period  are  10  and  12  minutes,  respectively.  For  Muni  bus  line  12,  the  total  added 
delay  of  261  seconds  (4.4  minutes)  would  be  less  than  the  transit  delay  threshold  of  6 
minutes.  For  Muni  bus  line  27,  the  total  added  delay  of  289  seconds  (4.8  minutes)  would 
be  less  than  the  transit  delay  threshold  of  6  minutes.  Therefore,  a  significant  transit 
impact  would  not  result  from  implementation  of  Project  5-6  Option  2  under  Existing 
plus  Project  conditions. 

2025  Cumulative  and  2025  Cumulative  plus  Project 

In  the  PM  peak  period.  Option  2  would  add  approximately  159  seconds  (2.7  minutes)  of 
delay  westbound  for  Muni  bus  line  12.  Option  2  would  add  approximately  479  seconds 
(7.9  minutes)  of  delay  westbound  with  a  reduction  in  delay  of  approximately  345 
seconds  (5.8  minutes)  eastbound  for  Muni  bus  line  27.  The  headways  for  Muni  bus  lines 
12  and  27  in  the  PM  peak  period  are  10  and  12  minutes,  respectively.  For  Muni  bus  line 
12,  the  total  added  delay  of  159  seconds  (2.7  minutes)  would  be  less  than  the  transit 
delay  threshold  of  6  minutes.  For  Muni  bus  line  27,  the  total  added  delay  of  134  seconds 
(2.3  minutes)  would  be  less  than  the  transit  delay  threshold  of  6  minutes.  Therefore,  a 
significant  transit  impact  would  not  result  from  with  implementation  of  Project  5-6 
Option  2  under  2025  Cumulative  plus  Project  conditions. 

Significant  Impact  TR-P5-6s: 

Muni  bus  line  12  would  experience  significant  delays  under  Existing  plus  Project  cond  iti(Mis  for 
Project  5-6  Option  1 . 

Significant  Impact  TR-P5-6t: 

Muni  bus  line  27  would  experience  significant  delays  under  Existing  plus  Project  cond if ioris  for 
Project  5-6  Option  1. 
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Significant  Impact  TR-P5-6u: 

Muni  bus  line  12  would  experience  significant  delays  under  2025  Cumulative  plus  Project 
conditions  for  Option  1. 

Significant  Impact  TR-P5-6v: 

Muni  bus  line  27  would  experience  significant  delays  under  2025  Cumulative  plus  Project 
conditions  for  Option  1. 

PARKING 

Project  5-6  Option  1  could  remove  up  to  45-53  on-street  parking  spaces,  primarily  due  to 
potential  sidewalk  widening  at  comers.  There  would  be  no  changes  in  parking  layout  or  the 
number  of  parking  spaces  along  the  Cesar  Chavez  section  of  Project  5-6  with  either  Option  1  or 
Option  2. 

Project  5-6  on  26"^  Street  would  remove  approximately  four  on-street  parking  spaces  per  block 
between  Hampshire  and  Sanchez  Streets.  This  would  result  in  a  total  loss  of  approximately  76 
spaces  over  this  1.25  mile  section.  There  are  approximately  400  spaces  along  this  section. 
Parking  occupancy  in  this  area  is  relatively  high,  and  primarily  serves  the  residences  along  26"" 
Street.  There  is  little  retail  development  with  the  exception  of  neighborhood  commercial 
businesses  at  the  intersections  of  26"'  Street  with  major  cross  streets,  i.e.  Folsom  and  Mission 
Streets. 

Implementation  of  the  26""  Street  section  or  Option  1  of  the  Cesar  Chavez  section  of  Project  5-6 
would  increase  parking  occupancy  in  the  area.  San  Francisco  does  not  consider  parking  supply 
as  part  of  the  permanent  physical  environment.  Parking  conditions  are  not  static,  as  parking 
supply  and  demand  varies  from  day  to  day,  from  day  to  night,  from  month  to  month,  etc. 
Hence,  the  availability  of  parking  spaces  (or  lack  thereof)  is  not  a  permanent  physical  condition, 
but  changes  over  time  as  people  change  their  modes  and  patterns  of  travel. 

In  San  Francisco,  parking  deficits  are  considered  to  be  social  effects,  rather  than  impacts  on  the 
physical  environment  as  defined  by  CEQA.  Under  CEQA,  a  project's  social  effects  need  not  be 
treated  as  significant  impacts  on  the  environment.  Environmental  documents  should,  however, 
address  the  secondary  physical  impacts  that  could  be  triggered  by  a  social  impact.  (CEQA 
Guidelines  Section  15131(a).)  The  social  inconvenience  of  parking  deficits,  such  as  having  to 
hunt  for  scarce  parking  spaces,  is  not  an  environmental  impact,  but  there  may  be  secondary 
physical  environmental  impacts,  such  as  increased  traffic  congestion  at  intersections,  air  quality 
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impacts,  safety  impacts,  or  noise  impacts  caused  by  congestion.  In  the  experience  of  San 
Francisco  transportation  planners,  hov^^ever,  the  absence  of  a  ready  supply  of  parking  spaces, 
combined  v\^ith  available  alternatives  to  auto  travel  (e.g.,  transit  service,  taxis,  bicycles  or  travel 
by  foot)  and  a  relatively  dense  pattern  of  urban  development,  induces  many  drivers  to  seek  and 
find  alternative  parking  facilities,  shift  to  other  modes  of  travel,  or  change  their  overall  travel 
habits.  Any  such  resulting  shifts  to  transit  service  in  particular,  would  be  in  keeping  with  the 
City's  "Transit  First"  policy.  The  City's  Transit  First  Policy,  established  in  the  City's  Charter 
Section  16.102  provides  that  "parking  policies  for  areas  well  served  by  public  transit  shall  be 
designed  to  encourage  travel  by  public  transportation  and  alternative  transportation." 

The  transportation  analysis  accounts  for  potential  secondary  effects,  such  as  cars  circling  and 
looking  for  a  parking  space  in  areas  of  limited  parking  supply,  by  assuming  that  all  drivers 
would  attempt  to  find  parking  at  or  near  the  project  site  and  then  seek  parking  farther  away  if 
convenient  parking  is  unavailable.  Moreover,  the  secondary  effects  of  drivers  searching  for 
parking  is  typically  offset  by  a  reduction  in  vehicle  trips  due  to  others  who  are  aware  of 
constrained  parking  conditions  in  a  given  area.  Hence,  any  secondary  environmental  impacts 
which  may  result  from  a  shortfall  in  parking  in  the  vicinity  of  the  proposed  project  would  be 
minor.  Therefore,  there  would  be  no  significant  parking  impacts  with  implementation  of  Project 
5-6  for  either  Option  1  or  Option  2. 

PEDESTRIAN 

Pedestrian  volumes  are  generally  very  low  along  Project  5-6. 

•  Option  1 

With  Option  1,  changes  would  be  made  to  the  center  median  including  widening, 
removing  and  relocating.  Even  without  the  center  median,  there  is  ndequale  lime  in  the 
pedestrian  crossing  signal  phase  for  pedestrians  to  safely  cross  Cesar  Chavez  Street.  At 
some  locations,  bulb-outs  would  be  added  to  widen  the  sidewalk  and  reduce  crossing 
distance.  Therefore,  there  would  be  no  significant  pedestrian  impacts  with 
implementation  of  Project  5-6  Option  1. 

•  Option  2 

With  Option  2,  some  segments  of  the  center  median  would  be  removed;  others  would  bo 
widened  or  retained  as-is.  No  changes  would  be  made  to  sidewalk  width.  Even  without 
the  center  median,  there  is  adequate  time  in  the  pedestrian  crossing  signal  phase  for 
pedestrians  to  safely  cross  Cesar  Chavez  Street.  Therefore,  there  wmiKI  be  no  pevleslrian 
impacts  with  implementation  of  Project  5-6  Option  2. 
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BICYCLE 

For  both  Options  1  and  Option  2,  bicyclists  would  benefit  from  the  installation  of  bicycle  lanes 
w  ith  the  designation  of  a  clear  right-of-way  for  their  use.  The  installation  c»f  sharrow  would 
increase  the  motor  vehicle  drivers'  awareness  that  bicyclists  may  be  on  the  road  as  well  as 
identify  for  bicyclists  the  pathway  outside  the  "door  zone".'*  Hence,  for  Project  5-6  neither 
Option  1  nor  Option  2  would  have  a  significant  impact  on  cyclists,  but  could  have  the  beneficial 
effect  of  improving  roadway  conditions  and  safet)*  for  bicyclists. 

LOADING 

This  area  has  mostly  residential  uses.  Observations'^  noted  occasiwial  double-parking  by 
deliver)'  vehicles  in  the  curbside  travel  lane,  but  typically  on-street  loading  demand  is  low. 
There  ^vould  be  no  changes  in  on-street  and  off-street  layout  of  loading  spaces.  Therefore,  there 
would  be  no  significant  loading  impacts  with  implementation  of  either  Option  1  or  Option  2. 

PROJECT  5-7:  GLEN  PARK  AREA  BICYCLE  LANES,  SEGMENT  A  -  CONNECTION 
BETWEEN  ALEMANY  BOULEVARD  AND  SAN  JOSE  AVENUE,  AND  SEGMENT  8  - 
CONNECTION  BETWEEN  MONTEREY  BOULEVARD  AND  SAN  JOSE  AVENUE 

ii.    Cotmcction  bctuwn  Alemany  Bouletxird  and  San  Jcise  Airtme  ma  Arlington  Street.  Bosuvrth 
Street.  Lyell  Street,  Milton  Street.  Rouaseau  Street,  and  Still  Street. 

Project  5-7  Segment  A  would  add  ii  new  route  to  the  City's  existing  bic\cle  route 
network  on  northbound  Milton  Street  between  Bosworth  Street  and  San  Jose  Avenue. 
The  project  would  involve  the  installation  of  Class  U  and  Class  HI  bicycle  facilities  along 
portions  of  existing  Bic\cle  Route  45  and  existing  Bic\'cle  Route  55  to  close  a  gap 
between  the  existing  bic\'cle  lanes  on  San  Jose  Avenue  and  Aleman\  Boulevard  on  both 
sides  of  the  I-2S0  Freeway  and  to  provide  a  better  connection  for  bic\  clists  to  the  Glen 
Park  BART  Station.  F*roject  5-7  includes  two  design  opticMns. 


In  Februark-  20OI.  Alta  Planning  +  Design  completed  a  study.  San  Frmdsco's  Shared  Lane  Ptmement 

\Urkin;i^:  Imyrvvin^  Bicycle  Sah-ty  on  shared  lane  markings  for  Qass  III  bikewavs  in  San  Francisco.  In 
this  study,  a  key  conclusion  was  that  the  pavement  markings  (also  known  as  sharrow  markings) 
increased  the  awareness  of  the  bic\xlists'  and  motorists'  position  on  the  road.  Bicyclists  tended  to  ride 
further  frwn  parked  cars,  and  motorists  tended  to  pass  bicxxlists  at  a  greater  distarKe  from  the 
pavement  marking.  The  repv^rt's  recommendation  was  to  use  the  sharrow  markings  on  appropriate 
shared  lanes  but  not  as  a  substitution  tor  bic\xie  lanes  where  feasible. 

Field  sur\'e\-s  wen?  conducted  by  CHS  Consulting  on  Tuesday,  October  30,  2007  during  the  middav. 
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b.  Connection  between  Monterey  Boulevard  and  San  Jose  Avenue  via  Monterey  Boulevard  and  San 
Jose  Avenue  ramps. 

Project  5-7  Segment  B  would  add  a  new  route  to  the  City's  existing  bicycle  route 
network.  The  project  would  involve  the  installation  of  Class  I,  Class  11,  and  Class  III 
bicycle  facilities  to  close  a  gap  between  the  existing  bicycle  lanes  on  San  Jose  Avenue, 
existing  Bicycle  Route  45,  and  the  existing  Bicycle  Route  70  (Class  III)  on  Circular 
Avenue. 

TRAFFIC:  INTERSECTION  LEVEL  OF  SERVICE  (LOS) 

Please  see  discussion  under  Setting:  Study  Intersection  on  p.  V.A.3-3  of  this  EIR. 
TRANSIT 

a.  Muni  bus  lines  23,  44,  and  52  run  on  different  segments  in  this  area.  In  addition,  the  Glen 
Park  BART  Station  is  located  along  Project  5-7a  on  the  northeast  corner  of  the 
intersection  of  Bosworth  and  Diamond  Streets.  On  the  most  well-served  segment  of 
Project  5-7a  (Bosworth  Street  between  San  Jose  Avenue  and  Diamond  Street)  there  are 
approximately  16  buses  per  hour  during  the  AM  and  PM  peak  periods.  Transit  service  is 
less  frequent  on  other  segments  of  Project  5-7a.  Muni  bus  lines  44  and  52  have  an 
eastbound  bus  stop  on  Bosworth  Street  at  the  far  side  of  Diamond  Street,  a  westbound 
stop  on  Bosworth  Street  at  the  nearside  of  Diamond  Street,  and  a  westbound  stop  on 
Still  Street  at  the  far  side  of  Rotteck  Street.  Several  employer  shuttles  also  serve  the  Glen 
Park  BART  Station,  operating  throughout  the  day  but  with  the  greatest  frequency  in  the 
AM  and  PM  peak  periods.  In  the  AM  peak  period,  employer  shuttles,  including  large 
56-passenger  coach  buses  and  smaller  20-passenger  shuttles,  illegally  pickup  passengers 
at  the  bus  stop  on  the  southern  side  of  Bosworth  Street.  During  the  PM  peak  period 
employer  shuttles  unloaded  passengers  at  the  loading/disabled  parking  bay  on  the  east 
side  of  Diamond  Street  south  of  Bosworth  Street.  Observations'"  show  that  this  loading 
area  is  often  heavily  used  by  both  the  shuttles  and  waiting  automobiles.  During  the  PM 
peak  demand,  shuttles  may  double  park  on  Diamond  Street  at  the  southern  end  ol  the 
block  (away  from  Bosworth  Street)  to  load/unload  passengers.  While  this  activity  ou 
Diamond  Street  is  an  important  activity  around  Iho  Glen  Park  BAKT  Station,  it  dws  not 
occur  along  Project  5-7a  and  would  not  be  affected  by  changes  proposed  by  iVoject  5-7a. 


Field  surveys  were  conducted  by  CHS  Consulting  and  Wilbur  Sniilh  Assch  i.iU-s  on  I  riday,  2b,  2tK)7 
and  Tuesday,  September  30,  2008,  respectively  during  the  I'M  peak  period. 
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l  or  this  segmi'iil  of  liosworlli  Slrcct  approaching  IJiamond  Street,  both  Option  I  ami 
Option  2  would  include  a  westbound  bicycle  lane  and  eastbound  sharrows.  These  near- 
term  improvements  would  not  chan^i-  the  lot.ition  or  dimension  of  the  existing  bus 
stops  at  the  Bosworth  Street/Diamond  Street  intersection.  In  fact,  the  westbound  bicycle 
lanes  would  terminate  before  the  westbound  nearside  bus  stop  on  Bosworth  Street  at 
Diamond  Street.  1  lowcvcr,  westbound  bu.ses  may  stop  in  the  bicycle  lane  before  the  bus 
stop  to  load/unload  passengers  as  evidenced  by  current  practices  due  to  bus  bunching  at 
the  stop  and  tniffic  blocking  access  to  the  stop.  This  potential  conflict  is  discussed  below 
ill  llic  IJicycle  section.  I'roject  5-7<i  also  would  not  affect  Muni  bus  services  along 
Mosworth  Street  because  (ln-rc  would  be  no  reduction  in  the  number  ol  Ir.ivcl  lanes;  the 
resulting  lane  width  with  the  proposed  bicycle  lanes  would  be  at  le.ist  I  i  feel  in  width, 
which  is  sufficient  for  Muni  bus  operation, 

liiidcr  Option  1,  Ihc  westbound  bus  stop  on  Still  Street  is  a  pole  stop  without  tiedicated 
space  for  passenger  loading.  Thus,  Muni  buses  must  stop  in  llic  Ir.ivcl  lane  to  load  and 
unload  passengers.  With  Ihc  inslallalioii  of  a  westbound  bicycle  lane  on  Still  Street 
under  Option  I,  Muni  bu.ses  wouki  be  required  to  stop  in  llie  bicycle  l.iiu-  lor  passenger 
loading,  causing  conflict  with  bicyclists.  I  lowever,  transit  (six  buses  per  hour  during  the 
peak  AM  and  I'M  peak  periods),  bicycle  and  Ir.jffic  volumes  are  low  in  this  area; 
therefore,  llie  potential  for  conflicts  and  impact  on  travel  time  or  Ir.insit  operation  is  low. 
rhereft)re,  there  would  be  no  sij',nifi(  .ml  Ir.insil  impacts  with  implementation  of  I'rojei  I 
5-7a  (Option  I . 

b.  Under  Option  2,  there  would  be  no  Class  II  bicyi  le  I. me  .ilong  Still  SIkh  I  .iiuI  no  changes 
affecting  transit  service;  therefore,  there  would  be  no  impacts  to  transit  resulting  from 
Project  5-7a  Option  2. 

riiere  is  no  transit  serviic  in  segmcnl  b;  Iherefore,  there  wouUI  be  no  Iratisil  impacts 
with  implementation  of  I'roject  5-7b. 


.>.    Parking  demand  is  generally  high  along  Bt)sworth  Street  and  I  , yell  Sireel,  but  modi  i.ile 
along  Alemany  Boulev.ml,  Kousseau,  Still,  .md  Ai  Imj'.lon  Streets. 


PARKING 


There  would  he  ,i  lol.il  loss  of  .ipproxim.Uely  on  slicel  parkin)',  sp.ucs  along 
Arlinglon  .iiul  hoswoilli  Slicels  iiiuh-r  ()plioii  I  .md  ()()  sp.ues  iiiuler  I'lojei  l  S  7.i 
Modified  ()plion  2.  Tlif  loss  ol  '')')  lo  ()()  p.irkiii)',  sp.in-s  would  iiure.i'.c  llic  over. ill 
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occupancy  rate  along  these  two  streets  from  approximately  77  percent  to  over  100 
percent  for  both  Option  1  and  Modified  Option  2.  The  parking  needs  are  different  north 
and  south  of  the  Still  and  Lyell  Street  intersection.  Most  parking  spaces  along  these  two 
streets  are  occupied  by  transit  riders  during  the  day.  As  a  result  of  parking  removal, 
these  drivers  would  need  to  find  parking  in  neighboring  streets  further  away  from  the 
Glen  Park  BART  Station  thereby  increasing  parking  occupancy  rates  on  those 
neighborhood  streets  currently  not  impacted  by  BART  riders. 

While  parking  supply  is  not  considered  a  permanent  physical  condition,  and  changes  in 
the  parking  supply  would  not  be  a  significant  environmental  impact  under  the  CEQA, 
the  loss  of  parking  could  cause  potential  secondary  effects,  such  as  drivers  circling  and 
looking  for  a  parking  space  on  neighboring  streets.  The  secondary  effects  are  typically 
offset  by  a  reduction  in  vehicle  trips  due  by  others  who  are  aware  of  constrained  parking 
conditions  and  find  alternative  modes  to  their  destination.  Hence,  any  secondary 
environmental  impacts  that  may  result  from  a  shortfall  in  parking  in  the  vicinity  of 
Project  5-7a  would  be  minor.  Since  shortage  of  parking  is  not  an  environmental  impact 
under  CEQA,  there  would  be  no  significant  parking  impacts  with  implementation  of 
Project  5-7a  with  either  Option  1  or  Option  2. 

Improvement  Measure  I-P5-7a: 

This  improvement  measure  is  recommended  to  improve  parking  conditions  with 
implementation  of  Project  5-7.  The  second  phase  design  study  for  the  Glen  Park  Station 
area  conducted  by  the  SFMTA  could  further  investigate  parking  management  strategies 
in  this  area,  such  as  parking  pricing,  better  striping  and  potential  expansion  of  the 
existing  parking  lot  on  the  north  side  of  Bosworth  Street.  The  Glen  Park  neighborhood 
has  been  working  closely  with  the  City  on  the  development  of  a  transportation  concept 
plan  for  this  area.  It  should  consider  potential  loss  of  an  additional  56  to  59  parking 
spaces  due  to  the  proposed  bicycle  improvements  and  identif\'  acceptable  strategies 
with  the  neighborhood  organizations  to  address  the  issue  of  parking  loss. 

b.  No  parking  removal  would  result  from  implementation  of  Project  5-7b;  therefore  there 
would  be  no  parking  impacts  with  implementation  of  Project  5-7b. 
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PEDESTRIAN 

a.  Pedestrian  volumes  are  generally  lov^^,  and  there  would  be  no  changes  in  sidewalk  width 
or  crosswalk  layout  under  either  Option  1  or  Option  2.  Pedestrian  activity  in  the  vicinity 
of  the  Glen  Park  BART  Station  is  high  with  considerable  pedestrian  volumes  crossing 
both  Bosworth  and  Diamond  Streets.  With  both  Option  1  and  Option  2,  the  westbound 
bicycle  lane  on  Bosworth  Street  would  terminate  before  the  intersection  with  Diamond 
Street.  Therefore,  the  crosswalk  and  interactions  between  pedestrians  and  bicyclists 
would  not  change  as  a  result  of  either  option  at  this  location.  In  addition,  no  changes  to 
crossing  distance  or  to  interactions  between  pedestrians  and  bicyclists  would  result  from 
the  installation  of  sharrows  in  the  eastbound  travel  lane.  Therefore,  there  would  be  no 
pedestrian  impacts  as  a  result  of  Project  5-7a. 

b.  No  pedestrians  are  allowed  on  the  ramps  included  in  Project  5-7b;  therefore,  there 
would  be  no  pedestrian  impacts  with  implementation  of  Project  5- 7b. 
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BICYCLE 

Bicyclists  would  benefit  from  the  installation  of  bicycle  lanes  with  the  designation  of  a  clear 
right-of-way  for  their  use  under  both  Project  5-7a  Option  1  and  Option  2  and  Project  5-7b.  The 
installation  of  sharrows  would  increase  motor  vehicle  drivers'  awareness  that  bicyclists  may  be 
on  the  road  as  well  as  identify  for  bicyclists  the  pathway  outside  the  'door  zone'.  There  could  be 
potential  conflicts  between  westbound  buses  and  bicyclists  on  Bosworth  Street  approaching 
Diamond  Street  when  buses  are  not  able  to  fully  enter  the  near-side  bus  stop  because  the  bus 
stop  is  occupied.  As  currently  happens,  buses  may  stop  before  the  bus  stop  to  load/unload 
passengers.  With  Project  5-7a  for  either  Option  1  or  Option  2,  this  loading/unloading  activity 
may  occur  in  the  westboimd  bicycle  lane.  Since  the  bicycle  lane  would  be  terminated  before  the 
bus  stop,  bicyclists  will  be  preparing  to  re-enter  the  general  traffic  lane.  In  the  event  that  a  bus  is 
blocking  the  bicycle  lane,  bicyclists  would  be  required  to  merge  a  bit  sooner.  This  would  not 
differ  from  what  occurs  under  Existing  conditions.  Hence,  Project  5-7  would  not  have  a 
significant  impact  on  cyclists,  but  could  have  the  beneficial  effect  of  improving  roadway 
conditions  and  safety  for  bicyclists. 

LOADING 

a.  These  streets  are  mostly  in  a  residential  area,  and  demand  for  truck  loading  is  low.  The 
parking  removal  would  not  include  the  removal  of  on-street  yellow  commercial  freight 
loading  spaces,  and  there  would  be  no  changes  in  off-street  loading  areas  for  either 
Option  1  or  Option  2.  Passenger  loading  activity  at  the  Glen  Park  BART  Station  is 
considerable.  The  designated  passenger  loading  area  is  located  on  the  eastside  of 
Diamond  Street  south  of  Bosworth  Street  and  is  not  included  on  the  alignment  of  Project 
5-7a.  Employer  shuttles  also  use  this  loading  bay;  at  PM  peak  times,  shuttles  are 
sometimes  forced  to  double-park  on  Diamond  Street  to  load/unload  passengers. 
Overflow  demand  for  passenger  loading  also  extends  to  Bosworth  Street  in  front  of  the 
BART  Station  in  the  AM  peak.  Existing  passenger  loading  activities  at  the  C.ion  P.irk 
BART  Station  would  not  be  changed  by  Project  5-7a.  Therefore,  there  winiM  be  no 
significant  loading  impacts  as  a  result  of  either  Option  1  or  Option  2  of  Pn^ject  5-7.i. 

b.  No  loading  occurs  along  Project  5-7b;  therefore  there  would  be  no  lo.uling  impacts  as  a 
result  of  Project  5-7b. 
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PROJECT  5-8:  KANSAS  STREET  BICYCLE  LANES,  23'^'^  STREETTO  26^"  STREET  HH 

The  Project  would  add  Class  II  bicycle  lanes  in  both  directions  between  li"^  and  26'*"  Streets. 
Travel  lanes  would  be  narrowed  at  the  intersections  to  create  painted  or  raised  pedestrian 
refuges. 

TRAFFIC:  INTERSECTION  LEVEL  OF  SERVICE  (LOS) 

Please  see  discussion  under  Setting:  Study  Intersection  on  p.  V.A.3-3  of  this  EIR. 
TRANSIT 

Muni  bus  lines  19  and  48  run  only  in  the  northbound  direction  along  Project  5-8,  with 
approximately  11  buses  per  hour  during  the  AM  and  PM  peak  periods.  There  are  three  bus 
stops  within  this  segment  of  Kansas  Street  at  23^'^,  25*'\  and  26"'  Streets.  Currently,  the  wide  curb 
lanes  sufficiently  accommodate  buses,  vehicles,  and  bicyclists  at  the  bus  stops.  Transit  volumes 
are  moderate  and  bicycle  volumes  are  generally  low,  so  interactions  and  potential  for  conflicts 
between  buses  and  bicyclists  at  the  bus  stops  is  minimal. 

Modified  Project  5-8  would  add  Class  II  bicycle  lanes  in  both  directions  on  Kansas  Street 
^  between  23''^  and  25th  Streets  and  a  Class  II  bicycle  lane  in  the  northbound  direction  from  25'^  to 
26*^  Streets.  Travel  lanes  would  be  narrowed  at  the  intersections  to  create  painted  or  raised 
pedestrian  refuges.  Project  5-8  would  add  sharrows  to  the  existing  Class  III  bicycle  route  in  the 
southbound  direction  from  25"'  Street  to  26"'  Street.  The  20-foot  curb  lane  width  at  the 
northbound  bus  stops  on  the  far  side  of  26'^  Street  and  the  22-foot  curb  lane  at  the  nearside  of 
23'^^'  Street  would  accommodate  the  overall  moderate  bus,  and  low  vehicle  and  bicyclist 
volumes.  Buses  stopping  at  the  nearside  of  25*''  Street  would  be  required  to  stop  in  the  bicycle 
lane  for  passenger  loading,  causing  conflict  with  bicyclists.  However,  transit  (11  buses  per  hour 
during  the  AM  and  PM  peak  hours),  bicycle,  and  traffic  volumes  are  moderate  in  this  area; 
therefore,  the  addition  of  bicycle  lanes  would  not  change  transit  capacity,  transit  operation,  or 
travel  time.  Therefore,  there  would  be  no  significant  transit  impacts  with  implementation  of 
Project  5-8. 

PARKING 

There  would  be  no  changes  in  parking  layout  or  in  the  number  of  parking  spaces  in  this 
segment.  Therefore,  there  would  be  no  parking  impacts. 
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PEDESTRIAN 

Pedestrian  volumes  are  generally  low,  and  there  would  be  no  changes  in  sidewalk  width  or 
crosswalk  layout.  The  interactions  between  pedestrians  and  bicyclists  would  not  change  as  a 
result  of  Project  5-8.  Painted  or  raised  pedestrian  refuges  would  be  created  at  the  intersections 
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through  narrowing  of  the  travel  lanes  to  reduce  pedestrian  crossing  distances  and  improve 
pedestrian  safety  along  this  segment  of  Kansas  Street.  Therefore,  there  w^ould  be  no  significant 
pedestrian  impacts  with  implementation  of  Project  5-8. 

BICYCLE 

The  installation  of  bicycle  lanes  would  provide  bicyclists  with  a  designated  right-of-way  for 
travel.  Because  the  bicycle  lane  would  be  striped  adjacent  to  a  seven-foot  wide  parking, 
bicyclists  may  travel  in  the  "door  zone,"  but  bicycle  volumes  are  generally  low,  and  the  13-foot 
wide  travel  lane  would  provide  buffer  space  for  bicyclists  to  avoid  potential  conflicts.  Therefore, 
Project  5-8  would  not  result  in  a  significant  impact  to  bicyclists  but  could  have  the  beneficial 
effect  of  improving  roadway  conditions  and  safety  for  bicyclists. 

LOADING 

This  area  has  mostly  residential  uses,  which  typically  do  not  have  an  on-street  loading  demand 
that  would  conflict  with  bicyclists.  The  available  on-street  parking  spaces  would  accommodate 
any  occasional  loading  needs.  Therefore,  there  would  be  no  significant  loading  impacts  with 
implementation  of  Project  5-8. 

PROJECT  5-9:  OCEAN  AVENUE  BICYCLE  LANES,  ALEMANY  BOULEVARD  TO  LEE 
AVENUE 

Segment  I  of  Project  5-9  would  extend  from  Alemany  Boulevard  to  San  Jose  Avenue  and 
includes  one  design  option  in  the  Draft  EIR.  The  preferred  design  for  Segment  I  is  consistent 
with  that  option,  with  the  following  changes.  Modified  Project  5-9  Segment  I  would  not  add  an 
eastbound  bicycle  lane  from  San  Jose  Avenue  to  Cayuga  Avenue  or  a  westbound  bicycle  lane 
from  Alemany  Boulevard  to  Cayuga  Avenue.  Modified  Project  5-9  Segment  I  would  add 
sharrows  in  the  eastbound  direction  from  San  Jose  Avenue  to  Cayuga  Avenue  and  in  the 
westbound  direction  from  Alemany  Boulevard  to  Cayuga  Avenue.  Modified  Project  5-9 
Segment  I  would  remove  four  parking  spaces  in  the  westbound  direction  approaching  San  Jose 
Avenue. 

Segment  II  of  this  project  would  extend  from  San  Jose  Avenue  to  Lee  Avenue  and  includes  two 
design  options  in  the  Draft  EIR.  The  preferred  design  for  Segment  II  is  consistent  with  design 
Option  2,  with  the  following  changes.  Project  5-9  Segment  II  Modified  Option  2  would  not 
remove  parking  in  the  eastbound  direction  from  Geneva  Avenue  to  the  1-280  on-ramp  except 
for  seven  spaces  just  east  of  Geneva  Avenue.  Project  5-9  Segment  II  Modified  Option  2  would 

Case  No.  2007.0347E 
San  Francisco  Bicycle  Plan 


V.A.3-484   

August  2009 


V.  Environmental  Setting  and  Impacts  and  Mitigation  Measures 

A.  Transportation 
3.         Project-Level  Analysis 


remove  one  eastbound  travel  lane  from  135  feet  east  of  Geneva  Avenue  to  Howth  Street,  and 
would  add  sharrows  in  the  eastbound  direction  from  Howth  Street  to  San  Jose  Avenue.  Project 
5-9  Segment  II  Modified  Option  2  would  not  remove  parking  in  the  westbound  direction 
between  San  Jose  Avenue  and  the  1-280  on-ramp. 

Project  5-9  would  add  a  Class  II  bicycle  lane  in  each  direction  between  San  Jose  Avenue  and 
Alemany  Boulevard. 

There  are  two  options  for  the  segment  of  Ocean  Avenue  between  Lee  and  San  Jose  Avenues. 
Option  1  would  add  a  westbound  Class  II  bicycle  lane  between  Phelan  and  San  Jose  Avenues 
and  remove  a  westbound  travel  lane  between  Geneva  Avenue  and  the  1-280  off-ramp.  Option  1 
would  also  add  an  eastbound  Class  II  bicycle  lane  between  Lee  Avenue  and  the  1-280  on-ramp 
and  remove  an  eastbound  travel  lane  between  Phelan  Avenue  and  approximately  100  feet  east 
of  the  1-280  off-ramp.  Approximately  50  on-street  parking  spaces  would  be  removed. 

Option  2  would  add  a  westbound  Class  II  bicycle  lane  between  San  Jose  Avenue  and  the  1-280 
off-ramp  and  an  eastbound  Class  II  bicycle  lane  between  Geneva  Avenue  and  the  1-280  on- 
ramp.  Approximately  90  on-street  parking  spaces  would  be  removed.  Option  2  would  also  add 
sharrows  in  the  westbound  direction  to  the  existing  Class  III  bicycle  route  between  the  1-280 
Southbound  off-ramp  and  Lee  Avenue. 
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TRAFFIC:  INTERSECTION  LEVEL  OF  SERVICE  (LOS) 

Segment  I  between  Alemany  Boulevard  and  San  Jose  Avenue 

Modified  Project  5-9  Segment  I  would  install  sharrows  instead  of  a  bicycle  lane  in  the  eastbound 
direction  from  San  Jose  Avenue  to  Cayuga  Avenue  and  in  the  westbound  direction  from 
Alemany  Boulevard  to  Cayuga  Avenue.  The  modified  project  would  reduce  the  scope  of  the 
project  compared  to  the  project  analyzed  in  the  Draft  EIR.  The  Draft  EIR  analyzed  the  presence 
of  sharrows  on  the  existing  bicycle  route  network,  concluding  that  the  installation  of  sharrows 
would  not  significantly  impact  traffic  or  transit  operations  (see  p.  V.A.4-13  of  the  Draft  EIR). 
Therefore,  there  would  be  no  significant  impact  as  a  result  of  the  implementation  of  Modified 
Project  5-9  Segment  I. 

Segment  II  betzoeen  San  Jose  Avenue  and  Lee  Avenue 

The  revised  lane  configuration  approaching  Howth  Street,  which  includes  the  removal  of  an 
eastbound  travel  lane  from  135  feet  east  of  Geneva  Avenue  to  Howth  Street,  is  the  same 
configuration  as  analyzed  for  this  segment  in  Option  1  of  the  Draft  EIR.  And  as  noted  on  pp. 
V.A.3-485  -  V.A.3-488,  and  V.A.3-492  -  V.A.3-493  of  the  Draft  EIR,  this  lane  configuration  would 
not  cause  a  significant  impact  to  traffic,  and  therefore,  no  additional  analysis  would  be  required 
as  a  result  of  this  project  revision. 

On  eastbound  Ocean  Avenue  east  of  Howth  Street  along  the  segment  of  Ocean  Avenue  that  has 
one  left  turn  lane  leading  to  the  northbound  1-280  on-ramp,  the  lane  configuration  would  be  the 
same  as  existing  conditions.  Sharrows  would  be  installed  in  the  eastbound  direction  from 
Howth  Street  to  San  Jose  Avenue.  The  Draft  EIR  analyzed  the  presence  of  sharrows  on  the 
existing  bicycle  route  network,  concluding  that  the  installation  of  sharrows  would  not 
significantly  impact  traffic  or  transit  operations  (see  p.  V.A.4-13  of  the  Draft  EIR).  Therefore, 
there  would  be  no  significant  impact  as  a  result  of  the  implementation  of  Project  5-9  Segment  II 
Modified  Option  2  in  this  segment. 

Intersection  LOS  analysis  was  conducted  for  the  AM  and  PM  peak  hour. 
AM  Peak  Hour 

One  study  intersection  is  included  for  the  AM  Peak  Hour  for  Project  5-9. 
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Intersection  41:  Phelan  Avenue/Geneva  Avenue/Ocean  Avenue 

The  Phelan  Avenue/Geneva  Avenue/Ocean  Avenue  intersection  is  common  to  Projects  5-9  and 
5-10  within  the  Cluster  5  area.  For  Project  5-9,  the  lane  configuration  at  the  intersection  remains 
the  same  as  under  Existing  (No  Project)  conditions  for  Option  2.  However,  Project  5-9  reduces 
the  capacity  in  the  eastboimd  direction  on  Ocean  Avenue  for  this  intersection.  Under  Project  5- 
10,  no  lane  configuration  changes  are  proposed  for  both  Options  1  and  2  and  the  geometry 
remains  the  same  as  Existing  (No  Project)  conditions.  Since  the  impacts  of  both  Projects  5-9  and 
5-10  in  combination  would  not  result  in  a  significant  traffic  impact  for  the  AM  peak  hour,  there 
would  be  no  significant  traffic  impact  from  individual  Project  5-9.  Therefore,  the  analysis  below 
reflects  the  impacts  of  both  projects.  The  analysis  for  Options  1  and  2  of  the  combined  Projects 
5-9  and  5-10  is  presented  below. 

•     Option  1 

Existing  and  Existing  plus  Project  Conditions  for  Projects  5-9  and  5-10  combined  - 
AM  Analysis 

In  the  AM  Peak  hour,  under  Existing  conditions,  this  intersection  operates  at  LOS  B  with 
19.5  seconds  of  delay.  The  Phelan  Avenue/Geneva  Avenue/Ocean  Avenue  intersection 
would  operate  satisfactorily  at  LOS  B,  with  19.9  seconds  of  average  delay  under  Existing 
plus  Project  conditions.  The  eastbound  lane  configuration  would  be  modified  from  one 
through  lane,  one  exclusive  left-turn  lane,  and  one  shared  through-right  turn  lane  to  one 
through  lane,  one  exclusive  left-turn  lane,  and  one  exclusive  right-turn  lane.  Due  io  the 
lane  configuration  adjustment  in  the  eastbound  direction,  there  would  be  an  increase  in 
delay  along  this  approach.  However,  the  average  intersection  delay  would  increase  by 
0.4  seconds,  compared  to  Existing  conditions.  Therefore,  implementation  of  Option  1  of 
the  combined  Projects  5-9  and  5-10  would  not  cause  a  significant  traffic  impact  to  the 
Phelan  Avenue/Geneva  Avenue/Ocean  Avenue  intersection  under  Existing  plus  Project 
conditions.  These  results  are  summarized  in  Table  V.5-28,  p.  V.A.3-486 
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TABLE  V.5-28 
CLUSTER  5  -  PROJECT  5-9" 
INTERSECTION  LEVEL  OF  SERVICE  (LOS)  AND  AVERAGE  DELAY  -  EXISTING  AND  EXISTING 
PLUS  PROJECT  CONDITIONS  -  WEEKDAY  AM  PEAK  HOUR 

 Existing  plus  Project  

Existing  Option  1  Option  2 

Average  Average  Average 

Intersection  Delay^       LOS       Delay^       LOS       Delay^  LOS 

41.     Phelan  Avenue/Geneva  19.5  B  19.9  B  19.5  B 

Avenue/Ocean  Avenue'' 


Source:      Wilbur  Smith  Associates,  October  2008. 
Notes: 

a.  Delay  in  seconds  per  vehicle. 

b.  LOS  and  average  delay  for  Phelan  Avenue/Geneva  Avenue/Ocean  Avenue  for  combined  impacts  of  Projects  5-9  and 
 5-10.  

Existing  and  Existing  plus  Project  Conditions  for  Projects  5-9  and  5-10  combined  -  PM 
Analysis 

In  the  PM  Peak  hour,  under  Existing  conditions,  this  intersection  operates  at  LOS  B  with 
17.6  seconds  of  delay.  The  Phelan  Avenue/Geneva  Avenue/Ocean  Avenue  intersection 
would  operate  satisfactorily  at  LOS  B,  with  18.0  seconds  of  average  delay  under  Existing 
plus  Project  conditions.  The  eastbound  lane  configuration  would  be  modified  from  one 
through  lane,  one  exclusive  left- turn  lane,  and  one  shared  through-right  turn  lane  to  one 
through  lane,  one  exclusive  left-turn  lane,  and  one  exclusive  right-turn  lane.  Due  to  the 
lane  configuration  adjustment  in  the  eastbound  direction,  there  would  be  an  increase  in 
delay.  However,  the  average  intersection  delay  would  increase  by  0.7  seconds, 
compared  to  Existing  conditions.  Therefore,  Projects  5-9  and  5-10  with  Option  1  would 
not  cause  a  significant  traffic  impact  to  the  Phelan  Avenue/Geneva  Avenue/Ocean 
Avenue  intersection  under  Existing  plus  Project  conditions.  See  Table  V.5-30, 
p.  V.A.3-488,  for  these  results. 

2025  Cumulative  and  2025  Cumulative  plus  Project  Conditions  for  Projects  5-9  and  5- 
10  combined  -  AM  Analysis 

The  Phelan  Avenue/Geneva  Avenue/Ocean  Avenue  intersection  would  operate 
satisfactorily  at  LOS  C  in  the  AM  Peak  Hour,  with  28.2  seconds  of  average  delay  under 
2025  Cumulative  conditions.  The  Phelan  Avenue/Geneva  Avenue/Ocean  Avenue 
intersection  would  operate  satisfactorily  at  LOS  C,  with  28.4  seconds  of  delay  under  2025 
Cumulative  plus  Project  conditions.  Since  the  intersection  continues  to  operate  at 
acceptable  LOS,  no  significant  impacts  would  occur  at  this  intersection  with  the 
implementation  of  Option  1  of  the  combined  Projects  5-9  and  5-10.  Table  V.5-29, 
p.  V.A.3-487,  summarizes  these  results. 
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TABLE  V.5-29 
CLUSTER  5  -  PROJECT  5-9" 
INTERSECTION  LEVEL  OF  SERVICE  (LOS)  AND  AVERAGE  DELAY  -  2025  CUMULATIVE  AND 
2025  CUMULATIVE  PLUS  PROJECT  CONDITIONS  -  WEEKDAY  AM  PEAK  HOUR 

2025  Cumulative  plus  Project 

2025  Cumulative  Option  1  Option  2 

Average  Average  Average 

Intersection  Delay^       LOS       Delay^       LOS"       Delay^  LOS 

41.     Phelan  Avenue/Geneva  28.2  C  28.4  C  28.2  C 

Avenue/Ocean  Avenue'' 


Source:     Wilbur  Smith  Associates,  October  2008. 
Notes: 

a.  Delay  in  seconds  per  vehicle. 

b.  LOS  and  average  delay  for  Phelan  Avenue/Geneva  Avenue/Ocean  Avenue  for  combined  impacts  of  Projects  5-9  and 
 5-10  

2025  Cumulative  and  2025  Cumulative  plus  Project  Conditions  for  Projects  5-9  and  5- 
10  combined  -  PM  Analysis 

In  the  PM  Peak  Hour,  the  Phelan  Avenue/Geneva  Avenue/Ocean  Avenue  intersection 
would  operate  satisfactorily  at  LOS  D,  with  38.6  seconds  of  average  delay  under  2025 
Cumulative  conditions.  Under  2025  Cumulative  plus  Project  conditions,  this  intersection 
would  operate  unsatisfactorily  at  LOS  D,  with  43.1  seconds  of  delay.  Therefore,  a 
significant  impact  would  not  occur  at  this  intersection  with  the  implementation  of 
Option  1  of  the  combined  Projects  5-9  and  5-10.  See  Table  V.5-31,  p.  V.A.3-488,  for  these 
results. 
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TABLE  V.5-30 
CLUSTER  5  -  PROJECT  5-9"'' 
INTERSECTION  LEVEL  OF  SERVICE  (LOS)  AND  AVERAGE  DELAY  -  EXISTING  AND  EXISTING 
PLUS  PROJECT  CONDITIONS  -  WEEKDAY  PM  PEAK  HOUR 


 Existing  plus  Project  

Existing  Option  1  Option  2 

Average  Average  Average 

Intersection                     Delay^       LOS  Delay^       LOS  Delay^  LOS 

34.     Alemany  Boulevard/Ocean 

Avenue"                                             16.1             B  17.3             B  16.1  B 

41.  Phelan  Avenue/Geneva 

Avenue/Ocean  Avenue^                         17.6             B  18.0             B  17.6  B 

42.  San  Jose  Avenue/Ocean  Avenue              25.2             C  25.2             C  25.2  C 


Source:      Wilbur  Smith  Associates,  October  2008. 

Notes: 

a.  Delay  in  seconds  per  vehicle. 

b.  LOS  and  average  delay  for  Alemany  Boulevard/Ocean  Avenue  for  combined  impacts  of  Projects  5-3  and  5-9. 

c.  LOS  and  average  delay  for  Phelan  Avenue/Geneva  Avenue/Ocean  Avenue  for  combined  impacts  of  Projects  5-9  and 
5-10. 


TABLE  V.5-31 
CLUSTER  5  -  PROJECT  5-9' 
INTERSECTION  LEVEL  OF  SERVICE  (LOS)  AND  AVERAGE  DELAY  -  2025  CUMULATIVE  AND 
2025  CUMULATIVE  PLUS  PROJECT  CONDITIONS  -  WEEKDAY  PM  PEAK  HOUR 

2025  Cumulative  plus  Project 

2025  Cumulative  Option  1  Option  2 

Average  Average  Average 

Intersection  Delay^       LOS"       Delay^       LOS"       Delay^  LOS'' 

34.     Alemany  Boulevard/Ocean  17.6  B  20.4  C  17.6  B 

Avenue' 

41.  Phelan  Avenue/Geneva  38.6  D  43.1  D  38.6  D 
Avenue/Ocean  Avenue'' 

42.  San  Jose  Avenue/Ocean  Avenue  >80  F  >80  F  >80  F 


Source:     Wilbur  Smith  Associates,  October  2008 

Notes: 

a.  Delay  in  seconds  per  vehicle. 

b.  Intersections  operating  at  LOS  E  or  LOS  F  conditions  highlighted  in  bold. 

c.  LOS  and  average  delay  for  Alemany  Boulevard/Ocean  Avenue  for  combined  impacts  of  Projects  5-3  and  5-9. 

d.  LOS  and  average  delay  for  Phelan  Avenue/Geneva  Avenue/Ocean  Avenue  for  combined  impacts  of  Projects  5-9  and 
5-10. 
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•     Option  2 

Existing  and  Existing  plus  Project  Conditions  for  Projects  5-9  and  5-10  combined  - 
AM  Analysis 

In  the  AM  Peak  hour,  under  Existing  conditions,  this  intersection  operates  at  LOS  B  with 

19.5  seconds  of  delay.  The  Phelan  Avenue/Geneva  Avenue/Ocean  Avenue  intersection 
would  continue  to  operate  satisfactorily  at  LOS  B,  with  19.5  seconds  of  average  delay 
under  Existing  plus  Project  conditions.  There  are  no  lane  configuration  adjustments  to 
the  intersection  under  Existing  plus  Project  conditions  relative  to  Existing  conditions. 
Hence,  there  would  be  no  change  in  LOS  or  delay  for  this  intersection,  compared  to 
Existing  conditions.  Therefore,  implementation  of  Option  2  of  the  combined  Projects  5-9 
and  5-10  would  not  cause  a  significant  impact  to  the  Phelan  Avenue/Geneva 
Avenue/Ocean  Avenue.  See  Table  V.5-28,  p.  V.A.3-486,  for  these  results. 

Existing  and  Existing  plus  Project  Conditions  for  Projects  5-9  and  5-10  combined  -  PM 
Analysis 

In  the  PM  Peak  Hour,  under  Existing  conditions,  this  intersection  operates  at  LOS  B  with 

17.6  seconds  of  delay.  The  Phelan  Avenue/Geneva  Avenue/Ocean  Avenue  intersection 
would  operate  satisfactorily  at  LOS  B,  with  17.6  seconds  of  average  delay  under  Existing 
plus  Project  conditions.  There  are  no  lane  configuration  adjustments  to  the  intersection 
under  Existing  plus  Project  conditions  relative  to  Existing  conditions.  Hence,  there 
would  be  no  change  in  LOS  or  delay  for  this  intersection,  compared  to  Existing 
conditions.  Therefore,  implementation  of  Option  2  of  the  combined  Projects  5-9  and  5-10 
would  not  cause  a  significant  impact  to  the  Phelan  Avenue/Geneva  Avenue/Ocean 
Avenue  intersection  under  Existing  plus  Project  conditions.  See  Table  V.5-30, 
p.  V.A.3-488,  for  these  results. 

2025  Cumulative  and  2025  Cumulative  plus  Project  Conditions  for  Projects  5-9  and  5- 
10  combined  -  AM  Analysis 

The  Phelan  Avenue/Geneva  Avenue/Ocean  Avenue  intersection  would  continue  to 
operate  unsatisfactorily  at  LOS  C  in  the  AM  Peak  Hour,  with  28.2  seconds  of  dela\ 
under  2025  Cumulative  plus  Project  conditions.  Therefore,  a  significant  impact  would 
not  occur  at  this  intersection  with  the  implementation  of  Option  2  of  the  combined 
Projects  5-9  and  5-10.  Table  V.3-29,  p.  V.A.3-487,  summarizes  these  results. 

2025  Cumulative  and  2025  Cumulative  plus  Project  Conditions  for  Projects  5-9  and  5- 
10  combined  -  PM  Analysis 

In  the  PM  Peak  Hour,  the  Phelan  Avenue/Geneva  Avenue/Ocean  Avenue  intersection 
would  operate  satisfactorily  at  LOS  D,  with  38.6  seconds  of  delay  under  2025 
Cumulative  plus  Project  conditions.  No  lane  configuration  changes  are  proposed  under 
2025  Cumulative  plus  Project  conditions  relative  to  2025  Cumulative  conditions. 
Therefore,   a   significant   impact   would    not   occur   at   this   intersi\ lion   with  liu" 
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implementation  of  Option  2  of  the  combined  Projects  5-9  and  5-10.  Table  V.5-31, 
p.  V.A. 3-488,  summarizes  these  results. 

Intersection  34:  Alemany  Boulevard/Ocean  Avenue 

The  Alemany  Boulevard/Ocean  Street  intersection  is  common  to  Projects  5-3  and  5-9  within  the 
Cluster  5  area.  One  design  option  is  proposed  for  Project  5-3.  Project  5-9,  two  design  options  - 
are  proposed.  For  both  Projects  5-3  and  5-9,  no  lane  configuration  changes  are  proposed 
relative  to  Existing  conditions  for  Option  1.  Similarly,  for  Project  5-9,  Option  2  no  lane 
configuration  changes  are  proposed.  Since  there  are  no  lane  configuration  changes  with  either 
near- term  improvements,  the  impacts  of  both  Projects  5-3  and  5-9  would  not  result  in  a 
significant  traffic  impact  for  the  PM  peak  hour.  Hence,  there  would  be  no  significant  traffic 
impact  from  individual  project  5-9  with  either  Option  1  or  Option  2  for  either  Existing  plus  or 
Project  and  2025  Cumulative  plus  Project  Conditions. 

•  Option  1 

Existing  and  Existing  plus  Project  Conditions  for  Projects  5-3  and  5-9  combined 

Please  see  the  analysis  of  impacts  for  the  combined  projects  under  Project  5-3  on  p. 
V.A.3-431. 

2025  Cumulative  and  2025  Cumulative  plus  Project  Conditions  for  Projects  5-3  and  5-9 
combined 

Please  see  the  analysis  of  impacts  for  the  combined  projects  under  Project  5-3  on  p. 
V.A.3-431. 

•  Option  2 

Existing  and  Existing  plus  Project  Conditions  for  Projects  5-3  and  5-9  combined 

Please  see  the  analysis  of  impacts  for  the  combined  projects  under  Project  5-3  on  p. 
V.A. 3-432. 

2025  Cumulative  and  2025  Cumulative  plus  Project  Conditions  for  Projects  5-3  and  5-9 
combined 

Please  see  the  analysis  of  impacts  for  the  combined  projects  under  Project  5-3  on  p. 
V.A. 3-432. 
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Intersection  42:  San  Jose  Avenue/Ocean  Avenue 

•  Option  1 

Existing  and  Existing  plus  Project  Conditions 

Under  Existing  conditions,  this  intersection  operates  at  LOS  C  with  25.2  seconds  of 
delay.  The  San  Jose  Avenue/Ocean  Avenue  intersection  would  operate  satisfactorily  at 
LOS  C,  with  25.2  seconds  of  average  delay  under  Existing  plus  Project  conditions.  There 
are  no  lane  configuration  adjustments  to  the  intersection  under  Existing  plus  Project 
conditions  relative  to  Existing  conditions.  Hence,  there  would  be  no  change  in  LOS  or 
delay  for  this  intersection,  compared  to  Existing  conditions.  Therefore,  a  significant 
impact  would  not  occur  at  this  intersection  with  the  implementation  of  Project  5-9 
Option  1.  See  Table  V.5-30,  p.  V. A .3-488,  for  PM  Peak  Hour  results  for  Existing  and 
Existing  plus  Project  results  at  the  intersection  of  San  Jose  Avenue/Ocean  Avenue. 

2025  Cumulative  and  2025  Cumulative  plus  Project  Conditions 

The  San  Jose  Avenue/Ocean  Avenue  intersection  would  operate  unsatisfactorily  at  LOS 
F  in  the  PM  Peak  Hour,  with  more  than  80  seconds  of  average  delay  under  2025 
Cumulative  conditions.  The  San  Jose  Avenue/Ocean  Avenue  intersection  would  operate 
unsatisfactorily  at  LOS  F,  with  more  than  80  seconds  of  delay  under  2025  Cumulative 
plus  Project  conditions.  However,  there  are  no  lane  configuration  adjustments  to  the 
study  intersection  under  2025  Cumulative  plus  Project  conditions;  therefore,  there 
would  be  no  change  in  LOS  or  delay  for  this  intersection.  Thus  a  significant  impact 
would  not  occur  at  this  intersection  with  the  implementation  of  Project  5-9  Option  1 .  See 
Table  V.5-31,  p.  V.A.3-488,  for  PM  Peak  Hour  results  for  Cumulative  and  Cumulative 
plus  Project  results  at  the  intersection  of  San  Jose  Avenue/Ocean  Avenue. 

•  Option  2 

Existing  and  Existing  plus  Project  Conditions 

Under  Existing  conditions,  this  intersection  operates  at  LOS  C  with  25.2  seconds  of 
delay.  The  San  Jose  Avenue/Ocean  Avenue  intersection  would  operate  satisfactorily  at 
LOS  C,  with  25.2  seconds  of  average  delay  under  Existing  plus  Project  conditions.  Hiore 
are  no  lane  configuration  adjustments  to  the  intersection  under  Existing  plus  Pri>ioct 
conditions  relative  to  Existing  conditions.  Hence,  there  would  be  no  change  in  LOS  or 
delay  for  this  intersection,  compared  to  Existing  conditions.  Therefore,  a  significant 
impact  would  not  occur  at  this  intersection  with  the  implementation  of  Project  5-9 
Option  2.  See  Table  V.5-30,  p.  V.A.3-488,  for  PM  Peak  Hour  results  for  Existing  and 
Existing  plus  Project  results  at  the  intersection  of  San  Jose  Avenue/Ocean  Avenue. 

2025  Cumulative  and  2025  Cumulative  plus  Project  Conditions 

The  San  Jose  Avenue/Ocean  Avenue  intersection  would  operate  unsatisfactoriK'  at  LC~)S 
F  in  the  PM  Peak  Hour,  with  more  than  80  seconds  of  delay  under  2025  Cumulative  plus 
Project  conditions.  However,  there  are  no  lane  configuration  adjustments  to  the  study 
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intersection  under  2025  Cumulative  plus  Project  conditions;  therefore,  there  w^ould  be  no 
change  in  LOS  or  delay  for  this  intersection.  Thus  a  significant  impact  would  not  occur 
at  this  intersection  with  the  implementation  of  Project  5-9  Option  2.  See  Table  V.5-31, 
p.  V.A.3-488,  for  PM  Peak  Hour  results  for  Cumulative  and  Cumulative  plus  Project 
results  at  the  intersection  of  San  Jose  Avenue/Ocean  Avenue. 

TRANSIT 

Muni  light  rail  line  K-Ingleside  runs  in  the  center  median  in  each  direction  on  Ocean  Avenue 
between  Lee  and  San  Jose  Avenues  and  within  an  exclusive  right-of-way  between  Geneva  and 
San  Jose  Avenues.  There  are  approximately  seven  trains  per  hour  each  way  during  the  AM  and 
PM  peak  periods.  K-Ingleside  also  stops  in  the  center  median  to  load  and  unload  passengers,  so 
there  is  no  interaction  between  trains  and  bicyclists. 

Muni  bus  lines  36  and  49  run  along  Ocean  Avenue  between  Alemany  Boulevard  and  Phelan 
Avenue  with  approximately  10  buses  per  hour  each  way  in  the  AM  and  PM  peak  periods;  Muni 
bus  line  26  runs  only  in  the  eastbound  direction  between  Howth  Street  and  San  Jose  Avenue 
with  approximately  three  buses  per  hour  in  the  AM  and  PM  peak  periods.  Muni  bus  lines  29, 
9X,  9AX,  9BX,  operate  on  Ocean  Avenue  between  Geneva  Avenue  and  Lee  Avenue  (Muni  bus 
line  29)  or  Phelan  Avenue  (Muni  bus  routes  9X,  9AX,  and  9BX)  with  approximately  24  buses  per 
hour  each  way  in  the  AM  and  PM  peak  periods.  There  are  four  westbound  bus  stops  on  Ocean 
Avenue  and  six  eastbound  bus  stops,  and  two  light  rail  bus  stops  in  each  direction  in  the  center 
lane  at  Lee  and  Geneva  Avenues.  Transit  volumes  are  relatively  high  along  this  corridor,  but 
since  bicycle  volumes  are  generally  low,  interactions  between  buses  and  bicyclists  are 
infrequent. 

Between  Lee  and  San  Jose  Avenues,  under  both  Option  1  and  Option  2  the  westbound  bus  stop 
on  the  far  side  of  San  Jose  Avenue  would  have  a  substandard  seven-foot  width,  and  buses 
would  protrude  into  the  proposed  five-foot  bicycle  lane.  Bicyclists  currently  pass  buses  to  the 
left,  and  this  interaction  would  not  change  as  a  result  of  the  proposed  striping.  Along  the 
remaining  segment  of  Ocean  Avenue,  both  options  would  allocate  sufficient  widths  for  travel 
lanes  and  Class  II  bicycle  lanes  at  the  bus  stops  so  that  the  proposed  bicycle  lanes  would  not 
affect  transit  travel  time  or  transit  operation.  There  would  be  no  changes  in  the  route  or  stop 
locations. 

Project  5-9  shares  ti  common  intersection  (Intersection  41:  Phelan  Avenue/Geneva 
Avenue/Ocean  Avenue)  with  Project  5-10:  Phelan  Avenue  Bicycle  Lanes,  Judson  Avenue  to 
Ocean  Avenue.  The  transit  delay  analysis  below  (Projects  5-9  and  5-10  combined)  reflects  the 
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combined  impact  of  Projects  5-9  and  5-10  modifications  to  the  Phelan  Avenue/Geneva 
Avenue/Ocean  Avenue  intersection  on  transit  delay. 

Since  combined  Projects  5-9  and  5-10  w^ould  not  result  in  a  significant  transit  impact  at  the 
Intersection  41  for  either  the  AM  or  PM  peak  hour  under  Existing  plus  Project  conditions,  there 
would  be  no  significant  transit  impacts  from  individual  Project  5-9  at  the  intersection  of  Phelan 
Avenue/Geneva  Avenue/Ocean  Avenue  for  both  the  AM  and  PM  peak  hour. 

•  Option  1 

Existing  and  Existing  plus  Project  Conditions  for  Projects  5-9  and  5-10  combined 

Option  1  would  add  approximately  6  seconds  of  delay  eastbound  and  approximately  1 
second  of  delay  westbound.  The  headways  for  Muni  transit  lines  operating  on  this 
segment  of  Ocean  Avenue  range  from  7.5  minutes  to  30  minutes.  The  total  added  delay 
of  7  seconds  would  be  less  than  the  transit  delay  threshold  of  6  minutes.  Therefore,  a 
significant  transit  impact  would  not  occur  with  implementation  of  combined  Projects  5-9 
and  5-10  Option  1  under  Existing  plus  Project  conditions. 

2025  Cumulative  and  2025  Cumulative  plus  Project  Conditions  for  Projects  5-9  and  5- 
10  combined 

Option  1  would  add  approximately  54  seconds  of  delay  eastbound  and  approximately  2 
seconds  of  delay  westbound.  The  headways  for  Muni  transit  lines  operating  on  this 
segment  of  Ocean  Avenue  range  from  7.5  minutes  to  30  minutes.  The  total  added  delay 
of  56  seconds  would  be  less  than  the  transit  delay  threshold  of  6  minutes.  Therefore,  a 
significant  transit  impact  would  not  occur  with  implementation  of  combined  Projects  5-9 
and  5-10  Option  1  under  Existing  plus  Project  conditions. 

•  Option  2 

Existing  and  Existing  plus  Project  Conditions  for  Projects  5-9  and  5-10  combined 

Option  2  would  add  approximately  1  second  of  delay  eastbound  and  approximately  1 
second  of  delay  westbound.  The  headways  for  Muni  transit  lines  operating  on  this 
segment  of  Ocean  Avenue  range  from  7.5  minutes  to  30  minutes.  The  total  added  delay 
of  2  seconds  would  be  less  than  the  transit  delay  threshold  of  6  minutes.  Therefore,  a 
significant  transit  impact  would  not  occur  with  implementation  of  combined  Projects  5-9 
and  5-10  Option  2  under  Existing  plus  Project  conditions. 

2025  Cumulative  and  2025  Cumulative  plus  Project  Conditions  for  Projects  5-9  and  5- 
10  combined 

Option  2  would  have  no  change  in  delay  in  the  eastbound  direction  and  approximately 
159  seconds  (2.7  minutes)  of  delay  in  the  westbound  direction.  The  headways  lor  Nhini 
transit  lines  operating  on  this  segment  of  Ocean  Avenue  range  from  7.5  minutes  to  30 
minutes.  The  total  added  delay  of  159  seconds  (2.7  minutes)  would  be  less  than  the 
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transit  delay  threshold  of  6  minutes.  Therefore,  a  significant  transit  impact  w^ould  not 
occur  with  implementation  of  combined  Projects  5-9  and  5-10  Option  2  under  2025 
Cumulative  plus  Project  conditions. 

Since  there  are  no  significant  transit  impacts  under  Existing  plus  Project  and  2025 
Cumulative  plus  Project  conditions  for  either  Option  1  or  Option  2  of  Projects  5-9  and  5- 
10  combined,  there  would  be  no  significant  transit  impact  from  individual  Project  5-9. 

PARKING 

Segment  I  between  Alemany  Boulevard  and  San  Jose  Avenue 

Modified  Project  5-9  Segment  I  would  remove  four  parking  spaces  on  Ocean  Avenue  in  the 
westbound  direction  approaching  San  Jose  Avenue.  Parking  occupancy  in  this  area  is  generally 
moderate  and  the  removal  of  four  spaces  is  not  expected  to  impact  the  parking  conditions 
within  the  neighborhood.  Therefore,  there  would  be  no  significant  parking  impact  as  a  result  of 
this  project  revision. 

Segment  II  between  San  Jose  Avenue  and  Lee  Avenue 

Project  5-9  Segment  II  Modified  Option  2  would  result  in  the  removal  of  approximately  45 
parking  spaces  on  Ocean  Avenue  between  San  Jose  Avenue  and  Lee  Avenue.  The  removal  of 
approximately  50  parking  spaces  was  analyzed  for  Segment  II  Option  1  in  the  Draft  EIR  and  90 
parking  spaces  was  analyzed  for  Segment  II  Option  2  in  the  Draft  EIR. 

In  San  Francisco,  parking  supply  is  not  considered  a  permanent  physical  condition,  and  changes 
in  the  parking  supply  would  not  be  a  significant  environmental  impact  as  under  the  CEQA  but 
rather  a  social  effect.  The  loss  of  parking  may  cause  potential,  indirect  physical  effects,  which 
would  include  cars  circling  and  looking  for  a  parking  space  on  neighboring  streets.  The 
secondary  effects  of  drivers  searching  for  parking  is  typically  offset  by  a  reduction  in  vehicle 
trips  due  to  others  who  are  aware  of  constrained  parking  conditions  in  a  given  area.  Hence,  any 
secondary  environmental  impacts  that  may  result  from  a  shortfall  in  parking  in  the  vicinity  of 
Project  5-9  would  be  minor.  Tlie  changes  in  on-street  parking  also  would  not  cause  any 
secondary  physical  impacts,  such  as  traffic  congestion,  air  quality  impacts,  or  noise  impacts 
caused  by  congestion.  The  total  amount  of  parking  loss  for  the  preferred  project  would  be 
approximately  49  parking  spaces,  similar  to  what  was  analyzed  for  Option  1  in  the  Draft  EIR. 
Therefore,  there  would  be  no  significant  parking  impacts  as  a  result  of  modified  Project  5-9. 
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Option  1  would  remove  a  total  of  approximately  50  on-street  parking  spaces  on  Ocean  Avenue 
between  San  Jose  and  Lee  Avenues  and  Option  2  would  remove  a  total  of  approximately  90  on- 
street  parking  spaces  on  Ocean  Avenue  between  San  Jose  and  Lee  Avenues.  Parking  occupancy 
is  relatively  high  in  this  area.  Removal  of  50  to  90  parking  spaces  would  increase  parking 
occupancy  rates. 

San  Francisco  does  not  consider  parking  supply  as  part  of  the  permanent  physical  environment. 
Parking  conditions  are  not  static,  as  parking  supply  and  demand  varies  from  day  to  day,  from 
day  to  night,  from  month  to  month,  etc.  Hence,  the  availability  of  parking  spaces  (or  lack 
thereof)  is  not  a  permanent  physical  condition,  but  changes  over  time  as  people  change  their 
modes  and  patterns  of  travel. 

In  San  Francisco,  parking  deficits  are  considered  to  be  social  effects,  rather  than  impacts  on  the 
physical  environment  as  defined  by  CEQA.  Under  CEQA,  a  project's  social  effects  need  not  be 
treated  as  significant  impacts  on  the  environment.  Environmental  documents  should,  however, 
address  the  secondary  physical  impacts  that  could  be  triggered  by  a  social  impact.  (CEQA 
Guidelines  Section  15131(a)).  The  social  inconvenience  of  parking  deficits,  such  as  having  to 
hunt  for  scarce  parking  spaces,  is  not  an  environmental  impact,  but  there  may  be  secondary 
physical  environmental  impacts,  such  as  increased  traffic  congestion  at  intersections,  air  quality' 
impacts,  safety  impacts,  or  noise  impacts  caused  by  congestion.  In  the  experience  of  San 
Francisco  transportation  planners,  however,  the  absence  of  a  ready  supply  of  parking  spaces, 
combined  with  available  alternatives  to  auto  travel  (e.g.,  transit  service,  taxis,  bicycles  or  travel 
by  foot)  and  a  relatively  dense  pattern  of  urban  development,  induces  many  drivers  to  seek  and 
find  alternative  parking  facilities,  shift  to  other  modes  of  travel,  or  change  their  overall  travel 
habits.  Any  such  resulting  shifts  to  transit  service  in  particular,  would  be  in  keeping  with  the 
City's  "Transit  First"  policy.  The  City's  Transit  First  Policy,  established  in  the  City's  Charter 
Section  16.102  provides  that  "parking  policies  for  areas  well  served  by  public  transit  shall  be 
designed  to  encourage  travel  by  public  transportation  and  alternative  transportation." 
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The  transportation  analysis  accounts  for  potential  secondary  effects,  such  as  cars  circling  and 
looking  for  a  parking  space  in  areas  of  limited  parking  supply,  by  assuming  that  all  drivers 
w^ould  attempt  to  find  parking  at  or  near  the  project  site  and  then  seek  parking  farther  away  if 
convenient  parking  is  unavailable.  Moreover,  the  secondary  effects  of  drivers  searching  for 
parking  is  typically  offset  by  a  reduction  in  vehicle  trips  due  to  others  who  are  aware  of 
constrained  parking  conditions  in  a  given  area.  Hence,  any  secondary  environmental  impacts 
which  may  result  from  a  shortfall  in  parking  in  the  vicinity  of  the  proposed  project  would  be 
minor. 

Project  5-9  is  in  the  immediate  proximity  of  the  Balboa  Park  BART  Station  and  transit  service  is 
convenient  and  frequent;  thus,  loss  of  parking  would  potentially  cause  a  shift  of  transportation 
modes  away  from  private  automobiles  and  to  transit.  There  may  be  secondary  impacts  of 
drivers  seeking  a  parking  space  further  away  from  Ocean  Avenue.  Therefore,  there  would  be  no 
significant  parking  impacts  as  a  result  of  either  Option  1  or  Option  2  for  Project  5-9. 

PEDESTRIAN 

Pedestrian  volumes  are  generally  low  east  of  City  College,  but  substantially  higher  in  the 
vicinity  City  College  of  San  Francisco  between  Phelan  and  Lee  Avenues  particularly  during  the 
morning  and  midday  periods.  However,  there  would  be  no  changes  in  sidewalk  width  or 
crosswalk  layout,  and  the  interactions  between  pedestrians  and  bicyclists  would  not  change  as  a 
result  of  either  Option  1  or  Option  2.  Therefore,  there  would  be  no  pedestrian  impacts  as  a 
result  of  Project  5-9  with  either  Option  1  or  Option  2. 

BICYCLE 

Bicyclists  would  benefit  from  the  installation  of  bicycle  lanes  with  the  designation  of  a  clear 
right-of-way  for  their  use  with  Option  L  Option  2  would  also  provide  bicycle  lanes  in 
conjunction  with  sharrows  to  the  existing  bicycle  route  on  Ocean  Avenue  from  the  1-280 
freeway  southbound  off-ramp  to  Lee  Avenue.  The  installation  of  sharrows  would  increase  the 
motor  vehicle  drivers'  awareness  that  bicyclists  may  be  on  the  road  as  well  as  identify  for 
bicyclists  the  pathway  outside  the  'door  zone'.  Hence,  Project  5-9  with  either  Option  1  or  Option 
2  would  not  have  a  significant  impact  on  cyclists,  but  could  have  the  beneficial  effect  of 
improving  roadway  conditions  and  safety  for  bicyclists. 

LOADING 

Most  of  the  land  uses  (City  College  of  San  Francisco,  Muni  Balboa  Park  Station,  and  Balboa  Park 
(BART)  have  little  demand  for  on-street  yellow  commercial  freight  loading  spaces.  There  were 
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no  double-parked  vehicles  or  significant  loading  needs  observed  in  this  segment  of  Ocean 
Avenue.  In  addition,  there  w^ould  not  be  any  on-street  yellow  commercial  freight  loading  spaces 
removed  as  part  of  Project  5-9  with  either  Option  1  or  Option  2.  Therefore,  there  would  be  no 
loading  impacts  as  a  result  of  Project  5-9  with  either  Option  1  or  Option  2. 

PROJECT  5-10:  PHELAN  AVENUE  BICYCLE  LANES,  JUDSON  AVENUE  TO  OCEAN 
AVENUE  ^ 

There  are  two  options  for  this  segment  of  Phelan  Avenue. 

•  Option  1 

Option  1  would  add  a  Class  II  bicycle  lane  in  each  direction  between  Judson  and  Ocean 
Avenues.  The  Project  would  remove  a  travel  lane  in  each  direction  along  Phelan  Avenue 
between  Ocean  and  Judson  Avenues,  except  the  lane  configuration  at  the  southbound 
approach  to  Ocean  Avenue  would  not  change.  The  Project  would  also  add  a  raised 
median  and  sidewalk  bulb-outs  at  the  crosswalks  between  South  Cloud  Circle  and 
Judson  Avenue.  There  would  be  no  parking  removal. 

•  Option  2 

Option  2  would  add  a  Class  II  bicycle  lane  in  each  direction  and  remove  on-street 
parking  on  both  sides  of  Phelan  Avenue  between  Ocean  and  Judson  Avenues.  140 
parking  spaces  and  30  motorcycle  spaces  total  would  be  removed.  There  would  be  no 
lane  reduction. 

TRAFFIC:  INTERSECTION  LEVEL  OF  SERVICE  (LOS) 

One  study  intersection  is  included  for  the  AM  Peak  Hour  for  Project  5-10. 
Intersection  41:  Phelan  Avenue/Geneva  Avenue/Ocean  Avenue 

The  Phelan  Avenue/Geneva  Avenue/Ocean  Avenue  intersection  is  common  to  Projects  5-9  and 
5-10  within  the  Cluster  5  area.  For  Project  5-9,  the  lane  configuration  at  the  intersection  remains 
the  same  as  under  Existing  (No  Project)  conditions  for  Option  2.  However,  Project  5-9  reduces 
the  capacity  in  the  eastbound  direction  on  Ocean  Avenue  for  this  intersection.  Under  Project  5- 
10,  no  lane  configuration  changes  are  proposed  for  both  Oplioris  I  <ind  2  anil  the  geometry 
remains  the  same  as  Existing  (No  Project)  conditions.  Since  Project  5-10  dt)os  not  result  in  .inv 
lane  configuration  changes,  the  LOS  analysis  for  Project  5-9  would  be  the  s.imi-  .is  Projects  5-9 
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and  5-10  combined.  The  analysis  for  Projects  5-9  and  5-10  combined  is  provided  for  the  AM 
peak  hour. 

•  Option  1 

Existing  and  Existing  plus  Project  Conditions  for  Projects  5-9  and  5-10  combined  - 
AM  Analysis 

Please  see  the  analysis  of  impacts  for  the  combined  projects  under  Project  5-9  on  p. 
V.A.3-485. 

Existing  and  Existing  plus  Project  Conditions  for  Projects  5-9  and  5-10  combined  -  PM 
Analysis 

Please  see  the  analysis  of  impacts  for  the  combined  projects  under  Project  5-9  on  p. 
V.A.3-486. 

2025  Cumulative  and  2025  Cumulative  plus  Project  Conditions  for  Projects  5-9  and  5- 
10  combined  -  AM  Analysis 

Please  see  the  analysis  of  impacts  for  the  combined  projects  under  Project  5-9  on  p. 
V.A.3-486. 

2025  Cumulative  and  2025  Cumulative  plus  Project  Conditions  for  Projects  5-9  and  5- 
10  combined  -  PM  Analysis 

Please  see  the  analysis  of  impacts  for  the  combined  projects  under  Project  5-9  on  p. 
V.A.3-487. 

•  Option  2 

Existing  and  Existing  plus  Project  Conditions  for  Projects  5-9  and  5-10  combined  - 
AM  Analysis 

Please  see  the  analysis  of  impacts  for  the  combined  projects  under  Project  5-9  on  p. 
V.A.3-489. 

Existing  and  Existing  plus  Project  Conditions  for  Projects  5-9  and  5-10  combined  -  PM 
Analysis 

Please  see  the  analysis  of  impacts  for  the  combined  projects  under  Project  5-9  on  p. 
V.A.3-489. 

2025  Cumulative  and  2025  Cumulative  plus  Project  Conditions  for  Projects  5-9  and  5- 
10  combined  -  AM  Analysis 

Please  see  the  analysis  of  impacts  for  the  combined  projects  under  Project  5-9  on  p. 
V.A.3-489. 
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2025  Cumulative  and  2025  Cumulative  plus  Project  Conditions  for  Projects  5-9  and  5- 
10  combined  -  PM  Analysis 

Please  see  the  analysis  of  impacts  for  the  combined  projects  under  Project  5-9  on  p. 
V.A.3-489. 

TRANSIT 

Mtmi  bus  lines  36  and  43  operate  along  Phelan  Avenue  between  Ocean  Avenue  and  Judson 
Avenue,  with  approximately  nine  buses  per  hour  each  way  during  the  AM  and  PM  peak 
periods. 

There  are  currently  three  northbound  and  three  southbound  Muni  bus  stops  between  Ocean 
Avenue  and  Judson  Avenue.  The  three  southbound  bus  stops  on  the  west  side  of  Phelan 
Avenue  are  80  to  100  feet  long  within  18  to  19  feet  curb  lane.  The  two  northbound  bus  stops 
between  South  Cloud  Circle  and  Judson  Avenue,  which  are  100  and  70  feet  long,  are  located  on 
the  far  side  of  the  crosswalks.  Field  observations^^  indicate  that  most  buses  pull  into  the  far  side 
stops  parallel  to  the  curb,  but  some  buses  protrude  into  a  portion  of  the  travel  lane  while 
boarding  passengers.  The  northbound  bus  stop  on  the  nearside  of  South  Cloud  Circle  is  70  feet 
long,  and  there  is  on-street  parking  before  this  stop.  Buses  usually  pull  in  at  an  angle  to  the  curb 
encroaching  into  the  travel  lane  because  the  length  of  the  bus  stop  is  insufficient  for  nearside 
operation.  The  current  dimensions  at  this  bus  stop  are  particularly  tight  with  an  approximate 
nine-foot  curb  lane  next  to  a  nine-foot,  six-inch  outside  lane.  Buses  sometimes  encroach  into  the 
travel  lane,  but  bicyclists  typically  follow  behind  the  buses  in  slow-moving  traffic,  especially 
during  the  midday  and  PM  peak  periods.  Transit  and  bicycle  volumes  in  this  corridor  are 
relatively  moderate,  conflicts  between  buses  and  bicyclists  are  relatively  minimal. 

The  southbound  bus  stops  have  similar  dimensions  and  characteristics  as  those  of  the 
northbound  bus  stops  (two  far  side  and  one  mid-block),  and  field  observation  shows  that 
interactions  between  buses  and  bicyclists  are  very  similar  to  those  reported  in  the  northbound 
direction. 

Both  options  would  remove  one  northbound  and  one  southbound  bus  slop  mid-block  between 
South  and  North  Cloud  Circle,  which  would  reduce  the  potential  conflict  points  between  buses 
and  bicyclists  from  three  to  two  per  direction.  Both  options  would  also  relocate  the  northbound 
bus  stop  on  the  nearside  of  South  Cloud  Circle  to  the  far  side  of  the  parking  lot  driveway  and 
the  southbound  bus  stop  on  the  nearside  of  Judson  Avenue  to  the  far  siiie  o\  tiie  parking  lot 
entrance.  A  benefit  for  relocating  these  bus  stops  to  the  far  side  woulil  be  the  additional 

1'    Field  surveys  were  conducted  by  CMS  Consulting  on  Friday,  October  26,  2007  during  the  I'M  peak. 
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transition  space  at  the  crosswalks  for  buses  to  stop  within  the  bus  zone  without  protruding  into 
the  proposed  bicycle  lane  or  travel  lane. 

•  Option  1 

Existing  and  Existing  plus  Project  Conditions  for  Projects  5-9  and  5-10  combined 

Please  see  the  analysis  of  impacts  for  the  combined  projects  under  Project  5-9  on  p. 
V.A.3-485. 

2025  Cumulative  and  2025  Cumulative  plus  Project  Conditions  for  Projects  5-9  and  5- 
10  combined 

Please  see  the  analysis  of  impacts  for  the  combined  projects  under  Project  5-9  on  p. 
V.  A. 3-486. 

•  Option  2 

Existing  and  Existing  plus  Project  for  Projects  5-9  and  5-10  combined 

Please  see  the  analysis  of  impacts  for  the  combined  projects  under  Project  5-9  on  p. 
V.A.3-489. 

2025  Cumulative  and  2025  Cumulative  plus  Project  Conditions  for  Projects  5-9  and  5- 
10  combined 

Please  see  the  analysis  of  impacts  for  the  combined  projects  under  Project  5-9  on  p. 
V.A.3-489. 

Project  Conditions  for  Projects  5-10  alone 

Option  1  would  remove  a  travel  lane  in  each  direction  between  Ocean  Avenue  and  Judson 
Avenue.  However,  at  the  intersection  with  Ocean  Avenue,  the  number  of  approach  lanes  would 
be  the  same.  Consequently,  additional  Muni  bus  delay  at  this  intersection  would  be 
approximately  one  second  under  Existing  plus  Project  conditions  and  approximately  two 
seconds  for  2025  Cumulative  plus  Project  conditions  for  Option  1.  The  section  between  Ocean 
Avenue  and  Judson  Avenue  would  require  buses  and  other  vehicles  to  share  a  single  travel 
lane.  Phelan  Avenue  has  approximately  630  vehicles  in  the  southbound  direction  and  480 
vehicles  in  the  northbound  direction.  One  travel  lane  should  be  able  to  accommodate  this 
volume  without  significant  backups.  In  addition,  the  curb  lane  adjacent  to  the  two  bus  stops 
south  of  South  Cloud  Circle  would  be  increased  from  nine  feet  to  11  feet  wide  with  the  removal 
of  one  travel  lane,  which  would  allow  buses  and  bicycles  to  share  the  road  more  comfortably. 
Therefore,  there  would  be  not  significant  transit  impacts  with  implementation  of  Project  5-10 
Option  1. Under  Option  2,  the  number  of  travel  lanes  would  remain  the  same  (two  lanes  in  each 
direction),  but  on-street  parking  would  be  removed.  Under  this  option,  the  proposed  bicycle 
lanes  would  disappear  wherever  there  are  bus  stops.  Bus  stops  would  be  located  adjacent  to  a 
nine-foot  lane  in  the  northbound  direction  and  a  10-foot  lane  in  the  southbound  direction.  If 
buses  do  not  completely  pull  into  the  stop,  they  would  encroach  upon  the  curb  lane  and  make  it 
unusable.  To  pass  stopped  buses  on  the  left,  bicyclists  would  use  the  remaining  portion  of  the 
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curb  lane  or  use  the  inside  lane.  This  situation  does  not  differ  from  Existing  conditions. 
Therefore,  there  would  not  be  significant  transit  impacts  with  implementation  of  Project  5-10 
Option  2. 

PARKING 

Option  1  would  not  remove  on-street  parking  spaces;  therefore  there  would  be  no  impact  with 
implementation  of  Project  5-10  Option  1. 

Option  2  would  remove  a  total  of  approximately  140  parking  spaces  and  30  motorcycle  parking 
spaces  on  both  sides  of  Phelan  Avenue  between  Judson  and  Ocean  Avenues.  Because  on-street 
parking  occupancy  in  this  corridor  is  generally  high  when  City  College  of  San  Francisco  is  in 
session,  many  cars  would  be  forced  to  find  parking  in  nearby  streets  and  would  potentially 
increase  parking  occupancy  in  the  neighboring  residential  area. 

San  Francisco  does  not  consider  parking  supply  as  part  of  the  permanent  physical  environment. 
Parking  conditions  are  not  static,  as  parking  supply  and  demand  varies  from  day  to  day,  from 
day  to  night,  from  month  to  month,  etc.  Hence,  the  availability  of  parking  spaces  (or  lack 
thereof)  is  not  a  permanent  physical  condition,  but  changes  over  time  as  people  change  their 
modes  and  patterns  of  travel. 

In  San  Francisco,  parking  deficits  are  considered  to  be  social  effects,  rather  than  impacts  on  the 
physical  environment  as  defined  by  CEQA.  Under  CEQA,  a  project's  social  effects  need  not  be 
treated  as  significant  impacts  on  the  environment.  Environmental  documents  should,  however, 
address  the  secondary  physical  impacts  that  could  be  triggered  by  a  social  impact.  (CEQA 
Guidelines  Section  15131(a).)  The  social  inconvenience  of  parking  deficits,  such  as  having  to 
hunt  for  scarce  parking  spaces,  is  not  an  environmental  impact,  but  there  may  be  secondary 
physical  environmental  impacts,  such  as  increased  traffic  congestion  at  intersections,  air  quality 
impacts,  safety  impacts,  or  noise  impacts  caused  by  congestion.  In  the  experience  of  San 
Francisco  transportation  planners,  however,  the  absence  of  a  ready  supply  of  parking  spaces, 
combined  with  available  alternatives  to  auto  travel  (e.g.,  transit  service,  taxis,  bicycles  or  tr.n  el 
by  foot)  and  a  relatively  dense  pattern  of  urban  development,  induces  many  drivers  to  seek  anil 
find  alternative  parking  facilities,  shift  to  other  modes  of  travel,  or  change  their  overall  travel 
habits.  Any  such  resulting  shifts  to  transit  service  in  particular,  would  be  in  keeping  with  the 
City's  "Transit  First"  policy.  The  City's  Transit  First  Policy,  established  in  the  City's  Charter 
Section  16.102  provides  that  "parking  policies  for  areas  well  served  by  public  transit  shall  be 
designed  to  encourage  travel  by  public  transportation  and  alternative  transportation. " 
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YUc  tr.inspi>rt.ilioM  .in.ilvsis  .uioiiiils  lor  polonli.il  socondary  oliocls,  such  as  cars  circling  and 
loi>kini;  lor  a  parking  space  in  areas  ol  limited  parking  supply,  by  assuming  that  all  drivers 
wiHild  altenipt  to  find  parking  at  or  near  the  project  site  and  then  seek  parking  farther  away  if 
convenient  parking  is  unavailable.  Moreover,  the  secondary  effects  of  drivers  searching  for 
parking  is  Ivpicallv  offset  bN  a  reduction  in  vehicle  trips  due  to  others  who  are  aware  of 
constrained  parking  conditions  in  a  gi\  en  area.  1  lence,  anv  secondary  environmental  impacts 
which  may  result  from  a  shortfall  in  parking  in  the  vicinity  of  the  proposed  project  would  be 
minor.  Therefore,  there  would  be  no  significant  parking  impacts  with  implementation  of  Project 
5-10  Option  2. 

PEDESTRIAN 

•  Option  1 

l.^ption  I  \\  ould  add  sidewalk  bulb-outs  at  the  crosswalks  at  South  Clouci  Circle  on  the 
west  side,  at  the  mid-block  path  on  both  sides,  and  at  the  parking  lot  entrance  on  the 
east  side.  Ihe  bulb-outs  would  reduce  the  pedestrian  crossing  distance,  and  the  higher 
\  isibilitN'  of  pedestrians  at  the  bulb-outs  would  decrease  their  potential  conflicts  with 
\  chicles  and  bicN  clists.  Under  Option  1,  the  existing  crosswalks  at  South  Cloud  Circle 
and  the  parking  lot  entrance  would  be  removed  and  would  be  replaced  with  three 
raised  crosswalks  at  South  Cloud  Circle  (40  ftvt  wide);  the  parking  lot  entrance  (50  feet 
wide),  and  at  North  Cloud  Circle.  Trojivt  5-10  Option  1  would  include  additional 
pedestrian  crossings.  The  use  of  raised  crosswalks  instead  of  traditional  at-grade 
crosswalks  would  provide  increased  pedestrian  visibility  and  would  require  motor 
v  ehicles  to  travel  at  slower  spcvds.  Therefore,  Project  5-10  Option  I  would  nc^t  result  in 
significant  impacts  to  pedestrians,  but  could  have  the  beneficial  effect  of  increasing 
pedestrian  accessibility  anci  safety. 

•  Option  2 

Under  Option  2.  there  would  be  no  changes  to  sidewalks,  but  this  option  would  include 
a  raised  crosswalk  at  North  Cloud  Circle.  The  raised  crosswalk  at  this  location  would 
improve  pedestrian  crossing  safety  for  the  reasons  stated  above.  Therefore,  Project  5-10 
Option  2  would  not  result  in  significant  impacts  to  pedestrians,  but  could  have  the 
beneficial  efftx  t  of  increasing  pedestrian  accessibility  and  safety. 

BICYCLE 

Under  both  options,  the  installation  of  bicycle  lanes  would  provicle  bicyclists  with  a  designated 
right-of-way  for  travel.  Under  Option  2,  bicyclists  would  have  an  additional  benefit  bv 
removing  the  potential  for  ""  of  bicyclists  with  the  remov  al  of  on-street  parking.  Therefore, 
Project  5-10  with  either  Option  1  or  Option  2  would  not  result  in  a  significant  impact  to 
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bicyclists  but  could  have  the  beneficial  effect  of  improving  roadway  conditions  and  safety  for 
bicyclists. 

LOADING 

This  segment  of  Phelan  Avenue  currently  has  campus  buildings  on  the  east  side  and  a  surface 
parking  lot  on  the  west  side.  These  land  uses  do  not  have  an  on-street  loading  demand  that 
would  conflict  with  bicyclists  in  this  area;  there  were  no  double-parked  trucks  or  significant 
loading  needs  observed'^  on  this  segment  of  Phelan  Avenue.  No  changes  would  occur  to 
loading  facilities  as  a  result  of  either  Option  1  or  Option2  of  Project  5-10;  therefore,  there  would 
be  no  loading  impacts  with  implementation  of  either  Option  1  or  Option  2  of  Project  5-10. 

PROJECT  5-11:  POTRERO  AVENUE  AND  BAYSHORE  BOULEVARD  BICYCLE  LANES, 
25^"  STREET  TO  CESAR  CHAVEZ  STREET 

The  Project  would  add  a  southbound  Class  II  bicycle  lane  between  25th  and  Cesar  Chavez 
Streets.  The  proposed  bicycle  lanes  would  extend  the  existing  bicycle  lanes  on  Potrero  Avenue 
just  south  of  25th  Street.  In  the  northbound  direction,  travel  lanes  would  be  narrowed  to  add  a 
curbside  Class  II  bicycle  lane  along  Bayshore  Boulevard  from  approximately  200  feet  south  of 
the  intersection  of  Potrero  Avenue  and  the  US  101  off-ramp  to  this  intersection.  A  northbound 
Class  II  bicycle  lane  exists  on  Potrero  Avenue,  beginning  approximately  300  feet  south  of  25th 
Street.  This  northbound  Class  II  bicycle  lane  would  be  extended  southerly  to  the  intersection  of 
Potrero  Avenue  and  the  US  101  off-ramp  by  removing  approximately  20  parking  spaces.  In  the 
southbound  direction,  a  Class  II  bicycle  lane  exists  on  Potrero  Avenue,  but  ends  approximately 
120  feet  south  of  25th  Street.  This  southbound  Class  II  bicycle  lane  would  be  extended  southerly 
to  Cesar  Chavez  Street  by  narrowing  travel  lanes.  No  parking  removal  would  be  required  to 
extend  the  southbound  Class  II  bicycle  lane. 

TRAFFIC:  INTERSECTION  LEVEL  OF  SERVICE  (LOS) 

Please  see  discussion  under  Setting:  Study  Intersection  on  p.  V.A.3-3  of  this  EIR. 
TRANSIT 

Muni  bus  line  9  runs  in  each  direction,  but  only  for  a  short  distance  in  this  segment,  l  ine  9  has 
approximately  six  buses  per  hour  each  way  during  the  AM  peak  period  and  eight  buses  per 
hour  each  way  during  the  PM  peak  period.  There  is  one  northbtniml  .ind  one  si>utlUn>uiid  bus 
stop  on  the  south  side  of  25"'  Street.  Transit  volumes  are  moderate  in  this  segnnMit 

Field  surveys  were  conducted  by  CHS  Consulting  on  Friday,  (Vlober  26,  2007  during  the  midday. 
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V.  Environmental  Setting  and  Impacts  and  Mitigation  Measures 

A.  Transportation 
3.         Project-Level  Analysis 

The  11-foot  wide  travel  lane  for  buses  adjacent  to  the  proposed  bicycle  lanes  v^ould  allovs^  bus 
operators  sufficient  space  to  avoid  conflicts  with  bicyclists  especially  at  the  bus  stops. 
Furthermore,  as  experienced  with  the  implemented  bicycle  lanes  along  the  section  of  Potrero 
Avenue  north  of  25"^  Street,  the  proposed  bicycle  lanes  would  not  affect  transit  capacity,  transit 
operation,  or  travel  time.  Therefore,  there  would  be  no  significant  transit  impacts  with 
implementation  of  Project  5-11. 

PARKING 

Project  5-11  would  remove  approximately  20  on-street  parking  spaces  on  the  east  side  of  Potrero 
Avenue  between  25"^  Street  and  the  US  101  off-ramp.  On-street  parking  occupancy  in  this  area  is 
generally  moderate;  the  removal  of  20  on-street  parking  spaces  would  result  in  an  increase  in 
the  occupancy  rate. 

In  San  Francisco,  parking  supply  is  not  considered  a  permanent  physical  condition,  and  changes 
in  the  parking  supply  would  not  be  a  significant  environmental  impact  under  CEQA,  but  rather 
a  social  effect.  The  loss  of  parking  may  cause  potential  indirect  physical  effects,  which  would 
include  cars  circling  and  looking  for  a  parking  space  in  neighboring  streets.  The  secondary 
effects  of  drivers  searching  for  parking  is  typically  offset  by  a  reduction  in  vehicle  trips  due  to 
some  drivers,  aware  of  constrained  parking  conditions  in  a  given  area,  shifting  travel  modes. 
Hence,  any  secondary  environmental  impacts  that  may  result  from  a  shortfall  in  parking  would 
be  minor.  Therefore,  any  net  reduction  in  on-street  parking  supply  would  not  result  in 
significant  parking  impacts.  Thus,  there  would  not  be  a  significant  parking  impact  with 
implementation  of  Project  5-11. 

PEDESTRIAN 

Pedestrian  volumes  are  generally  low,  and  there  would  be  no  change  in  sidewalk  width  or 
crosswalk  layout.  The  interactions  between  pedestrians  and  bicyclists  would  not  change  as  a 
result  of  Project  5-1 1 .  Therefore,  there  would  be  no  pedestrian  impacts  with  implementation  of 
Project  5-11. 

BICYCLE 

The  installation  of  bicycle  lanes  would  provide  bicyclists  with  a  designated  right-of-way  for 
travel  functioning  as  the  existing  lanes  on  Potrero  Avenue  north  of  25"'  Street.  Therefore,  Project 
5-11  would  not  result  in  a  significant  impact  to  bicyclists  but  could  have  the  beneficial  effect  of 
improving  roadway  conditions  and  safety  for  bicyclists. 
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A.  Transportation 
3.         Project-Level  Analysis 

LOADING 

This  segment  of  Potrero  Avenue  has  a  mix  of  recreational,  residential,  and  commercial  uses;  the 
loading  demand  is  very  low^  and  can  be  accommodated  by  the  available  on-street  parking 
spaces.  No  on-street  parking  or  yellow  commercial  loading  spaces  would  be  removed  with 
implementation  of  Project  5-11.  Therefore,  there  would  be  no  loading  impacts  with 
implementation  of  Project  5-11. 

PROJECT  5-12:  SAGAMORE  STREET  AND  SiCKLES  AVENUE  BICYCLE  LANES, 
ALE  MANY  BOULEVARD  TO  BROTHER  HOOD  WAY 

Project  5-12  Modified  Option  1  would  provide  Class  II  bicycle  lanes  in  both  directions  on 
Sagamore  Street  and  Sickles  Avenue  between  Alemany  Boulevard  and  Brotherhood  Way  by 
removing  one  westbound  travel  lane  on  Sagamore  Street  from  250  feet  west  of  Plymouth 
Avenue  to  Orizaba  Avenue,  and  add  a  two-way  center  left  turn  lane  from  Plymouth  Avenue  to 
Capitol  Avenue,  and  by  removing  one  eastbound  travel  lane  on  Sagamore  Street  from  Capitol 
Avenue  to  50  feet  west  of  San  Jose  Avenue,  and  by  removing  nine  parking  spaces  on  the  south 
side  of  Sagamore  Street,  at  Capitol  Avenue. 

There  are  two  options  for  this  segment  of  Sagamore  Street/Sickles  Avenue. 

Both  Options  1  and  2  would  add  a  westbound  Class  II  bicycle  lane  along  Sagamore  Street 
between  Plymouth  Avenue  and  Brotherhood  Way  and  extend  the  existing  eastbound  bicycle 
lane  eastward  to  the  San  Jose  Avenue  intersection.  Both  options  would  add  a  southbound  Class 
II  bicycle  lane  along  Sickles  Avenue  between  Sagamore  Street  and  Alemany  Boulevard.  Both 
options  would  also  remove  eight  on-street  parking  spaces  on  the  south  side  of  Sagamore  Street 
at  the  eastward  approach  to  Capitol  Avenue. 

•    Option  1 

Option  1  would  remove  an  approximately  130-foot  section  of  the  eastbound  travel  lane 
on  Sagamore  Street  approaching  San  Jose  Avenue  and  an  approximately  250-foot  section 
of  the  westbound  travel  lane  between  Capitol  and  Orizaba  Avenues.  This  option  would 
convert  pull-in  angled  parking  into  back-in  angled  parking  on  Iho  north  sitie  of 
Sagamore  Street  between  Orizaba  and  Capitol  Avenues  but  would  iu>l  rvsiill  in  anv 
parking  loss. 
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V.  Environmental  Setting  and  Impacts  and  Mitigation  Measures 

A.  Transportation 
3.         Project-Level  Analysis 

•     Option  2 

Option  2  would  add  westbound  Class  II  bicycle  lane  from  Capitol  Avenue  to  Orizaba 
Avenue  by  changing  the  parking  layout  and  removing  15  parking  spaces  on  the  north 
side  of  Sagamore  Street  and  creating  a  westbound  right  turn  pocket  approaching 
Orizaba  Avenue.  In  the  eastbound  direction  from  Orizaba  Avenue  to  Alemany 
Boulevard  a  Class  II  bicycle  lane  would  be  added  by  removing  15  parking  spaces  on  the 
south  side  of  Sagamore  Street 
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TRAFFIC:  INTERSECTION  LEVEL  OF  SERVICE  (LOS) 

Modified  Option  1  would  remove  one  lane  of  westbound  traffic  on  Sagamore  Street  from  250 
feet  west  of  Plymouth  Avenue  to  Capitol  Avenue,  and  add  a  two-way  center  left  turn  lane 
from  Plymouth  Avenue  to  Capitol  Avenue.  The  Draft  EIR  did  not  analyze  lane  removal  on 
this  portion  of  Sagamore  Street.  The  Draft  EIR  did  not  analyze  a  two-way  center  left  turn  lane 
from  Plymouth  Avenue  to  Capitol  Avenue.  The  proposed  lane  removal  would  not  affect 
traffic  capacity  beyond  what  was  analyzed  in  the  Draft  EIR.  The  traffic  volume  that  merges 
from  three  lanes  to  two  lane  remains  the  same  whether  it  merges  at  the  proposed  250  feet  west 
of  Plymouth  Avenue  or  at  the  merger  point  analyzed  in  the  Draft  EIR  (one  block  west  between 
Capitol  Avenue  and  Orizaba  Avenue).  Capitol  Avenue  is  the  only  street  between  these  points, 
and  is  not  a  major  source  of  traffic.  Therefore  there  would  be  no  significant  traffic  impact 
associated  with  Project  5-12  Modified  Option  1. 

The  revised  project  would  increase  the  length  of  the  existing  painted  median  on  Sagamore 
Street  west  of  Capitol  Avenue  by  approximately  270  feet.  This  would  fill-in  the  excess  street 
space  created  by  removing  one  westbound  lane  and  adding  the  two-way  center  left  turn  lane 
east  of  Capitol  Avenue.  The  extended  painted  median  would  be  implemented  only  in 
conjunction  with  the  lane  removals  and  addition  of  the  two-way  center  left  turn  lane  discussed 
above  and  by  itself  would  not  create  impacts  to  traffic.  Therefore  there  would  be  no  significant 
traffic  impact  associated  with  this  project  revision. 

Modified  Option  1  would  remove  one  eastbound  travel  lane  on  Sagamore  Street  from  Capitol 
Avenue  to  50  feet  west  of  San  Jose  Avenue.  This  is  an  increase  of  approximately  600  feet  I  roni 
the  eastbotmd  lane  removal  limits  analyzed  in  the  Draft  EIR,  which  extended  from  130  feet 
west  of  San  Jose  Avenue  to  San  Jose  Avenue.  The  travel  lane  configuration  for  eastbound 
Sagamore  Street  approaching  Capitol  Avenue  is  one  through  lane  and  one  left  turn  onW  lane, 
and  this  would  not  be  changed  from  existing  conditions  or  from  what  was  analyzed  in  the 
Draft  EIR.  This  modification  would  continue  that  one  travel  lane  east  of  Capitol  Avenue  .iml 
because  it  is  being  fed  by  one  lane,  there  would  be  no  impact  to  traffic  operations  as  one  lane  is 
sufficient  in  supplying  the  capacity  to  meet  the  volume  from  one  lane.  1  he  l.ine  miiliguralion 
at  the  intersection  of  Plymouth  Avenue,  Sagamore  Street,  Sickles  Avenue  and  San  Jose  A\  enue 
would  not  be  changed  from  existing  conditions  or  from  what  was  an.ilwed  in  the  Pr.itt  1  IK. 
Therefore,  there  would  be  no  significant  traffic  impacts  associated  w  ith  Project  5-12  Modified 
Option  1. 
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V.  Environmental  Setting  and  Impacts  and  Mitigation  Measures 

A.  Transportation 
3.         Project-Level  Analysis 

Intersection  LOS  calculations  were  performed  for  the  PM  peak  hour. 
PM  Peak  Hour 

One  study  intersection  is  included  for  the  PM  Peak  Hour  for  Project  5-12. 
Intersection  35:  Alemany  Boulevard/Sickles  Avenue 
•    Option  1 

Existing  and  Existing  plus  Project  Conditions 

Under  Existing  conditions,  this  intersection  operates  at  LOS  D  v^^ith  41.2  seconds  of 
delay.  The  Alemany  Boulevard/Sickles  Avenue  intersection  would  operate  satisfactorily 
at  LOS  D,  with  42.1  seconds  of  average  delay  under  Existing  plus  Project  conditions.  The 
eastbound  lane  configuration  would  be  modified  from  one  through  lane,  one  shared 
through-left  turn  lane,  and  one  shared  through-right  turn  lane  to  one  shared  through- 
left  turn  lane  and  one  through-right  turn  lane.  Due  to  the  reduction  of  capacity  in  the 
eastbound  direction,  there  would  be  an  increase  in  delay  along  this  approach.  However, 
the  average  intersection  delay  would  increase  by  0.9  seconds,  compared  to  Existing 
conditions.  Therefore,  Project  5-12  Option  1  would  not  cause  a  significant  traffic  impact 
to  the  Alemany  Boulevard/Sickles  Avenue  intersection  under  Existing  plus  Project 
conditions.  Table  V.5-32,  p.  V.A.3-505,  summarizes  these  results. 


TABLE  V.5-32 
CLUSTER  5  -  PROJECT  5-12 
INTERSECTION  LEVEL  OF  SERVICE  (LOS)  AND  AVERAGE  DELAY  -  EXISTING  AND  EXISTING 
PLUS  PROJECT  CONDITIONS  -  WEEKDAY  PM  PEAK  HOUR 

Existing  plus  Project 

Existing  Option  1  Option  2 

Average  Average  Average 

Intersection  Delay^       LOS       Delay^       LOS       Delay^  LOS 

35.     Alemany  Boulevard/Sickles  Avenue        41.2  D  42.1  D  41.2  D 


Source:      Wilbur  Smith  Associates,  October  2008. 

Nole: 

a.     Delay  in  seconds  per  vehicle.  

2025  Cumulative  and  2025  Cumulative  plus  Project  Conditions 

The  Alemany  Boulevard/Sickles  Avenue  intersection  would  operate  unsatisfactorily  at 
LOS  F,  with  mofe  than  80  seconds  of  average  delay  under  2025  Cumulative  conditions. 
Under  2025  Cumulative  plus  Project  conditions,  the  Alemany  Boulevard/Sickles  Avenue 
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A.  Transportation 
3.         Project-Level  Analysis 

intersection  w^ould  operate  unsatisfactorily  at  LOS  F,  with  more  than  80  seconds  of 
delay.  However,  the  southbound  critical  movements  at  Alemany  Boulevard/Sickles 
Avenue  would  not  deteriorate;  a  significant  impact  would  not  occur  at  this  intersection 
with  the  implementation  for  Project  5-12  Option  1.  Table  V.5-33,  p.  V.A.3-506, 
summarizes  these  results. 


TABLE  V.5-33 
CLUSTER  5  -  PROJECT  5-12 
INTERSECTION  LEVEL  OF  SERVICE  (LOS)  AND  AVERAGE  DELAY  -  2025  CUMULATIVE  AND 
2025  CUMULATIVE  PLUS  PROJECT  CONDITIONS  -  WEEKDAY  PM  PEAK  HOUR 

2025  Cumulative  plus  Project 

2025  Cumulative  Option  1  Option  2 

Average  Average  Average 

Intersection  Delay^       LOS"       Delay^       LOS"       Delay^  LOS" 

35.     Alemany  Boulevard/Sickles  >80  F  >80  F  >80  F 

Avenue 


Source:  Wilbur  Smith  Associates,  October  2008 
Notes: 

a.  Delay  in  seconds  per  vehicle. 

b.  Intersections  operating  at  LOS  E  or  LOS  F  conditions  highlighted  in  bold.  

•    Option  2 

Existing  and  Existing  plus  Project  Conditions 

Under  Existing  conditions,  this  intersection  operates  at  LOS  D  with  41.2  seconds  of 
delay.  The  Alemany  Boulevard/Sickles  Avenue  intersection  would  operate  satisfactorily 
at  LOS  D,  with  41.2  seconds  of  average  delay  under  Existing  plus  Project  conditions. 
There  are  no  lane  configuration  adjustments  to  the  intersection  under  Existing  plus 
Project  conditions  relative  to  Existing  conditions.  Hence,  there  would  be  no  change  in 
LOS  or  delay  for  this  intersection,  compared  to  Existing  conditions.  Therefore,  Project  5- 
12  Option  2  would  not  cause  a  significant  impact  to  the  Alemany  Boulevard/Sickles 
Avenue  intersection  under  Existing  plus  Project  conditions.  Table  V.5-32,  p.  V.A.3-505, 
summarizes  these  results. 

2025  Cumulative  and  2025  Cumulative  plus  Project  Conditions 

The  Alemany  Boulevard/Sickles  Avenue  intersection  would  operate  unsatisfactorily  at 
LOS  F,  with  more  than  80  seconds  of  delay  under  2025  Cumiilatiye  plus  Project 
conditions.  However,  there  are  no  lane  configuration  adjustments  to  the  study 
intersection  under  2025  Cumulative  plus  Project  conditions;  therefore,  there  would  be  no 
change  in  LOS  or  delay  for  this  intersection.  Thus  a  significant  impact  u  oiiUi  iu>t  in  cur 
at  this  intersection  with  the  implementation  of  Project  5-12  Option  2.  Table  V.5-33  on 
p.  V.A.3-506  summarizes  these  results. 
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V.  Environmental  Setting  and  Impacts  and  Mitigation  Measures 

A.  Transportation 
3.         Project-Level  Analysis 

TRANSIT 

Muni  bus  line  88  operates  along  the  full  length  of  Project  5-12  westbound  between  Alemany 
Boulevard  and  Brotherhood  Way  in  the  PM  peak  only  with  approximately  three  buses  per  hour. 
It  also  runs  in  both  directions  for  the  short  distance  Alemany  Boulevard  and  San  Jose  Avenue 
with  three  buses  westbound  in  the  PM  peak  and  three  buses  eastbound  during  the  AM  peak. 
Muni  bus  line  54  runs  in  both  directions  along  Sagamore  Street  between  Plymouth  Avenue  and 
Brotherhood  Way  with  approximately  three  buses  per  hour  each  way  during  the  AM  and  PM 
peak  periods. 

There  is  one  Muni  southbound  bus  stop  on  Sickles  Avenue  between  San  Jose  Avenue  and 
Alemany  Boulevard.  This  Muni  bus  stop  would  be  in  the  proposed  bicycle  lane  for  both  Option 
]  and  Option  2.  When  a  Muni  bus  stops,  bicyclists  would  have  to  wait  behind  it  until  it 
completes  loading  and  unloading  passengers  or  pass  the  bus  to  the  left  using  the  adjacent  travel 
lane.  This  maneuver  is  no  different  from  what  currently  occurs  without  the  bicycle  lane.  South- 
eastbound  bus  volumes  for  Muni  line  88  are  low  (three  buses  every  hour),  so  buses  would  not 
frequently  interrupt  bicycle  flow  on  the  proposed  bicycle  lane. 

Therefore,  for  both  Option  1  and  Option  2  there  would  be  no  significant  impacts  on  transit 
capacity,  transit  operation,  and  travel  time,  as  well  as  on  the  interactions  between  buses  and 
bicyclists  with  either  Option  1  or  Option  2  of  Project  5-12. 

PARKING 

Modified  Option  1  would  remove  one  additional  parking  space  on  the  south  side  of  Sagamore 
Street,  east  of  Capitol  Avenue.  The  Draft  EIR  analyzed  the  removal  of  approximately  eight 
parking  spaces  on  the  south  side  of  Sagamore  Street  west  of  Capitol  Avenue.  Therefore,  the 
revised  project  would  remove  approximately  nine  parking  spaces  compared  to  the  removal  of 
approximately  eight  parking  spaces  analyzed  in  the  Draft  EIR.  Parking  occupancy  in  this  area 
is  generally  moderate  and  the  removal  of  nine  parking  spaces  as  a  result  of  the  revised  project  is 
not  expected  to  exacerbate  parking  demand  within  the  neighborhood. 

In  San  Francisco,  parking  supply  is  not  considered  a  permanent  physical  condition,  and  changes 
in  the  parking  supply  would  not  be  a  significant  environmental  impact  as  under  the  CEQA  but 
rather  a  social  effect.  The  loss  of  parking  may  cause  potential,  indirect  physical  effects,  which 
would  include  cars  circling  and  looking  for  a  parking  space  on  neighboring  streets.  The 
secondary  effects  of  drivers  searching  for  parking  is  typically  offset  by  a  reduction  in  vehicle 
trips  due  to  others  who  are  aware  of  constrained  parking  conditions  in  a  given  area.  Hence,  any 
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secondary  environmental  impacts  that  may  result  from  a  shortfall  in  parking  in  the  vicinity  of 
Project  5-12  would  be  minor.  The  changes  in  on-street  parking  also  would  not  cause  any 
secondary  physical  impacts,  such  as  traffic  congestion,  air  quality  impacts,  or  noise  impacts 
caused  by  congestion.  Therefore,  there  would  be  no  significant  parking  impacts  as  a  result  of 
the  implementation  of  Project  5-12  Modified  Option  1. 

•     Option  1 

Option  1  would  remove  approximately  eight  on-street  parking  spaces  on  the  south  side 
of  Sagamore  Street  at  the  nearside  of  Capitol  Avenue  and  convert  pull-in  angled  parking 
into  back-in  angled  parking  between  Orizaba  and  Capitol  Avenues.  Changing  pull-in  to 
back-in  angled  parking  would  potentially  benefit  bicyclists  by  improving  approaching 
bicyclists'  visibility  to  motor  vehicle  drivers  and  other  traffic,  both  when  drivers  are 
entering  and  exiting  a  parking  stall.  When  entering  a  parking  stall  by  backing  in,  drivers 
would  be  looking  backwards  towards  oncoming  traffic  and  would  be  more  aware  of 
approaching  bicyclists.  Bicyclists  would  also  be  better  able  to  see  vehicles  backing  into 
the  parking  spaces  and,  therefore,  would  have  ample  warning  to  safely  maneuver 
around  these  vehicles.  When  exiting  a  parking  stall,  drivers  would  face  the  street  with  a 
better  view  of  oncoming  traffic  in  comparison  to  drivers  backing  out  of  the  pull-in 
parking  stall,  whose  view  of  oncoming  traffic  may  be  obscured  by  adjacent  parked 
vehicles. 
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•    Option  2 

Option  2  would  remove  a  total  of  approximately  28  on-street  parking  spaces  on  portions 
of  Sagamore  Street  on  the  south  side  approaching  Capitol  Avenue  and  San  Jose  Avenue 
and  on  the  north  side  approaching  Orizaba  Avenue.  Approximately  seven  parking 
spaces  would  also  be  lost  as  a  result  of  converting  pull-in  angled  parking  on  the  north 
side  of  Sagamore  between  Orizaba  Avenue  and  Capitol  Avenue  to  parallel  parking. 
Parking  occupancy  in  this  area  is  generally  moderate.  The  loss  of  eight  parking  spaces 
under  Option  1  and  28  parking  spaces  under  Option  2  can  be  accommodated  with  the 
existing  parking  supply.  Therefore,  there  would  be  no  significant  parking  impacts  with 
either  Option  1  or  Option  2  for  Project  5-12.  In  addition,  there  may  be  a  reduction  in 
conflicts  may  result  between  bicyclists  and  angle-parkers  with  the  replacement  of  pull-in 
angle  parking  with  back-in  angle  parking. 

PEDESTRIAN 

Pedestrian  volumes  in  this  area  are  generally  low,  and  there  would  be  no  changes  in  sidewalk 
width  or  crosswalk  layout  under  either  Option  1  or  Option  2.  The  current  interactions  between 
pedestrians  and  bicyclists  would  not  change  as  a  result  of  either  option.  Therefore,  there  would 
be  no  pedestrian  impacts  with  either  Option  1  or  Option  2  of  Project  5-12. 

BICYCLE 

Under  both  Option  1  and  Option  2,  bicyclists  would  benefit  from  the  installation  of  bicycle  lanes 
with  the  designation  of  a  clear  right-of-way  for  their  use.  The  proposed  back-in  angled  parking 
under  Option  1  would  potentially  benefit  bicyclists  by  improving  the  driver's  visibility  of 
approaching  bicyclists  and  other  vehicles  both  when  entering  and  exiting  the  stall.  When 
entering  the  stall  by  backing  in,  the  driver  would  be  looking  towards  oncoming  traffic  and 
would  be  more  aware  of  approaching  bicyclists.  When  exiting  the  stall,  the  driver  is  facing  the 
street  with  a  better  view  of  traffic  in  the  travel  lane  in  comparison  to  drivers  backing  out  of  the 
pull-in  stall,  whose  view  of  oncoming  traffic  may  be  obscured  by  an  adjacent  parked  vehicle. 
Hence,  neither  Option  1  nor  Option  2  of  Project  5-12  would  not  have  a  significant  impact  on 
cyclists  but  could  have  the  beneficial  effect  of  improving  roadway  conditions  and  safety  for 
bicyclists. 

LOADING 

This  segment  of  Sagamore  Street  is  mostly  residential  with  no  on-street  loading  demands  that 
would  conflict  with  bicycles.  No  double-parked  trucks  or  significant  loading  needs  were 
observed  on  this  segment  of  Sagamore  Street,  and  there  would  be  no  changes  in  on-street  or  off- 
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street  loading  spaces  under  either  option.  Therefore,  there  would  be  no  loading  impacts  with 
either  Option  1  or  Option  2  of  Project  5-12. 

PROJECT  5-13:  SAN  BRUNO  AVENUE  BICYCLE  LANES,  PAUL  AVENUE  TO  SILVER 
AVENUE 

Project  5-13  would  involve  moving  a  portion  of  the  existing  Bicycle  Route  #25  from  Bayshore 
Boulevard  onto  San  Bruno  Avenue.  Segment  I  of  San  Bruno  Avenue  extends  between  Paul 
Avenue  and  Silver  Avenue.  There  are  two  options  for  this  segment. 

•  Option  1 

Option  1  would  add  a  Class  II  bicycle  lane  in  each  direction  between  eight-foot  wide 
parking  and  a  10-foot  wide  travel  lane. 

•  Option  2 

Option  2  would  add  a  Class  II  bicycle  lane  in  each  direction  between  seven-foot  wide 
parking  and  an  11 -foot  wide  travel  lane.  Both  options  would  remove  approximately  21 
on-street  parking  spaces  between  Silver  Avenue  and  Felton  Street. 

Segment  II  would  extend  from  Silliman  Street  to  Silver  Avenue  and  includes  one  design  option: 

Class  II  bicycle  lanes  would  be  installed  in  both  directions  along  Segment  II  by  removing  22 
parking  spaces. 

TRAFFIC:  INTERSECTION  LEVEL  OF  SERVICE  (LOS) 

Please  see  discussion  under  Setting:  Study  Intersection  on  p.  V.A.3-3  of  this  EIR. 
TRANSIT 

Muni  bus  lines  9,  9X,  and  9AX  run  along  this  segment  of  San  Bruno  Avcniio,  with 
approximately  12  buses  in  each  direction  per  hour  during  the  AM  peak  period  and 
approximately  14  buses  in  each  direction  per  hour  during  the  PM  peak  period.  Muni  bus  lines 
9X  and  9AX  run  only  in  the  southbound  direction  between  Silver  Avenue  and  Bacon  Stnvl. 
Transit  volumes  are  relatively  high,  but  bicycle  volumes  are  low  along  this  segment  of  San 
Bruno  Avenue. 

Currently,  there  are  frequent  turning  movements  at  intersections  and  to/from  dt  ivowavs  along 
this  section,  and  the  slow  speed  of  traffic  and  Muni  would  be  expected  to  continue  even  alter 
the  implementation  of  either  option  of  Project  5-13.  Since  there  would  K'  no  capacity  reihu.  tion 
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or  additional  bus/bicycle  conflicts,  no  significant  transit  impacts  vs^ould  be  caused  by  the 
implementation  of  either  Option  1  or  Option  2  of  Project  5-13. 

PARKING 

•  Option  1 

Option  1  would  remove  a  total  of  approximately  22  on-street  parking  spaces.  12  spaces 
on  the  east  side  of  San  Bruno  Avenue  betw^een  Silver  and  Thornton  Streets  and  10 
loading  spaces  on  the  west  side  between  Silver  and  Silliman  Streets. 

•  Option  2 

Option  2  would  remove  12  spaces  on  the  east  side  of  San  Bruno  Avenue  between  Silver 
and  Thornton  Streets.  Parking  occupancy  along  San  Bruno  Avenue  is  high,  especially 
along  the  northern  segment  of  the  street  where  most  commercial  uses  exist.  The  loss  of 
12  on-street  parking  spaces  would  cause  some  vehicles  to  park  further  away  in  the 
adjacent  residential  neighborhood,  increasing  parking  occupancy  rates  along  these 
residential  streets.  In  San  Francisco,  parking  supply  is  not  considered  a  permanent 
physical  condition,  and  changes  in  the  parking  supply  would  not  be  a  significant 
environmental  impact  under  CEQA,  but  rather  a  social  effect.  The  loss  of  parking  may 
cause  potential  indirect  physical  effects,  which  would  include  cars  circling  and  looking 
for  a  parking  space  in  neighboring  streets.  The  secondary  effects  of  drivers  searching  for 
parking  is  typically  offset  by  a  reduction  in  vehicle  trips  due  to  some  drivers,  aware  of 
constrained  parking  conditions  in  a  given  area,  shifting  travel  modes.  Hence,  any 
secondary  environmental  impacts  that  may  result  from  a  shortfall  in  parking  would  be 
minor.  Therefore,  any  net  reduction  in  on-street  parking  supply  would  not  result  in 
significant  parking  impacts.  Hence,  there  would  be  no  significant  parking  impacts  with 
either  Option  1  or  Option  2  for  Project  5-13. 

PEDESTRIAN 

Pedestrian  activity  is  generally  moderate  along  the  west  side  of  San  Bruno  Avenue,  but 
instances  of  pedestrian  crossings  are  minimal.  There  would  be  no  changes  in  sidewalk  width  or 
crosswalk  layout  under  either  option.  Therefore,  there  would  be  no  pedestrian  impacts  with 
either  Option  1  or  Option  2  of  Project  5-13. 

BICYCLE 

Under  both  options,  the  installation  of  bicycle  lanes  would  provide  bicyclists  with  a  designated 
right-of-way  for  travel.  Therefore,  neither  Option  1  nor  Option  2  of  Project  5-13  would  result  in 
a  significant  impact  to  bicyclists,  but  could  have  the  beneficial  effect  of  improving  roadway 
conditions  and  safety  for  bicyclists. 
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LOADING 

On-street  yellow  commercial  freight  loading  spaces  are  available  along  San  Bruno  Avenue. 
However,  violations  were  observed'^  forcing  trucks  to  double-park  in  the  curbside  travel  lane. 
The  impact  on  loading  from  Project  5-13  would  result  from  the  removal  of  22  on-street  parking 
spaces  including  10  yellow  commercial  freight  loading  spaces  under  both  Option  1  and 
Option  2. 

The  loss  of  10  on-street  yellow  commercial  freight  loading  spaces  on  the  west  side  of  San  Bruno 
Avenue  would  potentially  cause  significant  impacts  on  trucks  making  deliveries  to  the  adjacent 
businesses.  Without  available  parking  for  loading,  drivers  would  double-park  in  the  travel  lane 
blocking  both  traffic  and  Muni  circulation  or  park  in  the  bicycle  lane,  blocking  bicycle 
circulation.  The  City  of  San  Francisco  Transportation  Code  Section  38N  allows  vehicles  to 
temporarily  block  a  bicycle  lane  during  weekday  midday,  but  not  during  the  AM  (7:00  a.m.  to 
9:00  a.m.)  and  PM  (4:00  p.  m.  to  6:00  p.  m.)  peak  periods.  However,  trucks  making  deliveries 
during  the  peak  periods  would  need  to  park  on  the  side  streets  and  use  a  hand  truck  to  make 
deliveries  or  illegally  park  in  the  bicycle  lanes.  Therefore,  there  would  be  a  significant  loading 
impact  (Significant  Impact  TR-P5-13a,  TR-P5-13b,  TR-P5-13c,  and  TR-P5-13d)  with 
implementation  of  Project  5-13  with  either  Option  1  or  Option  2  under  Existing  plus  Project  and 
Cumulative  plus  Project  conditions. 

Significant  Impact  TR-P5-13a: 

Project  5-13  would  result  in  a  significant  impact  to  loading  with  implementation  of  Option  1 
under  Existing  plus  Project  conditions. 

Significant  Impact  TR-P5-13b: 

Project  5-13  would  result  in  a  significant  impact  to  loading  with  implementation  ot  Option  2 
under  Existing  plus  Project  conditions. 

Significant  Impact  TR-P5-13c: 

Project  5-13  would  result  in  a  significant  impact  to  loading  with  implementation  of  Option  1 
under  2025  Cumulative  plus  Project  conditions. 


Field  surveys  were  conducted  by  CI  IS  Consulting  on  I'riday,  CVtober  lb,  2(K)7  (.hiring  lln'  niuld.iv. 
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Significant  Impact  TR-P5-13d: 

Project  5-13  would  result  in  a  significant  impact  to  loading  with  implementation  of  Option  2 
under  2025  Cumulative  plus  Project  conditions. 


CLUSTER  5:  SUMMARY  OF  SIGNIFICANT  IMPACTS  AND  MITIGATION 
MEASURES 


Significant  Impact  TR-P5-4a: 

Under  Existing  conditions,  the  Bayshore  Boulevard  /Jerrold  AvenueAJS  101  Off-Ramp 
intersection  would  operate  at  LOS  E  with  76.8  seconds  of  delay.  However,  under  Existing  plus 
Project  conditions  for  Option  1,  the  Bayshore  Boulevard/Jerrold  Avenue/US  101  Off-Ramp 
intersection  would  operate  at  LOS  F  with  a  delay  of  more  than  80  seconds  as  a  result  of  the  lane 
configuration  changes  in  the  northbound  direction  on  Bayshore  Boulevard.  Because  the 
northbound  critical  movement  deteriorates  for  Option  1  from  LOS  D  under  2025  Cumulative 
conditions  to  LOS  F  with  a  corresponding  deterioration  in  the  V/C  ratio  for  this  movement,  a 
significant  impact  would  occur  at  this  intersection  with  the  implementation  of  Project  5-4. 

M-TR-P5-4a: 

No  feasible  mitigation  measures  have  been  identified  for  the  Bayshore  Boulevard/Alemany 
Boulevard/Industrial  Street  intersection  under  Existing  plus  Project  conditions  for  Option  1. 
Hence,  a  significant  impact  would  occur  at  the  Bayshore  Boulevard/Alemany 
BoulevardAndustrial  Street  intersection  with  the  implementation  of  Project  5-4. 

Significant  Impact  TR-P5-4b: 

The  intersection  of  Bayshore  Boulevard/Oakdale  Avenue  would  operate  at  LOS  E  under  2025 
Cumulative  plus  Project  conditions  for  Option  1. 

Under  2025  Cumulative  conditions,  the  Boulevard/Jerrold  Avenue/US  101  Off-Ramp 
intersection  would  operate  at  LOS  D  with  42.9  seconds  of  delay.  However,  under  2025 
Cumulative  plus  Project  conditions  for  Option  1,  the  Bayshore  Boulevard/Jerrold  Avenue/US 
101  Off-Ramp  intersection  would  operate  at  LOS  F  with  a  delay  of  more  than  80  seconds  as  a 
result  of  the  lane  configuration  changes  in  the  northbound  direction.  Because  the  northbound 
critical  movement  deteriorates  for  Option  1  from  LOS  D  under  2025  Cumulative  conditions  to 
LOS  F  with  a  corresponding  deterioration  in  the  V/C  ratio  for  this  movement,  a  significant 
impact  would  occur  at  this  intersection  with  the  implementation  of  Project  5-4. 
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M-TR-P5-4h: 

No  feasible  mitigation  measures  have  been  identified  for  the  Bayshore  Boulevard/Jerrold 
Avenue/US  101  Off-Ramp  intersection  under  2025  Cumulative  plus  Project  conditions  for 
Option  1.  Hence,  a  significant  impact  w^ould  occur  at  the  Bayshore  Boulevard/Jerrold 
Avenue/US  101  Off-Ramp  intersection  with  the  implementation  of  Project  5-4. 

Significant  Impact  TR-P5-4c: 

Under  Existing  conditions,  the  Bayshore  Boulevard/Jerrold  Avenue/US  101  Off-Ramp 
intersection  would  operate  at  LOS  E  with  58.9  seconds  of  delay.  However,  under  Existing  plus 
Project  conditions  for  Option  1,  the  Bayshore  Boulevard/Jerrold  Avenue/US  101  Off-Ramp 
intersection  would  operate  at  LOS  F  with  a  delay  of  more  than  80  seconds  as  a  result  of  the  lane 
configuration  changes  in  the  northbound  direction.  Because  the  northbound  critical  movement 
deteriorates  for  Option  1  from  LOS  D  under  2025  Cumulative  conditions  to  LOS  F  with  a 
corresponding  deterioration  in  the  V/C  ratio  for  this  movement,  a  significant  impact  would 
occur  at  the  Bayshore  Boulevard/Jerrold  Avenue/US  101  Off-Ramp  intersection  with  the 
implementation  of  Project  5-4. 

M-TR-P5-4c: 

No  feasible  mitigation  measures  have  been  identified  for  the  Bayshore  Boulevard/Jerrold 
Avenue/US  101  Off-Ramp  intersection  under  Existing  plus  Project  conditions  for  Option  1. 
Hence,  a  significant  impact  would  occur  at  the  Bayshore  Boulevard/Jerrold  Avenue/US  101  Off- 
Ramp  intersection  with  the  implementation  of  Project  5-4. 

Significant  Impact  TR-P5-4d: 

Under  2025  Cumulative  conditions,  the  Bayshore  Boulevard/Jerrold  Avenue/US  101  Off-Rnmp 
intersection  would  operate  at  LOS  F  with  more  than  80  seconds  of  delay.  Under  2025 
Cumulative  plus  Project  conditions  for  Option  1,  the  Bayshore  Boulevard/Jerrold  Avenue/US 
101  Off-Ramp  intersection  would  operate  at  LOS  F  with  a  delay  of  more  than  80  seconds  as  a 
result  of  the  lane  configuration  changes  in  the  northbound  direction  on  Bayshore  Btnilevard. 
Because  the  northbound  critical  movement  deteriorates  for  Option  1  with  a  corresponding 
deterioration  in  the  V/C  ratio  for  this  movement,  a  significant  impact  would  (xcur  at  the 
Bayshore  Boulevard/Jerrold  Avenue/US  101  Off-Ramp  intersection  with  the  impkMiienl.ilion  ol 
Project  5-4. 
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M-TR-P5-4d: 

No  feasible  mitigation  measures  have  been  identified  for  the  Bayshore  Boulevard/Jerrold 
Avenue/US  101  Off-Ramp  intersection  under  2025  Cumulative  plus  Project  conditions  for 
Option  1.  Hence,  a  significant  impact  would  occur  at  the  Bayshore  Boulevard/Jerrold 
Avenue/US  101  Off-Ramp  intersection  with  the  implementation  of  Project  5-4. 

Significant  Impact  TR-P5-4e: 

A  significant  loading  impact  would  occur  as  a  result  of  Project  5-4. 

Under  2025  Cumulative  conditions,  the  Bayshore  Boulevard/Oakdale  Avenue  intersection 
would  operate  at  LOS  C  with  a  delay  of  34.6  seconds.  However,  under  2025  Cumulative  plus 
Project  conditions  for  Option  1,  the  Bayshore  Boulevard/Oakdale  Avenue  intersection  would 
operate  at  LOS  E  with  a  delay  of  63.1  seconds  as  a  result  of  the  lane  configuration  changes  along 
the  northbound  and  southbound  approaches  of  Bayshore  Boulevard.  Because  the  northbound 
and  southbound  critical  movements  deteriorate  for  Option  1  from  LOS  D  under  2025 
Cumulative  conditions  to  LOS  F  with  a  corresponding  deterioration  in  the  V/C  ratio  for  these 
movements,  a  significant  impact  would  occur  at  the  Bayshore  Boulevard/Oakdale  Avenue 
intersection  with  the  implementation  of  Project  5-4. 

M-TR-P5-4e: 

It  is  proposed  that  five  seconds  of  green  time  be  added  to  the  northbound  Bayshore  Boulevard 
approach  and  five  seconds  of  green  time  be  reduced  from  the  westbound  Oakdale  Avenue 
approach.  This  would  improve  the  Bayshore  Boulevard/Oakdale  Avenue  intersection 
operations  from  LOS  E  to  LOS  D,  with  54  seconds  of  delay  (a  reduction  of  9.1  seconds  of 
average  delay).  Thus,  this  mitigation  measure  would  reduce  the  project  impacts  on  the 
Bayshore  Boulevard/Oakdale  Avenue  intersection  to  a  less  than  significant  level.  Table  V.5-34, 
p.  V.A.3-515,  summarizes  these  results. 
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TABLE  V.5-34 
CLUSTER  5  -  PROJECT  5-4 
INTERSECTION  LEVEL  OF  SERVICE  (LOS)  AND  AVERAGE  DELAY  COMPARISON  2025 
CUMULATIVE  PLUS  PROJECT  CONDITIONS  WITH  MITIGATION  MEASURES  -  WEEKDAY  PM 

PEAK  HOUR 


2025  Cumulative  plus 
Project  Option  1 


2025  Cumulative  plus 
Project  Option  1  with 
Mitigation  Measures 


Intersection 


Average 
Delay^ 


LOS" 


Average 
Delay^ 


LOS 


24.     Bayshore  Boulevard/Oakdale  Avenue 


63.1 


54.0 


D 


Source:  Wilbur  Smith  Associates,  October  2008 
Notes: 

a.     Delay  in  seconds  per  vehicle. 
 b.     Intersections  operating  at  LOS  E  or  LOS  F  conditions  are  highlighted  in  bold.  

Significant  Impact  TR-P5-4f  (Projects  5-2  and  5-4  combined): 

Muni  bus  lines  9,  9X,  9AX  and  SamTrans  292  w^ould  experience  significant  delays  under  2025 
Cumulative  plus  Project  conditions  for  Projects  5-2  and  5-4  combined  Option  1. 

M-TR-P5-4f  (Projects  5-2  and  5-4  combined): 

The  implementation  of  Option  1  under  2025  Cumulative  plus  Project  conditions  for  Projects  5-2 
and  5-4  combined  would  add  approximately  417  seconds  (7.0  minutes)  of  total  delay  for  Muni 
bus  lines  9,  9X,  9AX  and  SamTrans  292.  With  mitigation  as  described  above  in  Mitigation 
Measure  5.4e,  transit  delay  would  be  reduced  to  approximately  70  seconds  (1.2  minutes)  of 
delay  northbound  and  13  seconds  of  delay  southbound.  The  total  added  delay  of  approximately 
83  seconds  (1.4  minutes)  would  be  less  than  the  transit  delay  threshold  of  6  minutes.  Therefore, 
impacts  to  transit  for  Muni  bus  lines  9,  9X,  9AX  and  SamTrans  292  for  Projects  5-2  and  5-4  with 
Option  1  combined  under  2025  Cumulative  plus  Project  conditions  would  be  reduced  to  a  less 
than  significant  level. 

Significant  Impact  TR-P5-4g: 

Muni  bus  lines  9,  9X,  9AX  and  SamTrans  292  would  experience  significant  delays  under  2025 
Cumulative  plus  Project  conditions  for  Project  5-4  only  with  Option  1. 

M-TR-P5-4g: 

The  implementation  of  Option  1  under  2025  Cumulative  plus  Project  conditions  lor  Project  5-4 
only  would  add  approximately  417  seconds  (7.0  minutes)  of  total  delay  for  Muni  bus  lines  9,  9X, 
9AX  and  SamTrans  292.  With  mitigation  as  described  above  in  Mitigation  Measure  5.4e,  transit 
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delay  would  be  reduced  to  approximately  70  seconds  (1.2  minutes)  of  delay  northbound  and  13 
seconds  of  delay  southbound.  The  total  added  delay  of  approximately  83  seconds  (1.4  minutes) 
would  be  less  than  the  transit  delay  threshold  of  6  minutes.  Therefore,  impacts  to  transit  for 
Muni  bus  lines  9,  9X,  9AX  and  SamTrans  292  for  Project  5-4  only  with  Option  1  combined  under 
2025  Cumulative  plus  Project  conditions  would  be  reduced  to  a  less  than  significant  level. 

Significant  Impact  TR-P5-4h: 

A  significant  loading  impact  would  occur  as  a  result  of  Project  5-4  Option  2  under  Existing  plus 
Project  conditions. 

M-TR-P5-4h: 

No  feasible  mitigation  measures  have  been  identified.  Therefore,  a  significant  loading  impact 
would  occur  on  the  Bayshore  Boulevard  between  Cesar  Chavez  and  Industrial  Streets  with 
implementation  of  Project  5-4  Option  2  under  Existing  plus  Project  conditions. 

Significant  Impact  TR-P5-4i: 

A  significant  loading  impact  would  occur  as  a  result  of  Project  5-4  Option  2  under  2025 
Cumulative  plus  Project  conditions. 

M-TR-P5-4i: 

No  feasible  mitigation  measures  have  been  identified.  Therefore,  a  significant  loading  impact 
would  occur  on  Bayshore  Boulevard  between  Cesar  Chavez  and  Industrial  Street  with 
implementation  of  Project  5-4  Option  2  under  2025  Cumulative  plus  Project  conditions. 

Significant  Impact  TR-P5-5a: 

The  intersection  of  Evans  Street/Cesar  Chavez  Street  would  operate  at  LOS  F  under  Existing 
plus  Project  conditions  for  Option  1. 

Under  Existing  conditions,  the  Evans  Avenue/Cesar  Chavez  Street  intersection  would  operate  at 
LOS  D  with  47.4  seconds  of  delay.  However,  under  Existing  plus  Project  conditions  for  Option 
1,  the  Evans  Avenue/Cesar  Chavez  Street  intersection  would  operate  at  LOS  F  with  a  delay  of 
more  than  80  seconds  as  a  result  of  the  lane  configuration  changes  in  the  eastbound  direction  on 
Cesar  Chavez  Street.  Because  the  eastbound  critical  movement  deteriorates  for  Option  1  from 
LOS  D  under  Existing*  conditions  to  LOS  F  with  a  corresponding  deterioration  in  the  V/C  ratio 
for  this  movement,  a  significant  impact  would  occur  at  the  Evans  Street/Cesar  Chavez  Street 
intersection"  with  the  implementation  of  Project  5-5. 
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M-TR-P5-5a: 

No  feasible  mitigation  measures  have  been  identified  for  the  Evans  Avenue/Cesar  Chavez  Street 
intersection  under  Existing  plus  Project  conditions  for  Option  1.  Hence,  a  significant  impact 
would  occur  at  the  Evans  Avenue/Cesar  Chavez  Street  intersection  w^ith  the  implementation  of 
Project  5-5. 

Significant  Impact  TR-P5-5b: 

The  intersection  of  Evans  Street/Cesar  Chavez  Street  would  operate  at  LOS  F  under  2025 
Cumulative  plus  Project  conditions  for  Option  1. 

Under  2025  Cumulative  conditions,  the  Evans  Avenue/Cesar  Chavez  Street  intersection  would 
operate  at  LOS  F  with  a  V/C  ratio  of  1.37.  However,  under  2025  Cumulative  plus  Project 
conditions  for  Option  1,  the  Evans  Avenue/Cesar  Chavez  Street  intersection  would  operate  at 
LOS  F  with  a  V/C  ratio  of  L83  as  a  result  of  the  lane  configuration  changes  in  the  eastbound 
direction  on  Cesar  Chavez  Street.  Because  the  eastbound  critical  movement  deteriorates  for 
Option  1  with  a  corresponding  deterioration  in  the  V/C  ratio  for  this  movement,  a  significant 
impact  would  occur  at  the  Evans  Avenue/Cesar  Chavez  Street  intersection  with  the 
implementation  of  Project  5-5. 

M-TR-P5-5b: 

No  feasible  mitigation  measures  have  been  identified  for  the  Evans  Avenue/Cesar  Chavez  Street 
intersection  under  2025  Cumulative  plus  Project  conditions  for  Option  L  Hence,  a  significant 
impact  would  occur  at  the  Evans  Avenue/Cesar  Chavez  Street  intersection  with  the 
implementation  of  Project  5-5. 

Significant  Impact  TR-P5-6a: 

The  intersection  of  Mission  Street/Cesar  Chavez  Street  would  operate  at  LOS  E  under  2025 
Cumulative  plus  Project  conditions  for  Option  1. 

Under  2025  Cumulative  conditions,  the  Mission  Street/Cesar  Chavez  Street  intersection  wmiKl 
operate  at  LOS  E  with  60.6  seconds  of  delay.  However,  under  2025  Cumulative  plus  Project 
conditions  for  Option  1,  the  Mission  Street/Cesar  Chavez  Street  intersection  would  operate  at 
LOS  F  with  a  delay  of  more  than  80  seconds  as  a  result  of  the  lane  configuration  changes  in  the 
eastbound  and  westbound  direction  on  Cesar  Chavez  Street.  Because  the  stnilhhound  ciitu.il 
movement  deteriorates  for  Option  1  under  2025  Cumulative  conditions  to  I  C^S  I  u  ilh  a 
corresponding  deterioration  in  the  V/C  ratio  for  this  movement,  a  significant  impact  wi>uUi 
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occur  at  the  Mission  Street/Cesar  Chavez  Street  intersection  with  the  implementation  of  Project 
5-6. 

M-TR-P5-6a: 

Lane  configuration  adjustments  to  the  eastbound  and  westbound  direction  on  Cesar  Chavez 
Street  would  improve  LOS  and  reduce  the  delay  at  the  Mission  Street/Cesar  Chavez  Street 
intersection  from  LOS  F  to  LOS  E.  The  removal  of  on-street  parking  along  Cesar  Chavez  Street 
(applying  either  Option  1  or  2  per  proposed  possible  Mitigation  Measure  M-TR-P5-6w,  as 
described  on  p.  V.A.3-532,  in  conjunction  with  proposed  possible  Mitigation  Measures  M-TR- 
P5-6e,  M-TR-P5-6h,  and  M-TR-P5-6j,  M-TR-P5-6k,  M-TR-P5-61,  M-TR-P5-6m,  M-TR-P5-6o,  M- 
TR-P5-6q,  for  which  feasibility  has  not  yet  been  determined)  is  proposed  which  would  provide 
an  additional  through  lane  along  the  eastbound  and  westbound  Cesar  Chavez  Street 
approaches.  This  additional  capacity  will  help  reduce  the  delay  and  improve  the  V/C  ratio  by  9 
percent  (from  1.31  to  1.18).  However,  because  of  the  uncertainty  of  the  feasibility  of  this 
mitigation  measure,  a  significant  impact  may  occur  at  the  Mission  Street/Cesar  Chavez  Street 
intersection  with  the  implementation  of  Project  5-6.  Table  V.5-35,  p.  V.A.3-518  summarizes 
these  results. 


TABLE  V.5-35 
CLUSTER  5  -  PROJECT  5-6 
INTERSECTION  LEVEL  OF  SERVICE  (LOS)  AND  AVERAGE  DELAY  COMPARISON  2025 
CUMULATIVE  PLUS  PROJECT  CONDITIONS  WITH  MITIGATION  MEASURES  -  WEEKDAY  AM 

PEAK  HOUR 

2025  Cumulative  plus 
2025  Cumulative  plus  Project  Option  1  with 

Project  (Option  1)  Mitigation  Measures 

Average  Average 
Intersection  Delay^  LOS"  Delay^  LOS 

28.     Mission  Street/Cesar  Chavtv  Street  >80  F  68.3  E 


Source:  Wilbur  Smith  Associates,  October  2008  , 
Nod's; 

a.     Delay  in  seconds  per  vehicle. 
 b.     Intersections  operating  at  LOS  E  or  LOS  F  conditions  are  highlighted  in  bold.  

Significant  Impact  TR-P5-6h: 

The  intersection  of  Mission  Street/Cesar  Chavez  Street  would  operate  at  LOS  E  under  2025 
Cumulative  plus  Project  conditions  for  Option  2. 
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The  Mission  Street/Cesar  Chavez  Street  intersection  would  operate  unsatisfactorily  at  LOS  E, 
with  60.6  seconds  of  average  delay  under  2025  Cumulative  conditions.  The  Mission  Street/Cesar 
Chavez  Street  intersection  would  operate  unsatisfactorily  at  LOS  E,  with  73.5  seconds  of  delay 
under  2025  Cumulative  plus  Project  conditions  with  Option  2.  Because  the  westbound  critical 
movements  either  deteriorate  or  will  operate  at  an  unacceptable  LOS  E,  with  more  than  55 
seconds  of  average  delay  under  2025  Cumulative  plus  Project  conditions  for  Option  2,  a 
significant  impact  would  occur  at  the  Mission  Street/Cesar  Chavez  Street  intersection  with 
implementation  of  Project  5-6. 

M-TR-P5-6b: 

Lane  configuration  adjustments  to  the  eastbound  and  westbound  directions  on  Cesar  Chavez 
Street  would  improve  LOS  and  reduce  the  delay  at  the  Mission  Street/Cesar  Chavez  Street 
intersection.  The  removal  of  on-street  parking  along  Cesar  Chavez  Street  (applying  either 
Option  1  or  2  per  proposed  possible  Mitigation  Measure  M-TR-P5-6w,  as  described  on  p.  V.A.3- 
532,  in  conjunction  with  proposed  possible  Mitigation  Measures,  M-TR-P5-6e,  M-TR-P5-6h,  and 
M-TR-P5-6j,  M-TR-P5-6k,  M-TR-P5-61,  M-TR-P5-6m,  M-TR-P5-6o,  M-TR-P5-6q,  for  uhich 
feasibility  has  not  yet  been  determined)  is  proposed  which  would  provide  an  additional 
through  lane  along  the  eastbound  and  westbound  Cesar  Chavez  Street  approaches.  This 
additional  capacity  will  help  reduce  the  delay  and  improve  the  V/C  ratio  by  23  percent  (from 
1.17  to  0.90).  However,  because  of  the  uncertainty  of  the  feasibility  of  this  mitigation  measure,  a 
significant  impact  would  occur  at  the  Mission  Street/Cesar  Chavez  Street  intersection  with  the 
implementation  of  Project  5-6.  Table  V.5-36,  p.  V.A.3-519  below  summarizes  these  results. 


TABLE  V.5-36 
CLUSTER  5  -  PROJECT  5-6 
INTERSECTION  LEVEL  OF  SERVICE  (LOS)  AND  AVERAGE  DELAY  COMPARISON  2025 
CUMULATIVE  PLUS  PROJECT  CONDITIONS  WITH  MITIGATION  MEASURES  - 

WEEKDAY  PM  PEAK  HOUR 


2025  Cumulative  plus 
Project  Option  2 


Intersection 


Average 
Delay'' 


LOS' 


28.     Mission  Street/Cesar  Chavez  Street 


>80 


2025  Cumulative  plus 
Project  Option  2  with 
Mitigation  Measures 


Average 

Delay'' 


LOS"^ 


57.3 


Source:  Wilbur  Smith  Associates,  Oclober  2008 

Nd/fs; 

a.  Delay  in  seconds  per  vehicle. 

b.  Intersections  operating  at  LOS  E  or  LOS  F  conditions  arc  hi^hli>;htod  in  bold. 
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Significant  Impact  TR-P5-6c: 

The  intersection  of  Guerrero  Street/Cesar  Chavez  Street  would  operate  at  LOS  F  under  Existing 
plus  Project  conditions  for  Option  1. 

Under  Existing  conditions,  the  Guerrero  Street/Cesar  Chavez  Street  intersection  operates  at  LOS 
D  with  52.5  seconds  of  delay.  However,  under  Existing  plus  Project  conditions  for  Option  1,  the 
Guerrero  Street/Cesar  Chavez  Street  intersection  would  operate  at  LOS  F  with  a  delay  of  more 
than  80  seconds  as  a  result  of  the  lane  configuration  changes  along  the  eastbound  and 
westbound  approaches  of  Cesar  Chavez  Street.  Because  the  southbound,  eastbound  and 
westbound  critical  movements  deteriorate  for  Option  1  with  a  corresponding  deterioration  in 
the  V/C  ratio  for  these  movements,  a  significant  impact  may  occur  at  the  Guerrero  Street/Cesar 
Chavez  Street  intersection  with  the  implementation  of  Project  5-6. 

M-TR-P5-6c: 

Lane  configuration  adjustments  to  the  westbound  direction  of  Cesar  Chavez  Street  would 
improve  LOS  and  reduce  the  delay  for  the  Guerrero  Street/Cesar  Chavez  Street.  The  removal  of 
on-street  parking  along  Cesar  Chavez  Street  (applying  either  Option  1  or  2  per  proposed 
possible  Mitigation  Measure  M-TR-P5-6w,  as  described  on  p.  V.A.3-532,  in  conjunction  with 
proposed  possible  Mitigation  Measures,  M-TR-P5-6e,  M-TR-P5-6h,  and  M-TR-P5-6j,  M-TR-P5- 
6k,  M-TR-P5-61,  M-TR-P5-6m,  M-TR-P5-6o,  M-TR-P5-6q,  for  which  feasibility  has  not  yet  been 
determined)  is  proposed  which  would  provide  an  additional  through  lane  along  the  westbound 
Cesar  Chavez  Street  approach.  This  lane  adjustment  would  decrease  the  delay  and  improve  the 
V/C  ratio  by  28  percent  (from  1.23  to  0.88)  and  improve  LOS  from  F  to  D.  However,  because  of 
the  uncertainty  of  the  feasibility  of  this  mitigation  measure,  a  significant  impact  may  occur  at 
the  Guerrero  Street/Cesar  Chavez  Street  intersection  with  the  implementation  of  Project  5-6. 
Table  V.5-37,  p.  V. A. 3-522  below  summarizes  these  results. 

Significant  Impact  TR-P5-6d: 

The  intersection  of  Guerrero  Street/Cesar  Chavez  Street  would  operate  at  LOS  F  under  Existing 
plus  Project  conditions  for  Option  2. 

Under  Existing  conditions,  the  Guerrero  Street/Cesar  Chavez  Street  intersection  operates  at  LOS 
D  with  52.5  seconds  of  delay.  However,  under  Existing  plus  Project  conditions  for  Option  2,  the 
Guerrero  Street/Cesar  Chavez  Street  intersection  would  operate  at  LOS  F  with  a  delay  of  more 
than  80  seconds  as  a  result  of  the  lane  configuration  changes  in  the  westbound  direction  on 
Cesar  Chavez  Street.  Because  the  southbound,  eastbound  and  westbound  critical  movements 
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deteriorate  for  Option  2  with  a  corresponding  deterioration  in  the  V/C  ratio  for  these 
movements,  a  significant  impact  would  occur  at  the  Guerrero  Street/Cesar  Chavez  Street 
intersection  with  the  implementation  of  Project  5-6. 

M-TR-P5-6d: 

No  feasible  mitigation  measures  have  been  identified  for  the  Guerrero  Street/Cesar  Chavez 
Street  intersection  under  Existing  plus  Project  conditions  for  Option  2.  Hence,  a  significant 
impact  would  occur  at  the  Guerrero  Street/Cesar  Chavez  Street  intersection  with  the 
implementation  of  Project  5-6. 

Significant  Impact  TR-P5-6e: 

The  intersection  of  Guerrero  Street/Cesar  Chavez  Street  would  operate  at  LOS  F  under  2025 
Cumulative  plus  Project  conditions  for  Option  1. 

Under  2025  Cumulative  conditions,  the  Guerrero  Street/Cesar  Chavez  Street  intersection  would 
operate  at  LOS  F  with  a  V/C  ratio  of  1.30.  However,  under  2025  Cumulative  plus  Project 
conditions  for  Option  1,  the  Guerrero  Street/Cesar  Chavez  Street  intersection  would  operate  at 
LOS  F  with  a  delay  of  more  than  80  seconds  as  a  result  of  the  lane  configuration  changes  in  the 
eastbound  and  westbound  directions  along  Cesar  Chavez  Street.  Because  the  southbound, 
eastbound  and  westbound  critical  movements  deteriorate  for  Option  1  with  a  corresponding 
deterioration  in  the  V/C  ratio  for  these  movements,  a  significant  impact  would  occur  at  the 
Guerrero  Street/Cesar  Chavez  Street  intersection  with  the  implementation  of  Project  5-6. 

M-TR-P5-6e: 

Lane  configuration  adjustments  to  the  westbound  direction  along  Cesar  Chavez  Street  would 
improve  LOS  and  reduce  the  delay  for  the  Guerrero  Street/Cesar  Chavez  Street  intersection.  The 
removal  of  on-street  parking  along  Cesar  Chavez  Street  (applying  either  Option  1  or  2  per 
proposed  possible  Mitigation  Measure  M-TR-P5-6w,  as  described  on  p.  V.A.3-532,  in 
conjunction  with  proposed  possible  Mitigation  Measures,  M-TR-P5-6e,  M-TR-P5-6h,  and  M-TR- 
P5-6j,  M-TR-P5-6k,  M-TR-P5-61,  M-TR-P5-6m,  M-TR-P5-6o,  M-TR-P5-6q,  for  \Nhich  feasibility 
has  not  yet  been  determined)  is  proposed  which  would  provide  an  additional  through  lane 
along  the  westbound  approach  of  Cesar  Chavez  Street.  This  lane  adjustment  would  decrease 
the  delay  and  improve  the  V/C  ratio  by  26  percent  (from  1.76  to  1.30).  Nevertheless,  this 
mitigation  measure  would  not  reduce  the  project  impacts  at  Guerrero  Street/Cesar  Chavez 
Street  to  a  less-than-significant  level. 
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Significant  Impact  TR-P5-6f: 

The  intersection  of  Guerrero  Street/Cesar  Chavez  Street  would  operate  at  LOS  F  under  2025 
Cumulative  plus  Project  conditions  for  Option  2. 

Under  2025  Cumulative  conditions,  the  Guerrero  Street/Cesar  Chavez  Street  intersection  would 
operate  at  LOS  F  with  a  V/C  ratio  of  L30.  However,  under  2025  Cumulative  plus  Project 
conditions  for  Option  2,  the  Guerrero  Street/Cesar  Chavez  Street  intersection  would  operate  at 
LOS  F  with  a  delay  of  more  than  80  seconds  as  a  result  of  the  lane  configuration  changes  in  the 
westbound  direction  on  Cesar  Chavez  Street.  Because  the  southbound,  eastbound  and 
westbound  critical  movements  deteriorate  for  Option  2  with  a  corresponding  deterioration  in 
the  V/C  ratio  for  these  movements,  a  significant  impact  would  occur  at  the  Guerrero 
Street/Cesar  Chavez  Street  intersection  with  the  implementation  of  Project  5-6.  Table  V.5-38,  p. 
V. A. 3-523,  summarizes  these  results. 

M-TR-P5-6f: 

No  feasible  mitigation  measures  have  been  identified  for  the  Guerrero  Street/Cesar  Chavez 
Street  intersection  under  2025  Cumulative  plus  Project  conditions  for  Option  2.  Hence,  a 
significant  impact  would  occur  at  the  Guerrero  Street/Cesar  Chavez  Street  intersection  with  the 
implementation  of  Project  5-6. 


TABLE  V.5-37 
CLUSTER  5  -  PROJECT  5-6 
INTERSECTION  LEVEL  OF  SERVICE  (LOS)  AND  AVERAGE  DELAY  COMPARISON  EXISTING 
PLUS  PROJECT  CONDITIONS  WITH  MITIGATION  MEASURES  -  WEEKDAY  PM  PEAK  HOUR 

Existing  plus  Project 
Existing  plus  Project         Option  1  with  Mitigation 
(Option  1)  Measures 

Average  Average 
Intersection  Delay^  LOS"  Delay^  LOS 

27.     Guerrero  Street/Cesar  Chavez  Street  >80  F  52.5  D 


Source:  Wilbur  Smith  Associates,  October  2008 

Notc>: 

a.  Delay  in  seconds  per  vehicle. 

b.  Intersections  operating  at  LOS  E  or  LOS  F  conditions  are  highlighted  in  bold. 
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TABLE  V.5-38 
CLUSTER  5  -  PROJECT  5-6 
INTERSECTION  LEVEL  OF  SERVICE  (LOS)  AND  AVERAGE  DELAY  COMPARISON  2025 
CUMULATIVE  PLUS  PROJECT  CONDITIONS  WITH  MITIGATION  MEASURES  - 

WEEKDAY  PM  PEAK  HOUR 


2025  Cumulative  plus 
Project  Option  1 


2025  Cumulative  plus 
Project  Option  1  with 
Mitigation  Measures 


Intersection 


Average 
Delay^ 


LOS" 


Average 
Delay^ 


LOS° 


27.     Guerrero  Street/Cesar  Chavez  Street 


>80 


>80 


Source:  Wilbur  Smith  Associates,  October  2008 
Notes: 

a.     Delay  in  seconds  per  vehicle. 
 b.     Intersections  operating  at  LOS  E  or  LOS  F  conditions  are  highlighted  in  bold.  

Significant  Impact  TR-P5-6g: 

The  intersection  of  Mission  Street/Cesar  Chavez  Street  would  operate  at  LOS  F  under  Existing 
Project  conditions  for  Option  1. 

Under  Existing  conditions,  the  Mission  Street/Cesar  Chavez  Street  intersection  operates  at  LOS 
D  with  37.5  seconds  of  delay.  The  Mission  Street/Cesar  Chavez  Street  intersechon  would 
operate  unsatisfactorily  at  LOS  F,  with  more  than  80  seconds  of  average  delay  under  Existing 
plus  Project  conditions  as  a  result  of  the  lane  configuration  changes  in  the  westbound  direction 
on  Cesar  Chavez  Street.  Because  the  southbound  and  westbound  critical  movements 
deteriorate  for  Option  1  with  a  corresponding  deterioration  in  the  V/C  ratio  for  these 
movements,  a  significant  impact  would  occur  at  the  Mission  Street/Cesar  Chavez  Street 
intersection  with  the  implementation  of  Project  5-6. 

M-TR-P5-6g: 

No  feasible  mitigation  measures  have  been  identified  for  the  Mission  Street/Cesar  Chavez  Street 
intersection  under  Existing  plus  Project  conditions  for  Option  1.  Hence,  a  significant  impact 
would  occur  at  the  Mission  Street/Cesar  Chavez  Street  intersection  with  the  implementation  of 
Project  5-6. 

Significant  Impact  TR-P5-6li: 

Under  Existing  conditions,  this  intersection  operates  at  LOS  D  with  37.5  secomK  ot  delay.  The 
Mission  Street/Cesar  Chavez  Street  intersection  would  operate  unsatisfactorih  at  1  (.>S  F.,  with 
55.7  seconds  of  average  delay  under  Existing  plus  Project  conditions  for  Option  2  as  a  result  of 
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the  lane  configuration  changes  in  the  eastbound  and  w^estbound  directions  of  Cesar  Chavez 
Street.  Because  the  westbound  critical  movements  deteriorate  for  Option  2  with  a  corresponding 
deterioration  in  the  V/C  ratio  for  these  movements,  a  significant  impact  would  occur  at  the 
Mission  Street/Cesar  Chavez  Street  intersection  with  the  implementation  of  Project  5-6. 

M-TR-P5-6h: 

Lane  configuration  adjustments  to  the  eastbound  and  westbound  directions  along  Cesar 
Chavez  Street  would  improve  LOS  and  reduce  the  delay  at  the  Mission  Street/Cesar  Chavez 
Street  intersection.  It  is  proposed  that  on-street  parking  be  removed  from  Cesar  Chavez  Street 
(applying  either  Option  1  or  2  per  proposed  possible  Mitigation  Measure  M-TR-P5-6w,  as 
described  on  p.  V.A.3-532,  in  conjunction  with  proposed  possible  Mitigation  Measures,  M-TR- 
P5-6e,  M-TR-P5-6h,  and  M-TR-P5-6j,  M-TR-P5-6k,  M-TR-P5-61,  M-TR-P5-6m,  M-TR-P5-6o,  M- 
TR-P5-6q,  for  which  feasibility  has  not  yet  been  determined,  along  Cesar  Chavez  Street  in  the 
eastbound  and  westbound  directions  which  would  provide  an  additional  through  lane  in  both 
directions.  These  lane  adjustments  would  decrease  the  delay  and  improve  LOS  from  E  to  D. 
However,  because  of  the  uncertainty  of  the  feasibility  of  this  mitigation  measure,  a  significant 
impact  would  occur  at  the  Mission  Street/Cesar  Chavez  Street  intersection  with  the 
implementation  of  Project  5-6.  In  addition,  bicycle  lane  discontinuity  could  occur  at  this 
location. 

Significant  Impact  TR-P5-6i: 

The  intersection  of  Mission  Street/Cesar  Chavez  Street  would  operate  at  LOS  F  under  2025 
Cumulative  plus  Project  conditions  for  Option  2. 

Under  2025  Cumulative  conditions,  the  Mission  Street/Cesar  Chavez  Street  intersection  would 
operate  at  LOS  E  with  64.9  seconds  of  delay.  However,  under  2025  Cumulative  plus  Project 
conditions  for  Option  1,  the  Mission  Street/Cesar  Chavez  Street  intersection  would  operate  at 
LOS  F  with  more  than  80  seconds  of  average  delay  as  a  result  of  the  lane  configuration  changes 
in  the  eastbound  and  westbound  directions  along  Cesar  Chavez  Street.  Because  the  eastbound 
and  westbound  critical  movements  deteriorate  for  Option  1  with  a  corresponding  deterioration 
in  the  V/C  ratio  for  these  movements,  a  significant  impact  may  occur  at  the  Mission  Street/Cesar 
Chavez  Street  intersection  with  the  implementation  of  Project  5-6. 

M-TR-P5-6i: 

No  feasible  mitigation  measures  have  been  identified  for  the  Mission  Street/Cesar  Chavez  Street 
intersection  under  2025  Cumulative  plus  Project  conditions  for  Option  1.  Hence,  a  significant 
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impact  may  occur  at  the  Mission  Street/Cesar  Chavez  Street  intersection  with  the 
implementation  of  Project  5-6. 

Significant  Impact  TR-P5-6j: 

Under  2025  Cumulative  conditions,  the  Mission  Street/Cesar  Chavez  Street  intersection  would 
operate  at  LOS  E  with  64.9  seconds  of  delay.  However,  under  2025  Cumulative  plus  Project 
conditions  for  Option  2,  the  Mission  Street/Cesar  Chavez  Street  intersection  would  operate  at 
LOS  F  with  more  than  80  seconds  of  average  delay  as  a  result  of  the  lane  configuration  changes 
in  the  eastbound  and  westbound  directions  along  Cesar  Chavez  Street.  Because  the  eastbound 
and  westbound  critical  movements  deteriorate  for  Option  2  with  a  corresponding  deterioration 
in  the  V/C  ratio  for  these  movements,  a  significant  impact  would  occur  at  the  Mission 
Street/Cesar  Chavez  Street  intersection  with  the  implementation  of  Project  5-6. 

M-TR-P5-6j: 

Lane  configuration  adjustments  to  the  eastbound  and  westbound  directions  along  Cesar 
Chavez  Street  would  improve  LOS  and  reduce  the  delay  at  the  Mission  Street/Cesar  Chavez 
Street  intersection.  It  is  proposed  that  on-street  parking  be  removed  from  Cesar  Chavez  Street 
(applying  either  Option  1  or  2  per  proposed  possible  Mitigation  Measure  M-TR-P5-6w,  as 
described  on  p.  V.A.3-532,  in  conjunction  with  proposed  possible  Mitigation  Measures,  M-TR- 
P5-6e,  M-TR-P5-6h,  and  M-TR-P5-6j,  M-TR-P5-6k,  M-TR-P5-61,  M-TR-P5-6m,  M-TR-P5-6o,  M- 
TR-P5-6q,  for  which  feasibility  has  not  yet  been  determined)  along  Cesar  Chavez  Street  in  the 
eastbound  and  westbound  directions  which  would  provide  an  additional  through  lane  in  both 
directions.  These  lane  adjustments  would  decrease  the  delay  and  improve  LOS  from  F  to  E. 
However,  because  of  the  uncertainty  of  the  feasibility  of  this  mitigation  measure,  a  significant 
impact  would  occur  at  the  Mission  Street/Cesar  Chavez  Street  intersection  with  the 
implementation  of  Project  5-6.  Table  V.5-39,  p.  V.A.3-526,  and  Table  V.5-40,  p.  V.A.3-526, 
summarizes  these  results. 
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TABLE  V.5-39 
CLUSTER  5  -  PROJECT  5-6 
INTERSECTION  LEVEL  OF  SERVICE  (LOS)  AND  AVERAGE  DELAY  COMPARISON  EXISTING 
PLUS  PROJECT  CONDITIONS  WITH  MITIGATION  MEASURES  -  WEEKDAY  PM  PEAK  HOUR 

Existing  plus  Project 
Existing  plus  Project         Option  2  with  Mitigation 
Option  2  Measures 

Average  Average 
Intersection  Delay^  LOS"  Delay^  LOS" 

28.     Mission  Street/Cesar  Chavez  Street  55.7  E  36.7  D 


Source:  Wilbur  Smith  Associates,  October  2008 
Notes: 

a.  Delay  in  seconds  per  vehicle. 

b.  Intersections  operating  at  LOS  E  or  LOS  F  conditions  are  highlighted  in  bold. 


TABLE  V.5-40 
CLUSTER  5  -  PROJECT  5-6 
INTERSECTION  LEVEL  OF  SERVICE  (LOS)  AND  AVERAGE  DELAY  COMPARISON  2025 
CUMULATIVE  PLUS  PROJECT  CONDITIONS  WITH  MITIGATION  MEASURES  -  WEEKDAY  PM 

PEAK  HOUR 

2025  Cumulative  plus 
2025  Cumulative  plus  Project  Option  2  with 

Project  (Option  2)  Mitigation  Measures 

Average  Average 
Intersection  Delay^  LOS"  Delay^  LOS 

28.     Mission  Street/Cesar  Chavez  Street  78.0  F  57.3  E 


Source:  Wilbur  Smith  Associates,  October  2008 
Notes: 

a.     Delay  in  seconds  per  vehicle. 
 b.     Intersections  operating  at  LOS  E  or  LOS  F  conditions  are  highlighted  in  bold.  

Significant  Impact  TR-P5-6k: 

Under  Existing  conditions,  the  Cesar  Chavez  Street/South  Van  Ness  Avenue  intersection 
operates  at  LOS  C  with  32.4  seconds  of  delay.  However,  under  Existing  plus  Project  conditions 
for  Option  1,  the  South  Van  Ness  Avenue/Cesar  Chavez  Street  intersection  would  operate  at 
LOS  F  with  more  than  80  seconds  of  average  delay  as  a  result  of  the  lane  configuration  changes 
to  the  eastbound  and  westbound  directions  along  Cesar  Chavez  Street.  Because  the  eastbound 
and  westbound  critical  movements  deteriorate  for  Option  1  with  a  corresponding  deterioration 
in  the  V/C  ratio  for  these  movements,  a  significant  impact  would  occur  at  the  Cesar  Chavez 
Street/South  Van  Ness  Avenue  intersection  with  the  implementation  of  Project  5-6. 
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M-TR-P5-6k: 

Lane  configuration  adjustments  to  the  eastbound  and  westbound  directions  along  Cesar 
Chavez  Street  would  improve  LOS  and  reduce  the  delay  at  the  Cesar  Chavez  Street/South  Van 
Ness  Avenue  intersection.  It  is  proposed  that  on-street  parking  along  Cesar  Chavez  Street  be 
removed  (applying  either  Option  1  or  2  per  proposed  possible  Mitigation  Measure  M-TR-P5- 
6w,  as  described  on  p.  V.A.3-532,  in  conjunction  with  proposed  possible  Mitigation  Measures, 
M-TR-P5-6e,  M-TR-P5-6h,  and  M-TR-P5-6j,  M-TR-P5-6k,  M-TR-P5-61  M-TR-P5-6m,  M-TR-P5- 
6o,  M-TR-P5-6q,  for  which  feasibility  has  not  yet  been  determined)  in  both  the  eastbound  and 
westbound  directions  on  Cesar  Chavez  Street,  which  would  provide  an  additional  through  lane 
along  both  approaches.  These  lane  adjustments  would  decrease  the  delay  and  improve  LOS 
from  F  to  D.  However,  because  of  the  imcertainty  of  the  feasibility  of  this  mitigation  measure,  a 
significant  impact  may  occur  at  the  Cesar  Chavez  Street/South  Van  Ness  Avenue  intersection 
with  the  implementation  of  Project  5-6.  Table  V.5-41,  p.  V.A.3-529  below  summarizes  these 
results. 

Significant  Impact  TR-P5-61: 

Under  Existing  conditions,  the  Cesar  Chavez  Street/South  Van  Ness  Avenue  intersection 
operates  at  LOS  C  with  32.4  seconds  of  delay.  However,  under  Existing  plus  Project  conditions 
for  Option  2,  the  South  Van  Ness  Avenue/Cesar  Chavez  Street  intersection  would  operate  at 
LOS  E  with  78.5  seconds  of  average  delay  as  a  result  of  the  lane  configuration  changes  to  the 
eastbound  and  westbound  directions  along  Cesar  Chavez  Street.  Because  the  eastbound  and 
westbound  critical  movements  deteriorate  for  Option  2  with  a  corresponding  deterioration  in 
the  V/C  ratio  for  these  movements,  a  significant  impact  would  occur  at  the  Cesar  Chavez 
Street/South  Van  Ness  Avenue  intersection  with  the  implementation  of  Project  5-6. 

M-TR-P5-61: 

Lane  configuration  adjustments  to  the  westbound  direction  along  Cesar  Chavez  Street  would 
improve  LOS  and  reduce  the  delay  at  the  Cesar  Chavez  Street/South  Van  Noss  Avenue 
intersection.  It  is  proposed  that  on-street  parking  along  Cesar  Chavez  Street  bo  remo\i\l 
(applying  either  Option  I  or  2  per  proposed  possible  Mitigation  Measure  M-TR-P5-6vv,  as 
described  on  p.  V.A.3-532,  in  conjunction  with  proposed  possible  Mitigation  Measures,  M-TK- 
P5-6e,  M-TR-P5-6h,  and  M-TR-P5-6j,  M-TR-P5-6k,  M-TR-P5-6I,  M-TR-P5-6m,  M-TR-P5-6i\  M- 
TR-P5-6q,  for  which  feasibility  has  not  yet  been  determined)  in  the  westbound  direction  w  liiih 
would  provide  an  additional  through  lane  along  this  approach.  This  lane  adjustment  would 
decrease  the  delay  and  improve  LOS  from  E  to  D.  However,  because  ol  liie  uncertainty  ol  the 
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feasibility  of  this  mitigation  measure,  a  significant  impact  would  occur  at  the  Cesar  Chavez 
Street/South  Van  Ness  Avenue  intersection  with  the  implementation  of  Project  5-6.  Table  V.5-42, 
p.  V. A. 3-529,  summarizes  these  results. 

Significant  Impact  TR-P5-6m: 

The  intersection  of  South  Van  Ness  Avenue/Cesar  Chavez  Street  would  operate  at  LOS  F  under 
2025  Cumulative  plus  Project  conditions  for  Option  2. 

Under  2025  Cumulative  conditions,  the  Cesar  Chavez  Street/South  Van  Ness  Avenue 
intersection  would  operate  at  LOS  F  with  a  V/C  ratio  of  1.49.  However,  under  2025  Cumulative 
plus  Project  conditions  for  Option  1,  the  South  Van  Ness  Avenue/Cesar  Chavez  Street 
intersection  would  operate  at  LOS  F  with  a  V/C  ratio  of  L91  as  a  result  of  the  lane  configuration 
changes  in  the  eastbound  and  westbound  directions  along  Cesar  Chavez  Street.  Because  the 
eastbound  and  westbound  critical  movements  deteriorate  for  Option  1  with  a  corresponding 
deterioration  in  the  V/C  ratio  for  these  movements,  a  significant  impact  would  occur  at  the 
Cesar  Chavez  Street/South  Van  Ness  Avenue  intersection  with  the  implementation  of  Project  5- 
6. 

M-TR'P5-6m: 

Lane  configuration  adjustments  to  the  eastbound  direction  and  westbound  direction  on  Cesar 
Chavez  Street  would  improve  LOS  and  reduce  the  delay  at  this  the  Cesar  Chavez  Street/South 
Van  Ness  intersection.  It  is  proposed  that  on-street  parking  along  Cesar  Chavez  Street  be 
removed  (applying  either  Option  1  or  2  per  proposed  possible  Mitigation  Measure  M-TR-P5- 
6w,  as  described  on  p.  V.A.3-532,  in  conjunction  with  proposed  possible  Mitigation  Measures, 
M-TR-P5-6e,  M-TR-P5-6h,  and  M-TR-P5-6j,  M-TR-P5-6k,  M-TR-P5-61,  M-TR-P5-6m,  M-TR-P5- 
6o,  M-TR-P5-6q,  for  which  feasibility  has  not  yet  been  determined)  in  both  the  eastbound  and 
westbound  directions  on  Cesar  Chavez  Street,  which  would  provide  an  additional  through  lane 
along  both  approaches.  These  lane  adjustments  decrease  the  amount  of  average  delay  and 
reduce  the  V/C  ratio  by  22  percent  (from  1.91  to  1.49).  Nevertheless,  this  mitigation  measure 
would  not  reduce  the  project  impacts  to  a  less-than-significant  level.  Table  V.5-43,  p.  V.A.3-530, 
summarizes  these  results. 

Significant  Impact  TR-P5-6n: 

Under  2025  Cumulative  conditions,  the  Cesar  Chavez  Street/South  Van  Ness  Avenue 
intersection  would  operate  at  LOS  F  with  a  V/C  ratio  of  1.49.  However,  under  2025  Cumulative 
plus  Project  conditions  for  Option  2,  the  Cesar  Chavez  Street/South  Van  Ness  Avenue 
intersection  would  operate  at  LOS  F  with  a  V/C  ratio  of  1.53  as  a  result  of  the  lane  configuration 
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changes  in  the  eastbound  and  westbound  directions  along  Cesar  Chavez  Street.  Because  the 
eastbound  and  westbound  critical  movements  deteriorate  for  Option  2  with  a  corresponding 
deterioration  in  the  V/C  ratio  for  these  movements,  a  significant  impact  would  occur  at  the 
Cesar  Chavez  Street/South  Van  Ness  Avenue  intersection  with  the  implementation  of  Project  5- 
6. 

M-TR-P5-6n: 

No  feasible  mitigation  measures  have  been  identified  for  the  the  Cesar  Chavez  Street/South  Van 
Ness  Avenue  intersection  under  2025  Cumulative  plus  Project  conditions  for  Option  2.  Hence,  a 
significant  impact  would  occur  at  the  Cesar  Chavez  Street/South  Van  Ness  Avenue  intersection 
with  the  implementation  of  Project  5-6. 


TABLE  V.5-41 

CLUSTER  5  -  PROJECT  5-6 

INTERSECTION  LEVEL  OF  SERVICE  (LOS)  AND  AVERAGE  DELAY  COMPARISON 

EXISTING  PLUS  PROJECT  CONDITIONS  WITH  MITIGATION  MEASURES 

-  WEEKDAY  PM  PEAK  HOUR 

Existing  plus  Project 

Existing  plus  Project 

Option  1  with  Mitigation 

Option  1 

Measures 

Intersection                        Average  Delay^  LOS'' 

Average  Delay^  LOS 

29.  Cesar  Chavez  Street/South  Van  Ness  Avenue                 >80  F 

50.2  D 

Source:     Wilbur  Smith  Associates,  2008 

Notes: 

a.     Delay  in  seconds  per  vehicle. 

b.     Intersections  operating  at  LOS  E  or  LOS  F  conditions  are  highlighted  in  bold. 

TABLE  V.5-42 
CLUSTER  5  -  PROJECT  5-6 
INTERSECTION  LEVEL  OF  SERVICE  (LOS)  AND  AVERAGE  DELAY  COMPARISON 
EXISTING  PLUS  PROJECT  CONDITIONS  WITH  MITIGATION  MEASURES  -  WEEKDAY  PM  PEAK  HOUR 

Existing  plus  Project 
Existing  plus  Project         Option  1  witti  Mitigation 
 Option  1    Measures  

Intersection  Average  Delay'      LOS"       Average  Delay*  LOS 

29.  Cesar  Chavez  Street/South  Van  Ness  Avenue  78.5  E  3(>.4  D 


Source:  Wilbur  Smith  Associate.s,  2008 

Notes: 

a.  Delay  in  seconds  per  vehicle. 

b.  Intersections  operating  al  LOS  E  or  LOS  F  conditions  are  highligliled  in  bt)ld. 
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TABLE  V.5-43 

CLUSTER  5  -  PROJECT  5-6  INTERSECTION  LEVEL  OF  SERVICE  (LOS)  AND  AVERAGE  DELAY 
COMPARISON  2025  CUMULATIVE  PLUS  PROJECT  CONDITIONS  WITH  MITIGATION  MEASURES  - 

WEEKDAY  PM  PEAK  HOUR 

2025  Cumulative  plus 
2025  Cumulative  plus         Project  Option  1  with 
Project  Option  1  Mitigation  Measures 

Average  Average 
Intersection  Delay^        LOS^    V/C       Delay^       LOS"  V/C 

29.        South  Van  Ness  Avenue/Cesar  Chavez  Street  >80  F        1.91  >80  F  1.49 

Source:  Wilbur  Smith  Associates,  2008 
Nofrs; 

a.  Delay  in  seconds  per  vehicle. 

b.  Intersections  operating  at  LOS  E  or  LOS  F  conditions  are  highlighted  in  bold.  

Significant  Impact  TR-P5-6o: 

The  intersection  of  Bryant  Street/Cesar  Chavez  Street  would  operate  at  LOS  F  under  Existing 
plus  Project  conditions  for  Option  2. 

Under  Existing  conditions,  the  Bryant  Street/Cesar  Chavez  Street  intersection  operates  at  LOS  D 
v^ith  51.4  seconds  of  delay.  However,  under  Existing  plus  Project  conditions  for  Option  1,  the 
Bryant  Street/Cesar  Chavez  Street  intersection  would  operate  at  LOS  F  with  more  than  80 
seconds  of  average  delay  as  a  result  of  the  lane  configuration  changes  in  the  eastbound  and 
westbound  directions  along  Cesar  Chavez  Street.  Because  the  eastbound  and  westbound  critical 
movements  on  Cesar  Chavez  Street  deteriorate  for  Option  1  with  a  corresponding  deterioration 
in  the  V/C  ratio  for  these  movements,  a  significant  impact  may  occur  at  the  Bryant  Street/Cesar 
Chavez  Street  intersection  with  the  implementation  of  Project  5-6. 

M-TR-P5-6o: 

Lane  configuration  adjustments  to  the  eastbound  direction  and  westbound  direction  along 
Cesar  Chavez  Street  would  improve  LOS  and  reduce  the  delay  at  the  Bryant  Street/Cesar 
Chavez  Street  intersection.  It  is  proposed  that  on-street  parking  be  removed  along  the 
eastbound  and  westbound  directions  on  Cesar  Chavez  Street  (applying  either  Option  1  or  2  per 
proposed  possible  Mitigation  Measure  M-TR-P5-6w,  as  described  on  p.  V.A.3-532,  in 
conjunction  with  proposed  possible  Mitigation  Measures,  M-TR-P5-6e,  M-TR-P5-6h,  and  M-TR- 
P5-6j,  M-TR-P5-6k,  M-TR-P5-61,  M-TR-P5-6m,  M-TR-P5-6o,  M-TR-P5-6q,  for  which  feasibility 
has  not  yet  been  determined),  which  would  provide  an  additional  through  lane  in  both 


Case  No.  2007.0347E 

San  Francisco  Bicycle  Plan 


V.A.3-530 


Final  EIR 
August  2009 


V.  Environmental  Setting  and  Impacts  and  Mitigation  Measures 

A.  Transportation 
3.         Project-Level  Analysis 

directions.  These  lane  adjustments  would  decrease  the  delay  and  improve  the  V/C  ratio  by  29 
percent  (from  1.34  to  0.95)  and  improve  LOS  from  F  to  D.  However,  because  of  the  uncertainty 
of  the  feasibility  of  this  mitigation  measure,  a  significant  impact  would  occur  at  the  Bryant 
Street/Cesar  Chavez  Street  intersection  with  the  implementation  of  Project  5-6.  Table  V.5-45, 
p.  V.A.3-534,  summarizes  these  results. 

Significant  Impact  TR-P5-6p: 

Under  Existing  conditions,  the  Bryant  Street/Cesar  Chavez  Street  intersection  operates  at  LOS  D 
with  51.4  seconds  of  delay.  However,  under  Existing  plus  Project  conditions  for  Option  2,  the 
Bryant  Street/Cesar  Chavez  Street  intersection  would  operate  at  LOS  E  with  66.4  seconds  of 
average  delay  as  a  result  of  the  lane  configuration  changes  in  the  eastbound  and  westbound 
directions  along  Cesar  Chavez  Street.  Because  the  eastbound  critical  movements  deteriorate  for 
Option  2  with  a  corresponding  deterioration  in  the  V/C  ratio  for  these  movements,  a  significant 
impact  would  occur  at  the  Bryant  Street/Cesar  Chavez  Street  intersection  with  the 
implementation  of  Project  5-6. 

M-TR-P5-6p: 

No  feasible  mitigation  measures  have  been  identified  for  the  Bryant  Street/Cesar  Chavez  Street 
intersection  under  Existing  plus  Project  conditions  for  Option  2.  Hence,  a  significant  impact 
would  occur  at  the  Bryant  Street/Cesar  Chavez  Street  intersection  with  the  implementation  of 
Project  5-6. 

Significant  Impact  TR-P5-6q: 

The  intersection  of  Bryant  Street/Cesar  Chavez  Street  would  operate  at  LOS  F  under 
Cumulative  plus  Project  conditions  for  Option  2. 

Under  2025  Cumulative  conditions,  the  Bryant  Street/Cesar  Chavez  Street  intersection  would 
operate  at  LOS  F  with  a  V/C  ratio  of  1.71.  However,  under  2025  Cumulative  plus  Project 
conditions  for  Option  1,  the  Bryant  Street/Cesar  Chavez  Street  intersection  would  operate  M 
LOS  F  with  a  V/C  ratio  of  2.27  as  a  result  of  the  lane  configuration  changes  in  the  easlboiinil  .iiid 
westbound  directions.  Because  the  northbound,  eastbound  and  westbound  critical  movements 
deteriorate  for  Option  1  with  a  corresponding  deterioration  in  the  V/C  ratio  lor  these 
movements,  a  significant  impact  would  occur  at  this  intersection  with  the  implonHMil.itii>ii  ol 
Project  5-6. 
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M-TR-P5-6q: 

Lane  configuration  adjustments  to  the  eastbound  and  westbound  directions  along  Cesar 
Chavez  Street  would  improve  LOS  and  reduce  the  delay  at  the  Bryant  Street/Cesar  Chavez 
Street  intersection.  It  is  proposed  that  on-street  parking  be  removed  in  the  eastbound  and 
westbound  directions  along  Cesar  Chavez  Street  (applying  either  Option  1  or  2  per  proposed 
possible  Mitigation  Measure  M-TR-P5-6w,  as  described  on  p.  V.A.3-532,  in  conjunction  with 
proposed  possible  Mitigation  Measures,  M-TR-P5-6e,  M-TR-P5-6h,  and  M-TR-P5-6j,  M-TR-P5- 
6k,  M-TR-P5-61,  M-TR-P5-6m,  M-TR-P5-6o,  M-TR-P5-6q,  for  which  feasibility  has  not  yet  been 
determined),  which  would  provide  an  additional  through  lane  along  both  approaches.  These 
lane  adjustments  would  decrease  the  delay  and  improve  the  V/C  ratio  by  28  percent  (from  2.04 
to  L47).  Nevertheless,  this  mitigation  measure  would  not  reduce  the  project  impacts  to  a  less 
than  significant  level.  Hence  a  significant  impact  would  occur  at  the  Bryant  Street/Cesar  Chavez 
Street  intersection  with  the  implementation  of  Project  5-6.  Table  V.5-44,  p.  V.A.3-534, 
summarizes  these  results. 

Significant  Impacts  TR-P5-6e,  TR-P5-6b,  TR-P5-6c,  TR-P5-6e,  TR-P5-6h,  TR-P5-6i,  TR-P56K 
TR-P5-61  TR-P5-6m,  TR-P5-6o,  TR-P5-6q: 

There  would  be  significant  impacts  to  intersection  LOS  at  the  Guerrero  Street/Cesar  Chavez 
Street  intersection,  under  Existing  plus  Project  conditions  with  Option  2  and,  under  2025 
Cumulative  conditions  with  Options  1  and  2.  There  would  also  be  significant  impacts  to 
intersection  LOS  at  the  Mission  Street/Cesar  Chavez  Street  intersection  under  Existing  plus 
Project  conditions  with  Options  1  and  2,  and  under  2025  Cumulative  conditions  with  Options  1 
and  2.  There  would  also  be  significant  impacts  to  intersection  LOS  at  the  South  Van  Ness 
Avenue/Cesar  Chavez  Street  intersection  under  Existing  plus  Project  conditions  with  Options  1 
and  2,  and  under  2025  Cumulative  conditions  with  Options  1  and  2.  There  would  also  be 
significant  impacts  to  intersection  LOS  at  the  Bryant  Street/Cesar  Chavez  Street  intersection 
under  Options  1  and  2,  and  under  2025  Cumulative  conditions  with  Option  1. 

M-TR-P5-6w: 

As  referenced  in  the  above  Mitigation  Measures  M-TR-P5-6e,  M-TR-P5-6h,  M-TR-P  5-6j,  M-TR-P 
5-6k,  M-TR-P  5-61,  M-TR-P  5-6m,  M-TR-P  5-6o,  and  M-TR-P  5-6q,  the  traffic  analysis  conducted 
for  Project  5-6  includec^  four  study  intersections  along  Cesar  Chavez  for  the  segment  between 
Hampshire  and  Guerrero  Streets.  Analysis  indicates  that  if  the  lane  configurations 
corresponding  to  the  No  Project  conditions  can  be  provided,  some  impacts  will  be  mitigated  at 
these  intersections.  The  following  two  options  are  part  of  proposed  possible  mitigation 
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measures,  for  which  feasibility  has  not  yet  been  determined,  to  reinstate  the  lane  configuration 
under  No  Project  conditions. 

•  Option  1 

Removal  of  parking  -  For  the  four  study  intersections  analyzed,  approximately  100 
spaces  would  need  to  be  removed  on  Cesar  Chavez  Street  to  mitigate  the  impacts  at 
these  locations.  However,  additional  parking  spaces  may  need  to  be  removed  to  reduce 
impacts  along  the  entire  corridor. 

•  Option  2 

Implementing  a  discontinuous  bicycle  lane  -  The  consultant  recommends  the  bicycle 
lane  be  discontinued  at  selected  intersection  approaches  along  Cesar  Chavez  Street.  This 
option  may  reduce  the  number  of  parking  spaces  that  need  to  be  removed  on  Cesar 
Chavez  Street  compared  to  Option  1 . 

Significant  Impact  TR-P5-6r: 

Under  2025  Cumulative  conditions,  the  Bryant  Street/Cesar  Chavez  Street  intersection  would 
operate  at  LOS  F  with  a  V/C  ratio  of  1.71.  However,  under  2025  Cumulative  plus  Project 
conditions  for  Option  2,  the  Bryant  Street/Cesar  Chavez  Street  intersection  would  operate  at 
LOS  F  with  a  V/C  ratio  of  2.23  as  a  result  of  the  lane  configuration  changes  in  the  eastbound  and 
westbound  directions  along  Cesar  Chavez  Street.  Because  the  northbound,  eastbound  and 
westbound  critical  movements  deteriorate  for  Option  2  with  a  corresponding  deterioration  in 
the  V/C  ratio  for  these  movements,  a  significant  impact  would  occur  at  the  Bryant  Street/Cesar 
Chavez  Street  intersection  with  the  implementation  of  Project  5-6. 

M-TR-P5-6r: 

No  feasible  mitigation  measures  have  been  identified  for  the  Bryant  Street/Cesar  Chavez  Street 
intersection  under  2025  Cumulative  plus  Project  conditions  for  Option  2.  Hence,  a  significant 
impact  would  occur  at  the  Bryant  Street/Cesar  Chavez  Street  intersection  with  the 
implementation  of  Project  5-6. 
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TABLE  V.5-44 
CLUSTER  5  -  PROJECT  5-6 
INTERSECTION  LEVEL  OF  SERVICE  (LOS)  AND  AVERAGE  DELAY  COMPARISON  2025 
CUMULATIVE  PLUS  PROJECT  CONDITIONS  WITH  MITIGATION  MEASURES  -  WEEKDAY  PM 

PEAK  HOUR 

2025  Cumulative  plus 
2025  Cumulative  plus  Project  Option  1  with 

Project  Option  1  Mitigation  Measures 

Average  Average 
Intersection  Delay^         LOS^    V/C  Delay^  LOS''  V/C 

30.       Bryant  Street/Cesar  Chavez  Street  >80  F        2.04  >80  F  1.47 


Source:  Wilbur  Smith  Associates,  October  2008 
M)/t's; 

n.      Delay  in  seconds  per  vehicle. 

b.     Intersections  operating  at  LOS  E  or  LOS  F  conditions  are  highlighted  in  bold. 


TABLE  V.5-45 
CLUSTER  5  -  PROJECT  5-6 
INTERSECTION  LEVEL  OF  SERVICE  (LOS)  AND  AVERAGE  DELAY  COMPARISON  EXISTING 
PLUS  PROJECT  CONDITIONS  WITH  MITIGATION  MEASURES  -  WEEKDAY  PM  PEAK  HOUR 

2025  Cumulative  plus 
2025  Cumulative  plus  Project  Option  1  with 

Project  Option  1  Mitigation  Measures 

Average  Average 
Intersection  Delay^         LOS"    V/C         Delay^         LOS"  V/C 

30.       Bryant  Street/Cesar  Chavez  Street  >80  F        1.34  51.4  D  0.95 


Source:  Wilbur  Smith  Associates,  October  2008 
Nod's; 

a.      Delay  in  seconds  per  vehicle. 
 b.     Intersections  operating  at  LOS  E  or  LOS  F  conditions  are  highlighted  in  bold.  

Significant  Impact  TR-P5-6s: 

Muni  bus  line  12  would  experience  significant  delays  under  Existing  plus  Project  conditions  for 
Project  5-6  Option  1 . 

M-TR-P5-6s: 

The  implementation  of  Option  1  under  Existing  plus  Project  conditions  would  add  474  seconds 
(7.9  minutes)  of  total  delay  for  Muni  bus  line  12  westbound.  With  mitigation  as  described  in 
Mitigation  Measure  M-TR-P5-6w,  as  described  on  p.  V. A. 3-532,  in  conjunction  with  proposed 
possible  Mitigation  Measures,  M-TR-P5-6e,  M-TR-P5-6h,  and  M-TR-P5-6j,  M-TR-P5-6k,  M-TR- 
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P5-61,  M-TR-P5-6m,  M-TR-P5-6o,  M-TR-P5-6q,  for  which  feasibility  has  not  yet  been 
determined,  this  delay  would  be  reduced  to  262  seconds  (4.4  minutes)  of  delay  westbound  for 
Muni  bus  line  12.  This  would  reduce  total  delay  below  the  transit  delay  threshold  of  6  minutes. 
However,  because  of  the  imcertainty  of  the  feasibility  of  this  mitigation  measure,  a  significant 
impact  would  occur  to  Muni  bus  line  12  for  Project  5-6  Option  1  under  Existing  plus  Project 
conditions. 

Significant  Impact  TR-P5-6t: 

Muni  bus  line  27  would  experience  significant  delays  under  Existing  plus  Project  conditions  for 
Project  5-6  Option  1. 

M-TR-P5-6t: 

The  implementation  of  Option  1  under  Existing  plus  Project  conditions  would  add  867  seconds 
(14.5  minutes)  of  total  delay  for  Muni  bus  line  27.  With  mitigation  as  described  in  Mitigation 
Measure  M-TR-P5-6w,  as  described  on  p.  V.A.3-532,  in  conjunction  with  proposed  possible 
Mitigation  Measures,  M-TR-P5-6e,  M-TR-P5-6h,  and  M-TR-P5-6j,  M-TR-P5-6k,  M-TR-P5-61,  M- 
TR-P5-6m,  M-TR-P5-6o,  M-TR-P5-6q,  for  which  feasibility  has  not  yet  been  determined,  delay  in 
the  westbound  direction  would  be  reduced  to  324  seconds  (5.4  minutes)  of  delay  westbound 
and  29  seconds  eastbound  for  a  total  added  delay  of  353  seconds  (5.8  minutes).  This  would 
reduce  total  delay  below  the  transit  delay  threshold  of  6  minutes.  However,  because  of  the 
uncertainty  of  the  feasibility  of  this  mitigation  measure,  a  significant  impact  would  occur  to 
Muni  bus  line  27  for  Project  5-6  Option  1  under  Existing  plus  Project  conditions. 

Significant  Impact  TR-P5-6ii: 

Muni  bus  line  12  would  experience  significant  delays  under  2025  Cumulative  plus  Project 
conditions  for  Option  1. 

M-TR-P5-6u: 

The  implementation  of  Option  1  under  2025  Cumulative  plus  Project  conditions  wcniKl  .ulJ 
approximately  1,487  seconds  (24.7  minutes)  of  total  delay  for  Muni  bus  line  12  westbound.  With 
mitigation  as  described  in  Mitigation  Measure  M-TR-P5-6w,  as  described  on  p.  V.A.3-532.  in 
conjunction  with  proposed  possible  Mitigation  Measures,  M-TR-P5-6e,  M-TR-P5-6h,  and  M-  IK- 
P5-6j,  M-TR-P5-6k,  M-TR-P5-61,  M-TR-P5-6m,  M-TR-P5-6o,  M-TK-P5-6ci,  for  which  liMsibilily 
has  not  yet  been  determined.  Therefore,  a  significant  transit  impact  [o  Mum  bus  line  12  would 
occur  with  implementation  of  Project  5-6  with  Option  1  umier  2025  Cumulati\e  plus  Project 
conditions. 
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Significant  Impact  TR-P5-6v: 

Muni  bus  line  27  would  experience  significant  delays  under  2025  Cumulative  plus  Project 
conditions  for  Option  1. 

M-TR-P5-6v: 

The  implementation  of  Option  1  under  2025  Cumulative  plus  Project  conditions  would  add 
approximately  2,429  seconds  (40.5  minutes)  of  total  delay  for  Muni  bus  line  27.  With  mitigation 
as  described  in  Mitigation  Measure  M-TR-P5-6w,  as  described  on  p.  V.A. 3-532,  in  conjunction 
with  proposed  possible  Mitigation  Measures,  M-TR-P5-6e,  M-TR-P5-6h,  and  M-TR-P5-6j,  M-TR- 
P5-6k,  M-TR-P5-61,  M-TR-P5-6m,  M-TR-P5-6o,  M-TR-P5-6q,  for  which  feasibility  has  not  yet 
been  determined  this  delay  would  not  be  reduced  westbound  but  would  be  reduced  to  99 
seconds  (1.6  minutes)  of  delay  eastbound.  The  total  added  delay  of  1,897  seconds  (31.6  minutes) 
would  be  greater  than  the  transit  delay  threshold  of  6  minutes.  Therefore,  a  significant  transit 
impact  to  Muni  bus  line  27  would  occur  with  implementation  of  Project  5-6  with  Option  1 
under  2025  Cumulative  plus  Project  conditions. 

Significant  Impact  TR-P5-13a: 

Project  5-13  would  result  in  a  significant  impact  to  loading  with  implementation  of  Option  1 
under  Existing  plus  Project  conditions. 

M-TR-P5-23a: 

No  feasible  mitigation  measures  have  been  identified  for  Option  1.  Hence,  a  significant  loading 
impact  would  occur  on  the  west  side  of  San  Bruno  Avenue  between  Paul  Avenue  and  Silver 
Avenue  with  the  implementation  of  Project  5-13  Option  1  under  Existing  plus  Project 
conditions. 

Significant  Impact  TR-P5-13b: 

Project  5-13  would  result  in  a  significant  impact  to  loading  with  implementation  of  Option  2 
under  Existing  plus  Project  conditions. 

M-TR-P5-13b: 

No  feasible  mitigation  measures  have  been  identified  for  Option  2.  Hence,  a  significant  loading 
impact  would  occur  on  the  west  side  of  San  Bruno  Avenue  between  Paul  Avenue  and  Silver 
Avenue  with  the  implementation  of  Project  5-13  Option  2  under  Existing  plus  Project 
conditions. 
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Significant  Impact  TR-P5-13c: 

Project  5-13  would  result  in  a  significant  impact  to  loading  with  implementation  of  Option  1 
under  2025  Cumulative  plus  Project  conditions. 

M-TR-P5-13c: 

No  feasible  mitigation  measures  have  been  identified  for  Option  1.  Hence,  a  significant  loading 
impact  V'/ould  occur  on  the  west  side  of  San  Bruno  Avenue  between  Paul  Avenue  and  Silver 
Avenue  with  the  implementation  of  Project  5-13  Option  1  under  2025  Cumulative  plus  Project 
conditions. 

Significant  Impact  TR-P5-13d: 

Project  5-13  would  result  in  a  significant  impact  to  loading  with  implementation  of  Option  2 
under  2025  Cumulative  plus  Project  conditions. 

M-TR-P5-13d: 

No  feasible  mitigation  measures  have  been  identified  for  Option  2.  Hence,  a  significant  loading 
impact  would  occur  on  the  west  side  of  San  Bruno  Avenue  between  Paul  Avenue  and  Silver 
Avenue  with  the  implementation  of  Project  5-13  Option  2  under  2025  Cumulative  plus  Project 
conditions. 


CLUSTER  6:  TWIN  PEAKS  AREA 


This  section  provides  a  description  of  the  Existing  plus  Project  and  2025  Cumulative  and  2025 
Cumulative  plus  Project  transportation  conditions  within  the  near-term  improvements  in 
Cluster  6.  Projects  6-1,  6-4  and  6-5  have  one  design  option;  the  remaining  near-term 
improvements  (Projects  6-2,  6-3,  and  6-6)  have  two  design  options. 

The  preferred  project  design  for  Cluster  6  near-term  improvements  are  the  following  options: 
Project  6-2  Segment  I  Option  1  and  Segment  II  Option.  This  is  described  and  analyzed  below 
with  no  text  changes.  Project  6-1  Modified  Option  1,  Project  6-3  Modified  Option  2,  Project  6-4 
Modified  Option  1,  Modified  Project  6-5,  and  Project  6-6  Modified  Option  2  arv  \hc  nnHhfieil 
projects  as  described  and  analyzed  in  this  section. 

The  Existing  plus  Project,  2025  Cumulative,  and  2025  Cumulative  plus  Project  turning 
movement  traffic  volumes  at  the  study  intersections  within  Cluster  b,  the  intersection  lane 


Unless  otherwise  indicated,  all  intersection  analysis  is  for  I'M  IV.ik  I  lour  a>nditions. 
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configurations  at  those  intersections,  and  the  level  of  service  and  transit  delay  calculation  sheets 
can  be  found  in  the  TIS. 

Figures  showing  the  turning  movement  traffic  volumes  and  lane  configurations  at  the  study 
intersections  in  Cluster  6  for  Existing  plus  Project,  2025  Cumulative,  and  2025  Cumulative  plus 
Project  conditions  may  be  found  within  the  transportation  impact  analysis  discussion  for 
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Cluster  6  within  the  Transportation  Impact  Study.  Level  of  service  calculation  sheets  for  those 
intersections  and  transit  delay  calculation  sheets  for  affected  transit  routes  may  be  found  in  the 
appendices  of  the  Transportation  Impact  Study .^^ 

PROJECT  6-1:  CLAREMONT  BOULEVARD  BICYCLE  LANES,  DEWEY  BOULEVARD  TO 
ULLOA  STREET 

Modified  Project  6-1  would  add  southbound  sharrows  on  Claremont  Boulevard  between 
Dewey  Boulevard  to  approximately  190  feet  south  of  Ulloa  Street  and  a  southbound  Class  II 
left-turn  bicycle  lane  between  Ulloa  Street  and  Portola  Drive  by  removing  the  striped  median. 
Modified  Project  6-1  would  also  add  a  northbound  Class  II  bicycle  lane  between  Ulloa  Street 
and  Dewey  Boulevard  by  narrowing  the  northbound  travel  lane. 

Modified  Project  6-1  would  remove  parking  on  the  west  side  of  Claremont  Boulevard  from 
Portola  Drive  to  approximately  85  feet  northerly.  A  total  of  four  parking  spaces  would  be 
removed. 

TRAFFIC:  INTERSECTION  LEVEL  OF  SERVICE  (LOS) 

Please  see  discussion  under  Setting:  Study  Intersection  on  p.  V.A.3-3  of  this  EIR. 
TRANSIT 

There  are  no  transit  lines  on  this  segment  of  Claremont  Boulevard.  Therefore,  there  would  be  no 
transit  impacts  as  a  result  of  Project  6-1. 

PARKING 

Modified  Project  6-1  would  remove  parking  on  the  west  side  of  Claremont  Boulevard  from 
Portola  Drive  to  approximately  85  feet  northerly.  A  total  of  four  parking  spaces  would  be 
removed. 

Parking  occupancy  is  generally  high  during  midday,  but  there  would  be  no  changes  in  parking 
layout  or  in  the  number  of  parking  spaces  in  this  segment.  Therefore,  there  would  be  no 
parking  impacts  as  a  result  of  Project  6-1.  The  removal  of  four  parking  spaces  on  Claremont 
Boulevard  may  cause  some  of  the  vehicles  to  park  on  the  adjacent  neighborhood  streets. 
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In  San  Francisco,  parking  supply  is  not  considered  a  permanent  physical  condition,  and  changes 
in  the  parking  supply  would  not  be  a  significant  environmental  impact  under  CEQA,  but  rather 
a  social  effect.  The  loss  of  parking  may  cause  potential  indirect  physical  effects,  w^hich  v^^ould 
include  drivers  circling  and  looking  for  a  parking  space  in  neighboring  streets.  The  secondary 
effects  of  drivers  searching  for  parking  is  typically  offset  by  a  reduction  in  vehicle  trips  due  to 
some  drivers,  aware  of  constrained  parking  conditions  in  a  given  area,  shifting  travel  modes. 
Hence,  any  secondary  environmental  impacts  that  may  result  from  a  shortfall  in  parking  would 
be  minor.  Therefore,  any  net  reduction  in  on-street  parking  supply  would  not  result  in 
significant  parking  impacts.  Thus,  there  would  be  no  significant  parking  impacts  as  a  result  of 
the  implementation  of  Modified  Project  6-1. 

PEDESTRIAN 

Pedestrian  volumes  are  generally  low,  and  there  would  be  no  changes  in  sidewalk  width  or 
crosswalk  layout.  The  interactions  between  pedestrians  and  bicyclists  would  not  change  as  a 
result  of  Project  6-1.  Therefore,  there  would  be  no  pedestrian  impacts. 

BICYCLE 

Bicyclists  would  benefit  from  the  installation  of  bicycle  lanes  with  the  designation  of  a  clear 
right-of-way  for  their  use.  The  installation  of  sharrows  would  increase  the  motor  vehicle 
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driver's  awareness  that  bicyclists  may  be  on  the  road  as  v^ell  as  identify  for  bicyclists  the 
pathway  outside  the  'door  zone'.^  Hence,  Project  6-1  would  not  have  a  significant  impact  on 
cyclists  but  could  have  the  beneficial  effect  of  improving  roadway  conditions  and  safety  for 
bicyclists. 

LOADING 

This  area  has  mostly  residential  buildings  that  typically  have  low  loading  demand.  There  were 
no  double-parked  vehicles  or  significant  loading  needs  observed^^  in  the  field,  and  there  would 
be  no  changes  to  the  on-street  loading  spaces.  Therefore,  there  would  be  no  loading  impacts  as  a 
result  of  Project  6-1. 

PROJECT  6-2:  CLIPPER  STREET  BICYCLE  LANES,  DOUGLASS  STREET  TO  PORTOLA 
DRIVE 

There  are  two  segments  for  Project  6-2.  There  is  one  option  for  each  segment. 

On  Segment  II,  Diamond  Heights  Boulevard  between  Portola  Drive  and  the  intersection  of 
Clipper  Street  with  Diamond  Heights  Boulevard,  sharrows  would  be  implemented  in  one 
eastbound  left-turn  lane  and  the  westbound  curb  lane. 

On  Segment  I,  Clipper  Street  between  Diamond  Heights  Boulevard  and  Douglass  Street,  a 
westbound  Class  II  bicycle  lane  and  an  eastbound  Class  II  bicycle  lane  would  be  added.  A 
travel  lane  would  be  removed  in  each  direction  in  this  segment,  except  at  the  westbound 
approach  to  the  Diamond  Heights  Boulevard  and  Clipper  Street  intersection.  A  two-way  left- 
turn  center  lane  would  be  added  between  Grandview  Avenue  and  Douglass  Street. 

TRAFFIC:  INTERSECTION  LEVEL  OF  SERVICE  (LOS) 

Intersection  LOS  calculations  were  performed  for  the  PM  peak  hour. 
One  study  intersection  is  included  for  the  PM  Peak  Hour  for  Project  6-2. 
Intersection  38:  Burnett  Avenue/Clipper  Street/Portola  Drive 

The  Burnett  Avenue/Clipper  Street/Portola  Drive  intersection  is  common  to  Projects  6-2  and  6-5 
within  the  Cluster  6  area.  Both  projects  have  one  option.   Tor  combined  Projects  6-2  and  6-5 

--    See  note  on  San  Francisco's  Shared  Lane  Pavenienl  Markings:  Improving  Bicycle  Safety. 
^3    Field  surveys  were  conducted  by  CI  IS  Consulting  on  Wednesday,  December  19,  2007  during  the 
midday. 
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Option  2  has  the  same  lane  configuration  as  Existing  (No  Project)  conditions.  Project  6-5 
proposes  the  removal  of  a  westbound  through  lane  relative  to  Existing  (No  Project)  conditions. 
The  analysis  belovs^  reflects  the  combined  impact  of  implementing  Projects  6-2  and  6-5  at  this 
intersection.  The  impacts  resulting  from  the  implementation  of  Project  6-2  alone  would  follow 
the  discussion  of  the  combined  impacts. 

•    Option  1 

Existing  and  Existing  plus  Project  Conditions  for  Projects  6-2  and  6-5  combined 

Project  6-2  has  one  option,  as  described  above.  For  the  combined  Project  6-2  and  6-5,  under 
Existing  conditions,  this  intersection  operates  at  LOS  D  with  49.6  seconds  of  delay.  The 
Burnett  Avenue/Clipper  Street/Portola  Drive  intersection  would  continue  to  operate 
satisfactorily  at  LOS  D,  with  49.6  seconds  of  average  delay  under  Existing  plus  Project 
conditions.  There  are  no  lane  configuration  adjustments  to  this  intersection  under  Existing 
plus  Project  conditions  relative  to  Existing  conditions.  Hence,  there  would  be  no  change  in 
LOS  or  delay.  Thus,  combined  Projects  6-2  and  6-5  would  not  cause  a  significant  impact  at 
the  Burnett  Avenue/Clipper  Street/Portola  Drive  intersection  under  Existing  plus  Project 
conditions.  Table  V.6-6,  p.  V.A. 3-541  summarizes  these  results. 

Existing  and  Existing  plus  Project  Conditions  for  Project  6-2  alone 

Under  Existing  conditions,  this  intersection  operates  at  LOS  D  with  49.6  seconds  of  delay. 
The  Burnett  Avenue/Clipper  Street/Portola  Drive  intersection  would  continue  to  operate 
satisfactorily  at  LOS  D,  with  49.6  seconds  of  average  delay  under  Existing  plus  Project 
conditions.  There  are  no  lane  configuration  adjustments  to  this  intersection  under  Existing 
plus  Project  conditions  relative  to  Existing  conditions.  Hence,  there  would  be  no  change  in 
LOS  or  delay.  Thus,  Project  6-2  would  not  cause  a  significant  impact  at  the  Burnett 
Avenue/Clipper  Street/Portola  Drive  intersection  under  Existing  plus  Project  conditions. 
Table  V.6-6,  p.  V.A.3-541,  summarizes  these  results. 

2025  Cumulative  and  2025  Cumulative  plus  Project  Conditions  for  Projects  6-2  and  6-5 
combined 

For  the  combined  Projects  6-2  and  6-5,  the  Burnett  Avenue/Clipper  Street/Portola  Drive 
intersection  would  operate  unsatisfactorily  at  LOS  E,  with  70.1  seconds  of  average  delay 
under  2025  Cumulative  conditions.  The  Burnett  Avenue/Clipper  Street/Portola  Drive 
intersection  would  operate  unsatisfactorily  at  LOS  E,  with  70.1  seconds  of  delay  under  2025 
Cumulative  plus  Project  conditions.  However,  there  are  no  lane  configuration  adjustments 
to  the  study  intersection  under  2025  Cumulative  plus  Project  conditions;  therefore,  there 
would  be  no  change  in  LOS  or  delay  for  the  Burnett  Avenue/Clipper  Street/Portola  Drive 
intersection.  Thus,  a  significant  impact  would  not  occur  at  this  intersection  with  the 
implementation  of  combined  Projects  6-2  and  6-5  under  2025  Cumulative  plus  Project 
Conditions.  Table  V.6-7,  p.  V.A.3-541,  summarizes  these  results. 
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2025  Cumulative  and  2025  Cumulative  plus  Project  Conditions  for  Project  6-2  alone 

The  Burnett  Avenue/Clipper  Street/Portola  Drive  intersection  would  operate 
unsatisfactorily  at  LOS  E,  with  70.1  seconds  of  delay  under  2025  Cumulative  plus  Project 
conditions  in  the  PM  Peak  Hour.  However,  there  are  no  lane  configuration  adjustments  to 
the  study  intersection  under  2025  Cumulative  plus  Project  conditions;  therefore,  there 
would  be  no  change  in  LOS  or  delay  for  this  intersection.  Thus  a  significant  impact  would 
not  occur  at  this  intersection  with  the  implementation  of  Project  6-2  under  2025  Cumulative 
plus  Project  Conditions.  Table  V.6-7,  p.  V.A.3-541,  summarizes  these  results. 


REVISED  TABLE  V.6-6 
CLUSTER  6 

COMPARISON  OF  LEVEL  OF  SERVICE  (LOS)  AND  AVERAGE  DELAY  FOR  BURNETT 
AVENUE/CLIPPER  STREET/PORTOLA  DRIVE  EXISTING  AND  EXISTING  PLUS  PROJECT 

CONDITIONS  -  WEEKDAY  PM  PEAK  HOUR 


Existing  plus  Project 

Existing                            Project  6-2 

Combined  Projects  6-2  and  6-5 

Average 

Delay^      LOS^      Average  Delay^ 

LOS" 

Average  Delay^  LOS" 

49.6                 D  49.6 

D 

49.6  D 

Source:    Wilbur  Smith  Associates,  October  2008 

Notes: 

a.  Delay  in  seconds  per  vehicle. 

b.  Intersections  operating  at  LOS  E  or  LOS  F  conditions  highlighted  in  bold. 


REVISED  TABLE  V.6-7 
CLUSTER  6 

COMPARISON  OF  LEVEL  OF  SERVICE  (LOS)  AND  AVERAGE  DELAY  FOR  BURNETT 
AVENUE/CLIPPER  STREET/PORTOLA  DRIVE  2025  CUMULATIVE  AND  2025  CUMULATIVE  PLUS 
PROJECT  CONDITIONS  -  WEEKDAY  PM  PEAK  HOUR 


2025  Cumulative  plus  Project 

2025  Cumulative 

Project  6-2 

Combined  Projects  6-2  and  6-5 

Average 
Delay^  LOS" 

Average  Delay^  LOS" 

Average  Delay"  LOS" 

70.1  E 

70.1  E 

70.1  E 

Source:  Wilbur 

Smith  Associates,  October  2008 

Notes: 

a.     Delay  in  seconds  per  vehicle. 
 b.     Intersections  operating  at  LOS  E  or  LOS  F  conditions  highlighted  in  bold.  

TRANSIT 

Muni  bus  line  48  runs  in  both  directions  on  Diamond  I  loiglit  Bouk'wird  .mil  ClippiT  Sln-rl 
between  Portola  Drive  and  Grandview  Avenue  with  approximately  live  buses  per  hour  each 
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way  during  the  AM  and  PM  peak  periods.  Muni  bus  line  52  operates  in  both  direcHons  on 
Diamond  Heights  Boulevard  between  Portola  Drive  and  Clipper  Street  with  approximately  four 
buses  per  hour  each  way  during  the  AM  peak  period  and  approximately  three  buses  per  hour 
each  way  during  the  PM  peak  period. 

There  are  two  bus  stops  along  Project  6-2.  One  stop  is  located  on  the  north  side  of  Clipper  Street 
for  westbound  Muni  bus  line  48.  The  second  stop  is  an  eastbound  bus  stop  for  Muni  bus  lines  48 
and  52  located  on  the  south  side  of  Diamond  Heights  Boulevard  between  Portola  Drive  and 
Clipper  Street. 

No  changes  would  be  made  to  existing  bus  stops  for  Muni  bus  lines  48  and  52  with  Project  6-2. 

Project  6-2  shares  a  common  intersection  (Intersection  38:  Burnett  Avenue/Clipper 
Street/Portola  Drive)  with  Project  6-5:  Portola  Drive  Bicycle  Lanes,  Corbett  Avenue  to 
O'Shaughnessy  Boulevard.  The  transit  delay  analysis  below  (Projects  6-2  and  6-5  combined) 
reflects  the  impact  of  combined  Projects  6-2  and  6-5  to  the  Burnett  Avenue/Clipper 
Street/Portola  Drive  intersection  on  transit  delay. 

Existing  plus  Project  Conditions  (Projects  6-2  and  6-5  Combined) 

Project  6-2  has  one  option.  This  represents  the  analysis  of  combined  Project  6-2  and 
Project  6-5.  With  the  combined  projects  travel  time  for  Muni  bus  lines  48  and  52  would 
be  affected  for  the  PM  peak  hour.  For  each  route,  this  modification  would  add  203 
seconds  (3.4  minutes)  of  delay  per  transit  vehicle  westbound  with  no  change  in  delay 
eastbound.  The  headways  for  Muni  bus  lines  48  and  52  in  the  PM  peak  period  are  12 
minutes  and  15  minutes,  respectively;  the  total  added  delay  of  203  seconds  (3.4  minutes) 
resulting  from  combined  Projects  6-2  and  6-5  would  be  less  than  the  transit  delay 
threshold  of  6  minutes.  Therefore,  a  significant  transit  impact  would  not  occur  with  the 
implementation  of  combined  Projects  6-2  and  6-5  under  Existing  plus  Project  conditions. 

2025  Cumulative  and  2025  Cumulative  plus  Project  Conditions  (Projects  6-2  and  6-5 
Combined) 

Project  6-2  has  one  option.  This  represents  the  analysis  of  combined  Project  6-2  and 
Project  6-5.  With  the  combined  projects  travel  time  for  Muni  bus  lines  48  and  52  would 
be  affected.  For  each  route,  this  modification  would  add  201  seconds  (3.4  minutes)  of 
delay  per  vehicle  westbound  with  no  change  in  delay  eastbound.  The  headways  for 
Muni  bus  lines  48  and  52  in  the  PM  peak  period  are  12  minutes  and  15  minutes, 
respectively;  the  total  added  delay  of  201  seconds  (3.4  minutes)  would  be  less  than  the 
transit  delay  threshold  of  6  minutes.  Therefore,  a  significant  transit  impact  would  not 
occur  with  the  implementation  of  combined  Projects  6-2  and  6-5  Option  1  under  2025 
Cumulative  plus  Project  conditions. 


Case  No.  2007.0347E 
San  Francisco  Bicycle  Plan 


V.A.3-542 


Final  EIR 
AUGLST  2009 


V.  Environmental  Setting  and  Impacts  and  Mitigation  Measures 

A.  Transportation 
3.         Project-Level  Analysis 

Since  combined  Projects  6-2  and  6-5  would  not  result  in  a  significant  Transit  impact  at  the 
intersection  of  Burnett  Avenue/Clipper  Street/Portola  Drive  for  the  PM  peak  hour  under 
Existing  plus  Project  conditions  and  2025  Cumulative  plus  Project  conditions.  There  would  not 
be  significant  transit  impact  from  individual  Project  6-2  at  the  intersection  of  Burnett 
Avenue/Clipper  Street/Portola  Drive  for  the  PM  under  both  Existing  plus  Project  conditions  and 
2025  Cumulative  plus  Project  conditions. 

PARKING 

Parking  occupancy  is  generally  low,  and  there  would  be  no  changes  in  parking  layout  or  in  the 
number  of  parking  spaces  in  this  segment.  Therefore,  there  would  be  no  parking  impacts  as  a 
result  of  Project  6-2  . 

PEDESTRIAN 

There  is  no  sidewalk  on  the  south  side  of  Clipper  Street  and  no  crosswalks  throughout  the 
entire  segment  of  Clipper  Street  and  Diamond  Heights  Boulevard  between  Douglass  Street  and 
Portola  Drive.  Pedestrian  volumes  are  generally  very  low  along  this  hilly  street.  There  would 
be  no  changes  in  existing  pedestrian  facilities  under  either  option.  Therefore,  there  would  be  no 
pedestrian  impacts  as  a  result  of  Project  6-2. 

BICYCLE 

The  installation  of  bicycle  lanes  under  Project  6-2  Segment  1  would  provide  bicyclists  with  a 
designated  right-of-way  for  travel.  The  installation  of  sharrows  under  Project  6-2  Segment  II 
would  increase  the  motor  vehicle  driver's  awareness  that  bicyclists  may  be  on  the  road  as  well 
as  identify  for  bicyclists  the  pathway  outside  the  'door  zone'.^^  Therefore,  Project  6-2  would  not 
result  in  a  significant  impact  to  bicyclists,  but  could  have  the  beneficial  effect  of  improving 
roadway  conditions  and  safety  for  bicyclists. 


In  February  2004,  Alta  Planning  +  Design  completed  a  study,  San  /  nint vsio  s  Shami  l  ane  Pavcnu'ttt 
Markings:  Improving  Bicycle  Safety,  on  shared  lane  markings  for  Class  111  bikeways  in  San  Francisco.  In 
this  study,  a  key  conclusion  was  that  the  pavement  markings  (also  known  as  sharrow  markings) 
increased  the  awareness  of  the  bicyclists'  and  motorists'  position  on  the  ii\id.  Micvdists  tiMideil  to  ride 
further  from  parked  cars,  and  motorists  tended  to  pass  bicyclists  .it  a  greater  distame  from  the 
pavement  marking.  The  report's  recommendation  was  to  use  the  sharrow  markings  on  appropriate 
shared  lanes  but  not  as  a  substitution  for  bicvcle  lanes  where  feasible. 


Case  No.  2()07.()347E 

San  Francisco  Bicycle  Plan 


V.A.3-543 


Fm.il  MK 


V.  Environmental  Setting  and  Impacts  and  Mitigation  Measures 

A.  Transportation 
3.         Project-Level  Analysis 


LOADING 

Segment  I  along  Clipper  Street  has  residential  use  on  the  north  side,  and  a  steep  slope  on  the 
south  side  between  Douglass  Street  and  Diamond  Heights  Boulevard.  Segment  II  along 
Diamond  Heights  Boulevard  has  an  open  space  on  the  east  side  and  only  a  few  residences  on 
the  west  side.  Loading  demand  is  very  low  and  there  would  be  no  change  to  the  existing  on- 
street  parking  spaces.  Therefore,  there  would  be  no  loading  impacts  as  a  result  of  Project  6-2  . 

PROJECT  6-3:  LAGUNA  HONDA  BOULEVARD  BICYCLE  LANES,  PLAZA  STREET  TO 
WOODSIDE  AVENUE 

Project  6-3  includes  two  design  options  in  the  Draft  EIR.  The  preferred  design  is  consistent  with 
design  Option  2,  with  the  following  changes.  The  limits  of  this  project  are  now  on  Laguna 
Honda  Boulevard  between  Clarendon  Avenue  and  Woodside  Avenue.  This  project  would 
remove  one  travel  lane  in  each  direction  on  Laguna  Honda  Boulevard  between  Clarendon 
Avenue  and  Plaza  Street,  and  remove  one  southbound  travel  lane  from  Forest  Hill  Station  to 
Woodside  Avenue. 

There  are  two  options  for  this  segment  of  Laguna  Honda  Boulevard. 
•     Option  1 

Option  1  would  add  Class  II  bicycle  lanes  in  both  directions  on  Laguna  Honda 
Boulevard  between  Plaza  Street  and  Woodside  Avenue  and  a  southbound  left-turn 
bicycle  lane  between  the  through  and  the  left-turn  travel  lanes  at  the  approach  to  the 
Woodside  Avenue  intersection.  This  option  would  remove  one  northbound  right-turn 
lane  between  Woodside  Avenue  and  Dewey  Boulevard  and  one  northbound  travel  lane 
between  Dewey  Boulevard  and  approximately  Forest  Hill  Station.  One  southbound 
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Due  to  major  text  changes,  the  following  page  will  be  numbered  V.A.3-548  to  remain  consistent 
with  the  DEIR's  pagination. 
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tr.wol  i.ino  lri)m  1 15  fool  south  of  I'laza  Street  to  Dewey  Boulevard  would  also  be 
removed  to  accommodate  the  southbound  Class  II  bicycle  lane. 

•    Option  2 

Option  2  would  ddd  Class  II  bicycle  lanes  in  both  directions  directions  on  Laguna 
Honda  Boulevard  between  Plaza  Street  and  Woodside  Avenue.  This  option  would 
widen  the  roadway  by  relocating  and  rebuilding  the  sidewalks  into  the  Laguna  Honda 
Hospital  and  loresl  Hill  Station  property  lines  on  both  sides  of  Laguna  Honda 
Boulevard.  This  option  would  maintain  the  sidewalk  widths  but  narrow  the  median 
width  by  two  feet.  In  addition.  Option  2  would  modify  the  southbound  approach  to  the 
Laguna  Honda  Boulevard/Dewey  Boulevard/Woodside  Avenue  by  changing  the  shared 
through-left  turn  lane  to  a  exclusive  left-turn  lane. 

TRAFFIC:  INTERSECTION  LEVEL  OF  SERVICE  (LOS) 

The  new  portion  of  this  project  is  part  of  the  Bicycle  Route  Network  and  currently  has  striped 
bicycle  lanes.  This  portion  of  Laguna  Honda  Boulevard  was  added  to  the  project  so  that 
adjustments  could  be  made  to  the  lane  configurations  to  better  match  the  configuration  changes 
c)l  the  project  within  the  original  limits  on  Laguna  Honda  Boulevard  from  Plaza  Street  to 
Woodside  Avenue.  Modified  Option  2  would  not  require  cutting  and  rebuilding  the  sidewalks. 

Modified  Option  2  woukl  remove  one  of  the  southbound  lanes  on  Laguna  Honda  Boulevard 
Ironi  just  south  o(  Vovcs\  I  lill  Station  to  Woodside  Avenue.  This  lane  configuration  is  the  same 
as  the  configuration  analyzed  in  Option  I  o(  the  Draft  EIR.  Proceeding  southbound 
approaching  Woodside  Avenue,  the  vehicular  lane  configuration  changes  to  match  both 
existing  conditions  and  the  configuration  set  forth  in  Option  2.  Therefore  there  would  be  no 
significant  traffic  impact  as  a  result  of  this  project  modification. 

Moililied  Option  2  wmilii  remove  t^ie  southbound  lane  from  Clarendon  Avenue  to  Plaza  Street, 
and  one  northbound  lane  Iroin  Pla/a  Street  to  Clarendon  Avenue.  For  the  southbound  lane 
removal,  there  would  be  no  impact  to  traffic  operations.  The  existing  two  southbound  lanes  on 
Laguna  Honda  Boulevard  frtim  Clarendon  Avenue  to  Plaza  Street  are  fed  by  one  lane  on  both 
southbound  Laguna  Honda  Boulex  ard  and  westbound  Clarendon  Avenue.  This  intersection  is 
signalized.  The  trallic  signal  nuiers  traffic  so  there  is  always  only  one  lane  of  traffic  feeding 
into  si>uthbouiid  I  aguna  1  londa  Boulevard  south  of  Clarendon  Avenue.  Therefore,  two 
southbound  lanes  on  Laguna  Honda  Boulevard  south  of  Clarendon  Avenue  are  unnecessary. 
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Additionally,  the  SFMTA  developed  a  traffic  simulation  of  the  Laguna  Honda  Boulevard 
corridor,  from  Clarendon  Avenue  to  Woodside  Avenue  to  verify  this  conclusion.  The 
simulation  showed  there  was  no  significant  impact  from  the  proposed  lane  configuration 
change. 

For  the  northbound  lane  removal,  there  would  be  no  significant  impact  to  traffic  operations. 
One  of  the  existing  northbound  through  lanes  becomes  a  right-turn  only  lane  approaching 
Clarendon  Avenue.  Through  traffic  is  currently  forced  to  merge  into  the  one  through  lane  that 
continues  north  past  Clarendon  Avenue.  The  proposed  lane  configuration  moves  this  merge 
point  further  south.  Additionally,  a  traffic  simulation  of  the  Laguna  Honda  Boulevard  corridor 
from  Clarendon  Avenue  to  Woodside  Avenue  was  developed  to  verify  this  conclusion.  The 
simulation  showed  there  was  no  impact  from  the  proposed  lane  configuration  change. 
Therefore,  there  would  be  no  significant  impact  on  traffic  as  a  result  of  the  implementation  of 
Modified  Option  2. 

Intersection  LOS  calculations  were  performed  for  the  PM  peak  hour. 
One  study  intersection  is  included  for  the  PM  Peak  Hour  for  Project  6-3. 
Intersection  39:  Laguna  Honda  Boulevard/Dewey  BoulevardAA/oodside  Avenue 
•    Option  1 

Existing  and  Existing  plus  Project  Conditions 

Under  Existing  conditions,  this  intersection  operates  at  LOS  B  with  18.7  seconds  ot 
delay.  The  Laguna  Honda  Boulevard/Dewey  Boulevard/Woodside  Avenue  intersection 
would  operate  satisfactorily  at  LOS  C,  with  28.8  seconds  of  average  delay  under  Existing 
plus  Project  conditions.  The  southbound  lane  configuration  would  be  modified  from  one 
through  lane,  one  shared  through-left  turn  lane,  and  one  exclusive  left-turn  lane  to  one 
through  lane  and  one  exclusive  left-turn  lane.  The  westbound  lane  configuration  would 
be  modified  from  two  exclusive  left-turn  lanes  and  two  right-turn  lanes  to  two  lell-turn 
lanes  and  one  exclusive  right-turn  lane.  Due  to  the  reduction  of  capacil\  in  the 
southbound  direction  and  westbound  direction,  there  would  be  an  increase  in  delay 
along  these  approaches.  The  average  intersection  delay  would  increase  by  10.1  seconds; 
however  the  intersection  would  continue  to  operate  at  a  satisfactory  level  of  service. 
Therefore,  Project  6-3  Option  1  would  not  cause  a  significant  traffic  impact  (o  the  l  aguna 
Honda  Boulevard/Dewey  Boulevard/Woodside  Avenue  intersection  under  l"\isting  plus 
Project  conditions.  Table  V.6-8,  p.  V.A.3-549,  summarizes  these  results. 
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TABLE  V.6-8 
CLUSTER  6  -  PROJECT  6-3 
INTERSECTION  LEVEL  OF  SERVICE  (LOS)  AND  AVERAGE  DELAY  -  EXISTING  AND  EXISTING 
PLUS  PROJECT  CONDITIONS  -  WEEKDAY  PM  PEAK  HOUR 

Existing  plus  Project 

Existing  Option  1  Option  2 

Average  Average  Average 

Intersection  Delay^       LOS       Delay^       LOS       Delay^  LOS 

39.     Laguna  Honda  Boulevard/Dewey  18.7  B  28.8  C  18.9  B 

BoulevardAVoodside  Avenue 


Source:     Wilbur  Smith  Associates,  October  2008 

Note: 

a.     Delay  in  seconds  per  vehicle.  

2025  Cumulative  and  2025  Cumulative  plus  Project  Conditions 

The  Laguna  Honda  Boulevard/Dewey  BoulevardAVoodside  Avenue  intersection  would 
operate  satisfactorily  at  LOS  B,  with  19.4  seconds  of  average  delay  under  2025 
Cumulative  conditions.  Under  2025  Cumulative  plus  Project  conditions,  this  intersection 
would  operate  satisfactorily  at  LOS  D,  with  35.5  seconds  of  delay  under  2025 
Cumulative  plus  Project  conditions.  Therefore,  a  significant  impact  would  not  occur  at 
this  intersection  with  the  implementation  of  Project  6-3  Option  1.  Table  V.6-9, 
p.  V. A. 3-549,  summarizes  these  results. 


TABLE  V.6-9 
CLUSTER  6  -  PROJECT  6-3 
INTERSECTION  LEVEL  OF  SERVICE  (LOS)  AND  AVERAGE  DELAY  -  2025  CUMULATIVE  AND 
2025  CUMULATIVE  PLUS  PROJECT  CONDITIONS  -  WEEKDAY  PM  PEAK  HOUR 

2025  Cumulative  plus  Project 

2025  Cumulative  Option  1  Option  2 

Average  Average  Average 

Intersection  Delay'       LOS       Delay'       LOS       Delay'  LOS 

39.     Laguna  Honda  Boulevard/Dewey  19.4  B  35.5  D  19.6  B 

Boulevard/Woodside  Avenue 


Source:  Wilbur  Smith  Associates,  October  2008 
Note: 

a.     Delay  in  seconds  per  vehicle.  
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•  Option  2 

Existing  and  Existing  plus  Project  Conditions 

Under  Existing  conditions,  this  intersection  operates  at  LOS  B  w^ith  18.7  seconds  of 
delay.  The  Laguna  Honda  Boulevard/Dewey  Boulevard/Woodside  Avenue  intersection 
v^^ould  operate  satisfactorily  at  LOS  B,  with  18.9  seconds  of  average  delay  under  Existing 
plus  Project  conditions.  The  southbound  lane  configuration  would  be  modified  from  one 
through  lane,  one  shared  through-left  turn  lane,  and  one  exclusive  left-turn  lane  to  one 
through  lane  and  two  left-turn  lanes.  Due  to  the  reduction  in  capacity  in  the  southbound 
direction,  there  would  be  an  increase  in  delay.  The  average  intersection  delay  would 
increase  by  0.2  seconds.  Therefore,  Project  6-3  Option  2  would  not  cause  a  significant 
traffic  impact  at  the  Laguna  Honda  Boulevard/Dewey  Boulevard AVoodside  Avenue 
intersection  under  Existing  plus  Project  conditions.  Table  V.6-8  on  p.  V.A.3-549, 
summarizes  these  results. 

2025  Cumulative  and  2025  Cumulative  plus  Project  Conditions 

The  Laguna  Honda  Boulevard/Dewey  Boulevard/Woodside  Avenue  intersection  would 
operate  satisfactorily  at  LOS  B,  with  19.6  seconds  of  delay  under  2025  Cumulative  plus 
Project  conditions.  Therefore,  a  significant  impact  would  not  occur  at  this  intersection 
with  the  implementation  of  Project  6-3  Option  2  under  2025  Cumulative  plus  Project 
Conditions.  Table  V.6-9  on  p.  V.A.3-549,  summarizes  these  results. 

TRANSIT 

Muni  bus  lines  36,  43,  44,  52,  89,  and  L  OWL  operate  in  both  directions  along  Laguna  Honda 
Boulevard  between  Plaza  Street  and  Woodside  Avenue.  There  are  two  bus  stops:  the 
southbound  stop  is  located  directly  in  front  of  the  Forest  Hill  Muni  Station  and  the  northbound 
stop  is  located  across  the  street  in  an  exclusive  turn-off  area.  There  are  approximately  19  buses 
per  hour  each  way  during  the  AM  peak  period  and  approximately  18  buses  per  hour  each  way 
during  the  PM  peak  period. 

The  proposed  bicycle  improvements  would  not  change  bus  operations  or  passenger  access. 

•  Option  1 

Existing  and  Existing  plus  Project  Conditions 

For  Existing  conditions.  Option  1  would  add  approximately  54  seconds  of  delay 
eastbound  and  19  seconds  of  delay  westbound  to  Muni  bus  operations  in  tin-  PM  peak 
hour.  The  headways  for  Muni  bus  lines  along  Project  6-3  range  from  8  to  30  minutes  in 
the  PM  peak  period;  the  total  added  delay  of  73  seconds  (1.2  minutes)  resulting  from 
Project  6-3  would  be  less  than  the  transit  delay  threshold  of  6  minutes.  Therefore,  a 
significant  transit  impact  would  not  occur  with  the  implementation  i>l  Project  (v3  Option 
1  under  Existing  plus  Project  conditions. 
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2025  Cumulative  and  2025  Cumulative  plus  Project  Conditions 

For  Cumulative  conditions.  Option  1  would  add  approximately  69  seconds  of  delay 
eastbound  and  43  seconds  of  delay  westbound  to  Muni  bus  operations  in  the  PM  peak 
hour.  The  headways  for  Muni  bus  lines  along  Project  6-3  range  from  8  to  30  minutes  in 
the  PM  peak  period;  the  total  added  delay  of  112  seconds  (1.9  minutes)  resulting  from 
Project  6-3  would  be  less  than  the  transit  delay  threshold  of  6  minutes.  Therefore,  a 
significant  transit  impact  would  not  occur  with  the  implementation  of  Project  6-3  Option 
1  under  2025  Cumulative  plus  Project  conditions. 

•     Option  2 

Existing  and  Existing  plus  Project  Conditions 

For  Existing  conditions.  Option  2  would  not  change  bus  operations  or  passenger  access 
for  Muni  lines  along  this  segment  of  Laguna  Honda  Boulevard  and  would  not  cause  a 
substantive  change  in  travel  delay;  therefore  a  significant  transit  impact  would  not  occur 
with  implementation  of  Project  6-3  Option  2  under  Existing  plus  Project  conditions. 

2025  Cumulative  and  2025  Cumulative  plus  Project  Conditions 

For  Cumulative  conditions.  Option  2  would  add  approximately  29  seconds  of  delay 
eastbound  and  25  seconds  of  delay  westbound  to  Muni  bus  operations  in  the  PM  peak 
hour.  The  headways  for  Muni  bus  lines  along  Project  6-3  range  from  8  to  30  minutes  in 
the  PM  peak  period;  the  total  added  delay  of  54  seconds  resulting  from  Project  6-3 
would  be  less  than  the  transit  delay  threshold  of  6  minutes.  Therefore,  a  significant 
transit  impact  would  not  occur  with  the  implementation  of  Project  6-3  Option  2  under 
2025  Cumulative  plus  Project  conditions. 

PARKING 

Modified  Option  2  would  remove  eight  vehicular  parking  spaces  and  two  motorcycle  parking 
^         spaces  on  the  southbound  side  of  Laguna  Honda  Boulevard,  from  Plaza  Street  to  Forest  Hill 
Station.   The  parking  occupancy  in  this  area  is  generally  high,  but  the  loss  of  eight  parking 
spaces  can  be  adequately  accommodated  with  the  changes  proposed  by  Modified  Option  2. 

In  San  Francisco,  parking  supply  is  not  considered  a  permanent  physical  condition,  and  changes 
in  the  parking  supply  would  not  be  a  significant  environmental  impact  as  under  the  CEQA  but 
rather  a  social  effect.  The  loss  of  parking  may  cause  potential,  indirect  physical  effects,  which 
would  include  cars  circling  and  looking  for  a  parking  space  on  neighboring  streets.  The 
secondary  effects  of  drivers  searching  for  parking  is  typically  offset  by  a  reduction  in  vehicle 
trips  due  to  others  who  are  aware  of  constrained  parking  conditions  in  a  given  area.  Hence,  any 
secondary  environmental  impacts  that  may  result  from  a  shortfall  in  parking  in  the  vicinity  of 
Project  6-3  would  be  minor.  The  changes  in  on-street  parking  also  would  not  cause  any 
secondary  physical  impacts,  such  as  traffic  congestion,  air  quality  impacts,  or  noise  impacts 
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caused  by  congestion.  Therefore,  there  w^ould  be  no  significant  parking  impacts  as  a  result  of 
the  implementation  of  Project  6-3  Modified  Option  2. 

There  would  be  no  changes  in  parking  layout  or  the  number  of  parking  spaces  v^ith  either 
Option  1  or  Option  2  of  Project  6-3.  Therefore,  there  would  be  no  parking  impacts  as  a  result  of 
Project  6-3  with  either  Option  1  or  Option  2. 

PEDESTRIAN 

•  Option  1 

Option  1  would  not  change  sidewalk,  crosswalk  layout  or  medians  under  Option  1. 
Therefore,  there  would  be  no  pedestrian  impacts  under  Project  6-3  Option  1. 

•  Option  2 

Option  2  would  widen  the  roadway  along  Laguna  Honda  Boulevard  by  relocating 
sidewalk  and  narrowing  portions  of  the  median.  Two  pedestrian  crossings  would  be 
affected:  1).  The  crossing  distance  at  the  crosswalk  across  Laguna  Honda  Boulevard  in 
front  of  the  Forest  Hill  Muni  Station  would  be  increased  by  three  feet  through 
narrowing  of  the  median  at  the  northbound  bus  stop  pull-out.  This  crossing  is  not 
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signalized.  2).  The  roadv^^ay  at  the  Laguna  Honda  Boulevard/Dewey  Boulevard/ 
Woodside  Avenue  intersection  for  the  southbound  approach  of  Laguna  Honda 
Boulevard  would  be  widened  by  approximately  eight  feet  through  relocation  of  the 
sidewalk  on  the  west  side  of  Laguna  Honda  Boulevard  (6  feet)  and  by  reduction  in  the 
width  of  the  center  median  (2  feet).  This  would  effectively  increase  the  crossing  distance 
of  that  southbound  approach  to  approximately  45  feet  and  approximately  86  feet  to 
cross  the  whole  leg  of  the  intersection.  For  this  crossing,  there  is  a  green  time  cycle  of 
12.9  seconds  and  a  flashing  cycle  of  9  seconds.  With  the  increased  crossing  distance 
under  Option  2,  pedestrians  would  still  have  adequate  time  to  safely  make  this  crossing 
at  a  normal  speed  of  4.0  feet  per  second.  The  center  median  would  be  used  for 
pedestrians  traveling  at  slower  speeds.  Potential  conflicts  between  pedestrians  and 
bicyclists  in  the  bicycle  lane  would  not  increase  over  Existing  conditions.  Therefore, 
there  would  be  no  significant  pedestrian  impacts  under  Project  6-3  Option  2. 

BICYCLE 

Under  both  Option  1  and  Option  2  of  Project  6-3,  bicyclists  would  benefit  from  the  installation 
of  bicycle  lanes  with  the  designation  of  a  clear  right-of-way  for  their  use.  The  proposed  left-turn 
bicycle  lane  under  both  options  at  the  approach  to  Woodside  Avenue,  similar  to  what  SFMTA 
has  implemented  at  the  intersection  of  Howard  and  10"'  Streets,  would  provide  left-turning 
cyclists  with  needed  road  space  to  complete  their  maneuver  safely.  Hence,  Project  6-3  with  both 
Option  1  and  Option  2  would  not  have  a  significant  impact  on  cyclists  but  could  have  the 
beneficial  effect  of  improving  roadway  conditions  and  safety  for  bicyclists. 

LOADING 

There  are  no  existing  on-street  loading  spaces  in  this  segment,  and  the  land  uses  in  this  short 
segment  of  Laguna  Honda  Boulevard  do  not  have  a  loading  demand.  Passenger  loading  activity 
occurs  in  the  turn-off  areas  in  front  of  the  Forest  Hill  Station  entrance  as  well  as  on  the  east  side 
across  the  street  from  the  entrance,  and  neither  option  would  change  the  layout  at  this  location 
or  any  other  on-street  or  off-street  parking  spaces.  Therefore,  there  would  be  no  loading  impacts 
as  a  result  of  Project  6-3  with  Option  1  or  Option  2. 

PROJECT  6-4:  LAGUNA  HONDA  BOULEVARD  BICYCLE  LANES,  PORTOLA  DRIVE  TO 
WOODSIDE  AVENUE 

Modified  Project  6-4  would  add  a  Class  II  bicycle  lane  in  the  northbound  direction  on  Laguna 
Honda  Boulevard  from  Ulloa  Street  to  Vasquez  Avenue  and  would  add  sharrows  on 
northbound  Laguna  Honda  Boulevard  from  Vasquez  Avenue  to  Woodside  Avenue.  In  the 
southbound  direction.  Modified  Project  6-4  would  add  a  Class  II  bicycle  lane  to  the  existing 
Class  III  bicycle  route.  To  add  the  Class  II  bicycle  lane  four  parking  spaces  would  be  removed. 
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Three  existing  Muni  bus  stops  would  be  consolidated  on  Laguna  Honda  Boulevard  at  Idora 
Avenue,  Balceta  Avenue,  and  Hernandez  Avenue  into  one  80-foot  bus  zone  in  each  direction 
resulting  in  a  loss  of  eight  parking  spaces.  Modified  Project  6-4  w^ould  remove  a  total  of  12 
parking  spaces. 

TRAFFIC:  INTERSECTION  LEVEL  OF  SERVICE  (LOS) 

Please  see  discussion  under  Setting:  Study  Intersection  on  p.  V.A.3-3  of  this  EIR. 
TRANSIT 

Muni  bus  line  43  runs  along  Laguna  Honda  Boulevard  betw^een  Portola  Drive  and  Woodside 
Avenue  with  approximately  six  buses  per  hour  in  each  direction  during  the  AM  and  PM  peak 
periods.  There  are  three  northbound  and  four  southbound  Muni  bus  stops  within  this  segment. 
The  northbound  bus  stop  located  at  the  nearside  of  Ulloa  Street  and  the  southbound  bus  stop 
located  at  the  nearside  of  Portola  Drive  are  bus  zones,  but  the  remaining  bus  stops  are  pole 
stops.  At  the  pole  bus  stops,  buses  stop  in  the  travel  lane  adjacent  to  on-street  parking  to  load 
and  unload  passengers.  Because  there  is  one  travel  lane  in  each  direction,  vehicles  and  bicyclists 
must  wait  behind  the  bus.  Since  transit  volumes  are  moderate  and  traffic  and  bicycle  volumes 
are  generally  low,  interactions  and  the  potential  for  conflicts  are  minimal  and  would  not  change 
as  a  result  of  Project  6-4. 

Project  6-4  would  consolidate  two  Muni  pole  stops  on  each  side  of  Laguna  Honda  Boulevard  at 
Idora  and  Balceta  Avenues  into  one  bus  zone  at  Hernandez  Avenue  in  each  direction. 
Consolidating  Muni  bus  stops  and  creating  bus  zones  would  reduce  the  potential  for  transit  and 
traffic  delay  in  this  segment  of  Laguna  Honda  Boulevard  by  designating  space  at  the  curb, 
instead  of  next  to  parked  cars,  in  order  for  buses  to  load  and  unload  passengers  without 
blocking  the  proposed  bicycle  lane  or  travel  lane  and  impacting  travel  time  or  transit  operation. 
Removing  two  pole  stops  would  also  reduce  potential  conflict  points  between  buses  and 
bicyclists  by  eliminating  the  interaction  between  buses  and  bicyclists  at  these  stops. 

Therefore,  there  would  be  no  significant  impacts  on  transit  capacity,  transit  operation,  ami 
travel  time  as  well  as  the  interactions  between  buses  and  bicyclists  as  a  result  of  Project  6-4. 

PARKING 

There  are  a  total  of  approximately  70  existing  on-street  parking  spaces  on  both  sides  of  Laguna 
Honda  Boulevard  between  Portola  Drive  and  Woodside  Avenue.  Due  to  thi>  uMnersion  ol  the 
three  existing  pole  stops  into  one  bus  zones  along  Laguna  Honda  Boulevard  belwivn  Portola 
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Drive  and  Vasquez  Avenue  and  other  modifications,  12  on-street  parking  spaces  would  be 
removed.  On-street  parking  occupancy  is  less  than  50  percent  utilized  during  the  midday 
period  between  Portola  Drive  and  Woodside  Avenue.  This  is  a  single-family  residential 
community  and  residences  have  off-street  parking  in  driveways  and  garages.  The  loss  of  12  on- 
street  parking  spaces  can  be  adequately  accommodated  with  the  changes  proposed  by  Modified 
Project  6-4.  Therefore,  there  would  be  no  significant  parking  impacts  with  implementation  of 
Modified  Project  6-4. 

PEDESTRIAN 

Pedestrian  volumes  are  generally  low,  and  there  would  be  no  changes  in  sidewalk  width  or 
crosswalk  layout.  The  interactions  between  pedestrians  and  bicyclists  would  not  change  as  a 
result  of  Project  6-4.  Therefore,  there  would  be  no  pedestrian  impacts  with  the  implementation 
of  Project  6-4. 

BICYCLE 

The  installation  of  bicycle  lanes  would  provide  bicyclists  with  a  designated  right-of-way  for 
travel.  Therefore,  Project  6-4  would  not  result  in  a  significant  impact  to  bicyclists  but  could  have 
the  beneficial  effect  of  improving  roadway  conditions  and  safety  for  bicyclists. 

LOADING 

This  area  has  mostly  residential  uses,  which  typically  do  not  have  an  on-street  loading  demand 
that  would  conflict  with  bicyclists.  There  were  no  double-parked  vehicles  or  significant  loading 
needs  observed  in  the  field,  and  Project  6-4  would  not  change  the  on-street  and  off-street 
parking  spaces.  Therefore,  there  would  be  no  loading  impacts  as  a  result  of  Project  6-4. 

PROJECT  6-5:  PORTOLA  DRIVE  BICYCLE  LANES,  CORBETT  AVENUE  TO 
O'SHAUGHNESSY  BOULEVARD 

Modified  Project  6-5  would  install  a  combination  of  Class  II  bicycle  lanes  and  sharrows  on 
Portola  Drive  in  both  directions  between  Corbett  Avenue  and  O'Shaughnessy  Boulevard.  The 
preferred  option  is  referred  to  as  Modified  Project  6-5. 
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Modified  Project  6-5  and  Project  6-6  Modified  Option  2  Combined 

Modified  Project  6-5  v^ould  not  change  lane  configuration  at  the  intersection  Woodside 
Avenue/O'shaughnessy  Boulevard/Portola  Avenue.  Similarly,  Modified  Option  2  for  Project  6- 
6,  w^hich  is  discussed  in  detail  separately  later  in  this  document,  also  would  not  change  the  lane 
configuration  at  this  intersection.  Therefore,  the  existing  capacity  at  this  intersection  is 
maintained  and  there  will  be  no  significant  traffic  impact  as  a  result  of  the  implementation  of 
Modified  Project  6-5  and  Project  6-6  Modified  Option  2  Combined. 

Project  6-5  would  add  a  Class  II  bicycle  lane  in  both  directions  between  Corbett  Avenue  and 
O'Shaughnessy  Boulevard.  In  the  eastbound  direction,  a  travel  lane  would  be  removed  from 
O'Shaughnessy  Boulevard  to  300  feet  westerly  and  by  narrowing  travel  lanes  from  300  feet  east 
of  O'Shaughnessy  Boulevard  to  215  feet  west  of  Corbett  Avenue.  In  the  westbound  direction. 
Project  6-5  would  narrow  travel  lanes  from  Corbett  Avenue  to  Burnet  Avenue  and  remove  one 
travel  lane  approaching  Clipper  Street  and  a  westbound  left-turn  lane  approaching 
O'Shaughnessy  Boulevard.  Approximately  four  on-street  parking  spaces  would  be  removed 
and  15  spaces  would  be  gained  on  this  segment. 
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TRAFFIC:  INTERSECTION  LEVEL  OF  SERVICE  (LOS) 

Modified  Project  6-5  would  retain  the  existing  lane  configurations  at  the  intersections  of 
Woodside  Avenue/O'Shaughnessy  Boulevard/Portola  Avenue  and  Portola  Avenue/Burnett 
Avenue/Diamond  Heights  Boulevard/Clipper  Street,  consistent  with  the  option  in  the  Draft  EIR. 
Modified  Project  6-5  would  add  sharrows  to  the  existing  Class  III  bike  route  in  the  westbound 
direction  from  Burnett  Avenue  to  approximately  272  feet  westerly  and  in  the  westbound 
direction  approaching  Twin  Peaks  Boulevard,  beginning  approximately  150  feet  easterly.  The 
Draft  EIR  did  not  consider  sharrows  in  the  westbound  direction.  The  Draft  EIR  analyzed  Class 
II  bicycle  lanes  in  the  westbound  direction  for  the  entire  project  length  from  Corbett  Avenue  to 
O'Shaughnessy  Boulevard.  Modified  Project  6-5  would  reduce  the  scope  of  the  project 
compared  to  the  project  analyzed  in  the  Draft  EIR.  The  Draft  EIR  analyzed  the  presence  of 
sharrows  on  the  existing  bicycle  route  network,  concluding  that  the  installation  of  sharrows 
would  not  significantly  impact  traffic  or  transit  operations  (see  p.  V.A.4-13  of  the  Draft  EIR). 
Therefore,  there  would  be  no  significant  traffic  impact  associated  with  the  implementation  of 
this  project  revision.  Hence,  significant  traffic  impacts  TR-6-5c,  TR-6-5d,  TR-6-5g,  TR-6-5h,  and 
TR-6-5i  would  not  occur. 

Modified  Project  6-5  and  Project  6-6  Modified  Option  2  Combined 

Modified  Project  6-5  would  not  change  lane  configuration  at  the  intersection  Woodside 
Avenue/O'shaughnessy  Boulevard/Portola  Avenue.  Similarly,  Modified  Option  2  for  Project  6- 
6,  which  is  discussed  in  detail  separately  later  in  this  document,  also  would  not  change  the  lane 
configuration  at  this  intersection.  Therefore,  the  existing  capacity  at  this  intersection  is 
maintained  and  there  will  be  no  significant  traffic  impact  as  a  result  of  the  implementation  of 
Modified  Project  6-5  and  Project  6-6  Modified  Option  2  Combined. 

Therefore,  the  existing  capacity  at  this  intersection  is  maintained  and  there  will  be  no  significant 
traffic  impact  as  a  result  of  the  implementation  of  Modified  Project  6-5.  Therefore,  significant 
traffic  impact  TR-P6-5a  would  not  occur  at  this  intersection  as  a  result  of  the  implementation  of 
Modified  Project  6-5. 

Intersection  LOS  calculations  were  performed  for  the  AM  and  PM  peak  hour. 
One  study  intersection  is  included  in  Project  6-5  for  the  AM  peak  period. 
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Intersection  37:  Woodside  Avenue/O'Shaughnessy  Boulevard/Portoia  Drive 

The  Woodside  Avenue/O'Shaughnessy  Boulevard/Portola  Drive  intersection  is  common  to 
Projects  6-5  and  6-6  within  the  Cluster  6  area.  Only  one  design  option  is  proposed  under  Project 
6-5.  However,  two  design  options  are  proposed  for  Project  6-6.  For  Project  6-5,  Option  1 
proposes  the  removal  of  an  exclusive  left- turn  lane  in  the  westbound  direction.  For  Project  6-6, 
Option  1  proposes  the  removal  of  a  through  lane  in  the  eastbound  direction.  Option  2  has  the 
same  lane  configuration  as  Existing  (No  Project)  conditions.  The  analysis  below  reflects  the 
combined  impact  of  implementing  Projects  6-5  and  6-6  at  this  intersection.  The  impacts 
resulting  from  the  implementation  of  Project  6-5  alone  will  follow  the  discussion  of  the 
combined  impacts. 

•     Option  1 

Existing  and  Existing  plus  Project  Conditions  for  Projects  6-5  and  6-6  combined  -  AM 
Analysis 

For  combined  Projects  6-5  and  6-6,  under  Existing  conditions,  this  intersection  operates 
at  LOS  E  in  the  AM  Peak  hour  with  60.1  seconds  of  delay.  The  Woodside 
Avenue/O'Shaughnessy  Boulevard/Portola  Drive  intersection  would  operate 
unsatisfactorily  at  LOS  F,  with  more  than  80  seconds  of  delay  under  Existing  plus  Project 
conditions.  The  eastbound  lane  configuration  would  be  modified  from  two  through 
lanes,  one  exclusive  left-turn  lane,  and  one  shared  through-right  turn  lane  to  one 
through  lane,  one  exclusive  left-turn  lane,  and  one  shared  through-right  turn  lane.  The 
westbound  lane  configuration  would  be  modified  from  two  exclusive  left-turn  lanes, 
two  through  lanes,  and  one  exclusive  right-turn  lane  to  one  exclusive  left-turn  lane,  two 
through  lanes,  and  one  exclusive  right-turn  lane.  Due  to  the  reduction  of  capacity  in  the 
eastbound  direction  and  westbound  direction,  there  would  be  an  increase  in  delav  along 
these  approaches.  Because  the  eastbound  and  westbound  critical  movements  at  the 
Woodside  Avenue/O'Shaughnessy  Boulevard/Portola  Drive  intersection  either 
deteriorate  or  would  operate  at  an  unacceptable  LOS  F,  with  more  than  80  seconds  of 
average  delay  under  Existing  plus  Project  condition.s,  a  significant  impact  (Significant 
Impact  TR-P6-5a)  would  occur  at  this  intersection  with  implementation  of  Projects  6-5 
and  6-6  combined  Option  1.  Table  V.6-10,  p.  V.A.3-556,  summarizes  those  results. 
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TABLE  V.6-10 
CLUSTER  6  -  PROJECTS  6-5  AND  6-6 
COMPARISON  OF  LEVEL  OF  SERVICE  (LOS)  AND  AVERAGE  DELAY  FOR  WOODSIDE 
AVENUE/O'SHAUGHNESSY  BOULEVARD/PORTOLA  DRIVE  EXISTING  AND  EXISTING  PLUS 
PROJECT  CONDITIONS  -  WEEKDAY  AM  PEAK  HOUR 

Existing  plus  Project  Option  1 

Existing  plus  Project  Option  2 

Existing 

Project  6-5 

Combined 
Projects  6-5  and 
6-6 

Project  6-5 

Combined 
Projects  6-5  and 
6-6 

Average 
Delay'  LOS" 

Average 
Delay'  LOS" 

Average 
Delay'  LOS" 

Average 
Delay'  LOS" 

Average 
Delay'  LOS" 

60.1  E 

69.8  E 

>80  F 

60.1  E 

Source:     Wilbur  Smith  Associates,  October  2008 
Notes: 

a.  Delay  in  seconds  per  vehicle. 

b.  Intersections  operating  at  LOS  E  or  LOS  F  conditions  highlighted  in  bold. 

Existing  and  Existing  plus  Project  Conditions  for  Projects  6-5  and  6-6  combined  -  PM 
Analysis 

For  combiried  Projects  6-5  and  6-6  in  the  PM  Peak  Hour,  under  Existing  conditions,  this 
intersection  operates  at  LOS  F  with  more  than  80  seconds  of  delay.  The  Woodside 
Avenue/O'Shaughnessy  Boulevard/Portola  Drive  intersection  would  operate 
unsatisfactorily  at  LOS  F,  with  more  than  80  seconds  of  delay  under  Existing  plus  Project 
conditions.  The  eastbound  lane  configuration  would  be  modified  from  two  through 
lanes,  one  exclusive  left-turn  lane,  and  one  shared  through-right  turn  lane  to  one 
through  lane,  one  exclusive  left-turn  lane,  and  one  shared  through-right  turn  lane.  The 
westbound  lane  configuration  would  be  modified  from  two  exclusive  left-turn  lanes, 
two  through  lanes,  and  one  exclusive  right-turn  lane  to  one  exclusive  left-turn  lane,  two 
through  lanes,  and  one  exclusive  right-turn  lane.  Due  to  the  reduction  of  capacity  in  the 
eastbound  direction  and  westbound  direction,  there  would  be  an  increase  in  delay  along 
these  approaches.  Because  the  eastbound  critical  movements  at  the  Woodside 
Avenue/O'Shaughnessy  Boulevard/Portola  Drive  intersection  either  deteriorate  or 
would  operate  at  an  unacceptable  LOS  F,  with  more  than  80  seconds  of  average  delay 
under  Existing  plus  Project  conditions,  a  significant  impact  (Significant  Impact  TR-P6- 
5e)  would  occur  at  this  intersection  with  implementation  of  Projects  6-5  and  6-6 
combined  Option  1.  Table  V.6-11,  p.  V.A.3-557,  summarizes  these  results. 

Existing  and  Existing  plus  Project  Conditions  for  Project  6-5  alone  -  AM  Analysis 

Under  Existing  conditions,  in  the  AM  Peak  hour,  this  intersection  operates  at  LOS  E  with 
60.1  seconds  of  delay.  The  Woodside  Avenue/O'Shaughnessy  Boulevard/Portola  Drive 
intersection  would  operate  unsatisfactorily  at  LOS  E,  with  69.8  seconds  of  average  delay 
under  Existing  plus  Project  conditions.  The  westbound  lane  configuration  would  be 
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modified  from  two  exclusive  left-turn  lanes,  two  through  lanes,  and  one  exclusive  right- 
turn  lane  to  one  exclusive  left-turn  lane,  two  through  lanes,  and  one  exclusive  right-turn 
lane.  Due  to  the  reduction  of  capacity  in  the  westbound  direction,  there  would  be  an 
increase  in  delay  along  this  approach.  Because  the  eastbound  and  westbound  critical 
movements  at  the  Woodside  Avenue/O'Shaughnessy  Boulevard/Portola  Drive 
intersection  either  deteriorate  or  would  operate  at  an  unacceptable  LOS  F,  with  more 
than  80  seconds  of  average  delay  under  Existing  plus  Project  conditions,  a  significant 
impact  (Significant  Impact  TR-P6-5c)  would  occur  at  this  intersection  with 
implementation  of  Project  6-5.  Table  V.6-10,  p.  V.A.3-556,  summarizes  these  results. 

Existing  and  Existing  plus  Project  Conditions  for  Project  6-5  alone  -  PM  Analysis 
For  Project  6-5  by  itself  in  the  PM  Peak  Hour,  under  Existing  conditions,  this  intersection 
operates  at  LOS  F  with  more  than  80  seconds  of  delay.  The  Woodside 
Avenue/O'Shaughnessy  Boulevard/Portola  Drive  intersection  would  operate 
unsatisfactorily  at  LOS  F,  with  more  than  80  seconds  of  average  delay  under  Existing 
plus  Project  conditions.  The  westbound  lane  configuration  would  be  modified  from  two 
exclusive  left-turn  lanes,  two  through  lanes,  and  one  exclusive  right-turn  lane  to  one 
exclusive  left-turn  lane,  two  through  lanes,  and  one  exclusive  right-turn  lane.  Due  to  the 
reduction  of  capacity  in  the  westbound  direction,  there  would  be  an  increase  in  delay 
along  this  approach.  Because  the  eastbound  critical  movement  at  the  Woodside 
Avenue/O'Shaughnessy  Boulevard/Portola  Drive  intersection  either  deteriorates  or 
would  operate  at  an  unacceptable  LOS  F,  with  more  than  80  seconds  of  average  delay 
under  Existing  plus  Project  conditions,  a  significant  impact  (Significant  Impact  TR-P6- 
5g)  would  occur  at  this  intersection  with  implementation  of  Project  6-5.  Table  V.6-1L 
p.  V.A.3-557,  summarizes  these  results. 
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TABLE  V.6-11 
CLUSTER  6 

COMPARISON  OF  LEVEL  OF  SERVICE  (LOS)  AND  AVERAGE  DELAY  FOR  WOODSIDE 
AVENUE/O'SHAUGHNESSY  BOULEVARD/PORTOLA  DRIVE  EXISTING  AND  EXISTING  PLUS 
PROJECT  CONDITIONS  -  WEEKDAY  PM  PEAK  HOUR 


Existing 


Average 
Delay' 


LOS' 


Existing  plus  Project  Option  1 


Project  6-5 


Combined 
Projects  6-5  and 
6-6 


Average 
Delay' 


LOS' 


Average 
Delay' 


LOS' 


Existing  plus  Project  Option  2 


Project  6-5 


Combined 
Projects  6-5  and 
6-6 


Average 
Delay' 


LOS' 


Average 
Delay' 


LOS' 


>80 


>80 


>80 


>80 


Source:     Wilbur  Smith  Associates,  October  2008. 
Notes: 

a.  Delay  in  seconds  per  vehicle. 

b.  Intersections  operating  at  LOS  E  or  LOS  F  conditions  highlighted  in  bold.  

2025  Cumulative  and  2025  Cumulative  plus  Project  Conditions  for  Projects  6-5  and  6-6 
combined  -  AM  Analysis 

For  combined  Projects  6-5  and  6-6,  the  Woodside  Avenue/O'Shaughnessy 
Boulevard/Portola  Drive  intersection  would  operate  unsatisfactorily  at  LOS  F  in  the  AM 
Peak  Hour,  with  more  than  80  seconds  of  average  delay  under  2025  Cumulative 
conditions.  This  intersection  would  operate  unsatisfactorily  at  LOS  F,  with  more  than  80 
seconds  of  delay  under  2025  Cumulative  plus  Project  conditions.  Deterioration  of  the 
eastbound  and  westbound  critical  movements  at  the  Woodside  Avenue/O'Shaughnessy 
Boulevard/Portola  Drive  to  LOS  F,  when  comparing  Existing  plus  Project  to  Existing 
conditions,  is  deemed  a  significant  impact.  As  a  consequence,  a  corresponding  LOS 
deterioration  is  expected,  at  this  intersection  for  2025  Cumulative  plus  Project  when 
compared  to  2025  Cumulative  conditions.  Therefore,  a  significant  impact  (Significant 
Impact  TR-P6-5b)  would  occur  at  this  intersection  with  implementation  of  Projects  6-5 
and  6-6  combined  Option  L  Table  V.6-12,  p.  V.A.3-558,  summarizes  these  results. 
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TABLE  V.6-12 
CLUSTER  6 

COMPARISON  OF  LEVEL  OF  SERVICE  (LOS)  AND  AVERAGE  DELAY  FOR  WOODSIDE 
AVENUE/O'SHAUGHNESSY  BOULEVARD/PORTOLA  DRIVE  2025  CUMULATIVE  AND  2025 
CUMULATIVE  PLUS  PROJECT  CONDITIONS  -  WEEKDAY  AM  PEAK  HOUR 

2025  Cumulative  plus  Project              2025  Cumulative  plus  Project 
Option  1    Option  2 


2025  Cumulative 


Project  6-5 


Combined 
Projects  6-5  and 
6-6 


Project  6-5 


Combined 
Projects  6-5  and 
6-6 


Average  Average  Average  Average  Average 

Delay^      LOS^      Delay^       LOS"       Delay^      LOS"      Delay^      LOS"      Delay^  LOS" 

>80  F  >80  F  >80  F  -  -  >80  F 


Source:     Wilbur  Smith  Associates,  October  2008 
Notes: 

a.  Delay  in  seconds  per  vehicle. 

b.  Intersections  operating  at  LOS  E  or  LOS  F  conditions  highlighted  in  bold.  

2025  Cumulative  and  2025  Cumulative  plus  Project  Conditions  for  Projects  6-5  and  6-6 
combined  -  PM  Analysis 

For  combined  Projects  6-5  and  6-6  in  the  PM  Peak  Hour,  the  Woodside 
Avenue/O'Shaughnessy  Boulevard/Portola  Drive  intersection  would  operate 
unsatisfactorily  at  LOS  F,  with  more  than  80  seconds  of  average  delay  under  2025 
Cumulative  conditions.  This  intersection  would  operate  unsatisfactorily  at  LOS  F,  with 
more  than  80  seconds  of  delay  under  2025  Cumulative  plus  Project  conditions. 
Deterioration  of  the  eastbound  critical  movement  at  Woodside  Avenue/O'Shaughnessy 
Boulevard/Portola  Drive  to  LOS  F,  when  comparing  Existing  plus  Project  to  Existing 
conditions,  is  deemed  a  significant  impact.  As  a  consequence,  a  corresponding  LOS 
deterioration  is  expected,  at  this  intersection  for  2025  Cumulative  plus  Project  when 
compared  to  2025  Cumulative  conditions.  Therefore,  a  significant  impact  (Significant 
Impact  TR-P6-5f)  would  occur  at  this  intersection  with  the  implementation  of  Projects  6- 
5  and  6-6  combined  Option  1.  Table  V.6-13,  p.  V.A.3-559,  summarizes  these  results. 

2025  Cumulative  and  2025  Cumulative  plus  Project  Conditions  for  Project  6-5  alone  - 
AM  Analysis 

For  Project  6-5,  by  itself,  in  the  AM  Peak  Hour,  the  Woodside  Avenue/O'Shaughnessy 
Boulevard/Portola  Drive  intersection  would  operate  unsatisfactorily  at  LOS  F,  with  more 
than  80  seconds  of  average  delay  under  2025  Cumulative  conditions.  This  intersection 
would  operate  unsatisfactorily  at  LOS  F,  with  more  than  80  seconds  oi  dolav  under  2025 
Cumulative  plus  Project  conditions.  The  westbound  lane  configuration  wt>uld  be 
modified  from  two  exclusive  left-turn  lane.s,  two  through  lanes,  and  one  exclusive  right- 
turn  lane  to  one  exclusive  left-turn  lane,  two  through  lanes,  and  oni>  e\i  hisi\  i<  right-Uirn 
lane.  Deterioration  of  the  eastbound  and  weslbouml  crilic.il  nio\  rnu  nts  .it  tin-  Woodside 
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Avenue/O'Shaughnessy  Boulevard/Portola  Drive  for  Existing  plus  Project  to  LOS  F 
relative  to  Existing  conditions  is  deemed  a  significant  impact.  As  a  consequence,  a 
corresponding  LOS  deterioration  is  expected  at  this  intersection,  for  2025  Cumulative 
plus  Project  conditions,  when  compared  to  2025  Cumulative  conditions.  Therefore,  a 
significant  impact  (Significant  Impact  TR-P6-5d)  would  occur  at  this  intersection  with 
the  implementation  of  Projects  6-5.  Table  V.6-12,  p.  V.A.3-558,  summarizes  these  results. 

2025  Cumulative  and  2025  Cumulative  plus  Project  Conditions  for  Project  6-5  alone  - 
PM  Analysis 

For  Project  6-5  by  itself  in  the  PM  Peak  Hour,  the  Woodside  Avenue/O'Shaughnessy 
Boulevard/Portola  Drive  intersection  would  operate  unsatisfactorily  at  LOS  F,  with  more 
than  80  seconds  of  average  delay  under  2025  Cumulative  conditions.  This  intersection 
would  operate  unsatisfactorily  at  LOS  F,  with  more  than  80  seconds  of  delay  under  2025 
Cumulative  plus  Project  conditions.  The  westbound  lane  configuration  would  be 
modified  from  two  exclusive  left-turn  lanes,  two  through  lanes,  and  one  exclusive  right- 
turn  lane  to  one  exclusive  left-turn  lane,  two  through  lanes,  and  one  exclusive  right-turn 
lane.  Deterioration  of  the  eastbound  and  westbound  critical  movements  at  the  Woodside 
Avenue/O'Shaughnessy  Boulevard/Portola  Drive  to  LOS  F,  when  comparing  Existing 
plus  Project  to  Existing  conditions,  is  deemed  a  significant  impact.  As  a  consequence,  a 
corresponding  LOS  deterioration  is  expected,  at  this  intersection  for  2025  Cumulative 
plus  Project  when  compared  to  2025  Cumulative  conditions.  Therefore,  a  significant 
impact  (Significant  Impact  TR-P6-5h)  would  occur  at  this  intersection  with  the 
implementation  of  Projects  6-5.  Table  V.6-13,  p.  V.A.3-559,  summarizes  these  results. 
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TABLE  V.6-13 
CLUSTER  6 

COMPARISON  OF  LEVEL  OF  SERVICE  (LOS)  AND  AVERAGE  DELAY  FOR  WOODSIDE 
AVENUE/O'SHAUGHNESSY  BOULEVARD/PORTOLA  DRIVE  2025  CUMULATIVE  AND  2025 
CUMULATIVE  PLUS  PROJECT  CONDITIONS  -  WEEKDAY  PM  PEAK  HOUR 

2025  Cumulative  plus  Project              2025  Cumulative  plus  Project 
 Option  1    Option  2  


2025  Cumulative 


Project  6-5 


Combined 
Projects  6-5  and 
6-6 


Project  6-5 


Combined 
Projects  6-5  and 
6-6 


Average  Average  Average  Average  Average 

Delay^      LOS"      Delay^       LOS"       Delay^      LOS"      Delay^      LOS"      Delay^  LOS" 

>80  F  >80  F  >80  F  -  -  >80  F 


Source:     Wilbur  Smith  Associates,  October  2008 
Notef: 

a.  Delay  in  seconds  per  vehicle. 

b.  Intersections  operating  at  LOS  E  or  LOS  F  conditions  highlighted  in  bold.  

Option  2 

Existing  and  Existing  plus  Project  Conditions  for  Projects  6-5  and  6-6  combined  -  AM 
Analysis 

Under  Existing  conditions,  this  intersection  operates  at  LOS  E  with  60.1  seconds  of 
delay.  The  Woodside  Avenue/O'Shaughnessy  Boulevard/Portola  Drive  intersection 
would  operate  unsatisfactorily  at  LOS  E,  with  60.1  seconds  of  delay  under  Existing  plus 
Project  conditions.  However,  there  are  no  lane  configuration  adjustments  to  this 
intersection  under  Existing  plus  Project  conditions  relative  to  Existing  conditions. 
Hence,  there  is  no  change  in  LOS  or  delay  at  this  intersection.  Thus,  Projects  6-5  and  6-6 
combined  would  not  cause  a  significant  impact  at  the  Woodside  Avenue/O'Shaughnessy 
Boulevard/Portola  Drive  intersection  under  Existing  plus  Project  conditions  for  the  AM 
Peak  Hour.  Table  V.6-10,  p.  V.A.3-556,  summarizes  these  results. 

Existing  and  Existing  plus  Project  Conditions  for  Projects  6-5  and  6-6  combined  -  PM 
Analysis 

For  the  combined  Project  6-5  and  6-6  in  the  PM  Peak  Hour,  under  Existing  conditions, 
this  intersection  operates  at  LOS  F  with  more  than  80  seconds  of  delay.  The  Woodside 
Avenue/O'Shaughnessy  Boulevard/Portola  Drive  intersection  would  operate 
unsatisfactorily  at  LOS  F,  with  more  than  80  seconds  of  delay  under  Ivxisling  plus  Project 
conditions.  However,  there  are  no  lane  configuration  adjustments  to  this  intersection 
under  Existing  plus  Project  conditions  relative  to  Existing  conditions.  Hence,  there 
would  be  no  change  in  LOS  or  delay  at  this  intersection.  Ihus,  Projects  6-5  and  6-6 
combined    Option   2    would    not   cause   a   significant    impacl    .il    Ihe  Wixnlside 
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Avenue/O'Shaughnessy  Boulevard/Portola  Drive  intersection  under  Existing  plus 
Project  conditions  for  the  PM  Peak  hour.  Table  V.6-11,  p.  V.A.3-557,  summarizes  these 
results. 

2025  Cumulative  and  2025  Cumulative  plus  Project  Conditions  for  Projects  6-5  and  6-6 
combined  -  AM  Analysis 

For  the  combined  Project  6-5  and  6-6,  under  2025  Cumulative  conditions,  this 
intersection  operates  at  LOS  F  with  more  than  80  seconds  of  delay  in  the  AM  Peak  Hour. 
The  Woodside  Avenue/O'Shaughnessy  Boulevard/Portola  Drive  intersection  would 
continue  to  operate  unsatisfactorily  at  LOS  F,  with  more  than  80  seconds  of  delay  under 
2025  Cumulative  plus  Project  conditions.  However,  there  are  no  lane  configuration 
adjustments  to  this  intersection  under  2025  Cumulative  plus  Project  conditions,  relative 
to  2025  Cumulative  conditions.  Hence,  there  would  be  no  change  in  LOS  or  delay  at  this 
intersection.  Thus,  Projects  6-5  and  6-6  combined  Option  2  would  not  cause  a  significant 
impact  at  the  Woodside  Avenue/O'Shaughnessy  Boulevard/Portola  Drive  intersection 
under  2025  Cumulative  plus  Project  conditions  for  the  AM  IVak  hour.  Table  V.6-12, 
p.  V.A.3-558,  summarizes  these  results. 

2025  Cumulative  and  2025  Cumulative  plus  Project  Conditions  for  Projects  6-5  and  6-6 
combined  -  PM  Analysis 

For  the  combined  Project  6-5  and  6-6  in  the  PM  Peak  Hour,  under  2025  Cumulative 
conditions,  this  intersection  operates  at  LOS  F  with  more  than  80  seconds  of  delay.  The 
Woodside  Avenue/O'Shaughnessy  Boulevard/Portola  Drive  intersection  would  continue 
to  operate  unsatisfactorily  at  LOS  F,  with  more  than  80  seconds  of  delay  under  2025 
Cumulative  plus  Project  conditions.  However,  there  are  no  lane  configuration 
adjustments  to  this  intersection  under  2025  Cumulative  plus  Project  conditions  relative 
to  2025  Cumulative  conditions.  Hence,  there  would  be  no  change  in  LOS  or  delay  at  this 
intersection.  I  hus,  Projects  6-5  and  6-6  combined  Option  2  would  not  cause  a  significant 
impact  at  the  Woodside  Avenue/O'Shaughnessy  Boulevard/Portola  Drive  intersection 
under  2025  Cumulative  plus  Project  conditions  for  the  PM  peak  hour.  Table  V.6-13, 
p.  V.A.3-559,  summarizes  these  results. 
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Intersection  38:  Burnett  Street/Clipper  Street/Portola  Drive 
•    Option  1 

Existing  and  Existing  plus  Project  Conditions  for  Projects  6-2  and  6-5  combined 

Please  see  Project  6-2  discussion  on  p.  V.A.3-539 

Existing  and  Existing  plus  Project  Conditions  for  Project  6-5  alone 

For  Project  6-5  by  itself,  under  Existing  conditions,  this  intersection  operates  at  LOS  D 
v/ith  49.6  seconds  of  delay.  The  Burnett  Avenue/Clipper  Street/Portola  Drive  intersection 
would  operate  satisfactorily  at  LOS  D,  with  50.5  seconds  of  average  delay  under  Existing 
plus  Project  conditions.  The  westbound  lane  configuration  would  be  modified  from  one 
exclusive  left-turn  lane,  two  through  lanes  and  a  shared  through-right  lane  to  one 
exclusive  left-turn  lane,  two  through  lanes  and  one  shared  through-right  lane.  No  lane 
configuration  changes  are  proposed  for  the  other  approaches  relative  to  Existing 
conditions.  Due  to  the  reduction  of  capacity  in  the  westbound  direction,  there  would  be 
an  increase  in  delay  along  this  approach.  Since  the  intersection  continues  to  operate  at  an 
acceptable  LOS  under  Existing  plus  Project  conditions,  no  significant  impacts  would 
occur  at  the  Burnett  Avenue/Clipper  Street/Portola  Drive  with  the  implementation  of 
Project  6-5.  Table  V.6-14,  p.  V.A.3-563,  summarizes  these  results. 

2025  Cumulative  and  2025  Cumulative  plus  Project  Conditions  for  Projects  6-2  and  6-5 
combined 

Please  see  Project  6-2  discussion  on  p.  V.A.3-539 

2025  Cumulative  and  2025  Cumulative  plus  Project  Conditions  for  Project  6-5  alone 

For  Project  6-5  by  itself  in  the  PM  Peak  Hour,  the  Burnett  Avenue/Clipper  Street/Portola 
Drive  intersection  would  operate  unsatisfactorily  at  LOS  E,  with  70.1  seconds  of  average 
delay  under  2025  Cumulative  conditions.  Under  2025  Cumulative  plus  Project 
conditions,  this  intersection  would  operate  unsatisfactorily  at  LOS  E,  with  71.4  seconds 
of  delay.  The  westbound  lane  configuration  would  be  modified  from  one  exclusive  left- 
turn  lane,  two  through  lanes  and  a  shared  through-right  lane  to  one  exclusive  left-turn 
lane,  two  through  lanes  and  one  shared  through-right  lane.  No  lane  configuration 
changes  are  proposed  for  the  other  approaches  relative  to  Existing  conditions.  Due  to  the 
reduction  of  capacity  in  the  westbound  direction,  there  would  be  an  increase  in  delay 
along  this  approach.  Since  there  is  no  change  in  LOS  for  the  westbound  critical 
movements  under  Existing  plus  Project  conditions,  a  significant  impact  (Significant 
Impact  TR-P6-5i)  would  occur  at  the  Burnett  Avenue/Clipper  Streel/Porlola  Drive 
intersection  with  the  implementation  of  Project  6-5.  Table  V.6-15,  p.  V.A.3-564, 
summarizes  these  results. 
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Option  2 

Existing  and  Existing  plus  Project  Conditions  for  Projects  6-2  and  6-5  combined 

Please  see  Project  6-2  discussion  on  p.  V.A.3-539 

2025  Cumulative  and  2025  Cumulative  plus  Project  Conditions  for  Projects  6-2  and  6-5 
combined 

Please  see  Project  6-2  discussion  on  p.  V.A.3-539 


TABLE  V.6-14 
CLUSTER  6 

COMPARISON  OF  LEVEL  OF  SERVICE  (LOS)  AND  AVERAGE  DELAY  FOR  BURNETT 
AVENUE/CLIPPER  STREET/PORTOLA  DRIVE  EXISTING  AND  EXISTING  PLUS  PROJECT 

CONDITIONS  -  WEEKDAY  PM  PEAK  HOUR 


Existing  plus  Project  Option  1 


Existing  plus  Project  Option  2 


Existing 


Project  6-5 


Combined 
Projects  6-2  and 
6-5 


Project  6-5 


Combined 
Projects  6-2  and 
6-5 


Average 
Delay^ 


LOS' 


Average 
Delay^ 


LOS' 


Average 
Delay^ 


LOS' 


Average 
Delay^ 


LOS' 


Average 
Delay^ 


LOS' 


49.6 


D 


50.5 


D 


>80 


49.6 


D 


Source:  Wilbur  Smith  Associatef,  October  2008 
Notef: 

a.  Delay  in  seconds  per  vehicle. 

b.  Intersections  operating  at  LOS  E  or  LOS  F  conditions  highlighted  in  bold. 
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TABLE  V.6-15 
CLUSTERS 

COMPARISON  OF  LEVEL  OF  SERVICE  (LOS)  AND  AVERAGE  DELAY  FOR  BURNETT 
AVENUE/CLIPPER  STREET/PORTOLA  DRIVE  2025  CUMULATIVE  AND  2025  CUMULATIVE  PLUS 
PROJECT  CONDITIONS  -  WEEKDAY  PM  PEAK  HOUR 


2025  Cumulative 


Average 
Delay^ 


LOS' 


2025  Cumulative  plus  Project 
Option  1 


Project  6-5 


Combined 
Projects  6-2 
and  6-5 


Average 
Delay^ 


LOS' 


Average 
Delay^ 


LOS° 


2025  Cumulative  plus  Project 
Option  2 


Project  6-5 


Combined 
Projects  6-2 
and  6-5 


Average 
Delay^ 


LOS' 


Average 
Delay^ 


LOS' 


70.1 


71.4 


>80 


70.1 


Source:         Wilbur  Smith  Associates,  October  2008 
Notes: 

a.     Delay  in  seconds  per  vehicle. 
 b.     Intersections  operating  at  LOS  E  or  LOS  F  conditions  highlighted  in  bold.  

Significant  Impact  TR-P6-5a  (Projects  6-5  and  6-6  combined): 

The  intersection  of  Woodside  Avenue/O'Shaughnessy  Boulevard/Portola  Drive  would  operate 
at  LOS  F  under  Existing  plus  Project  conditions  for  Option  1  in  the  AM  peak  hour. 

Under  Existing  conditions,  the  Woodside  Avenue/O'Shaughnessy  Boulevard/I^ortola  Drive 
intersection  operates  at  LOS  E  with  60.1  seconds  of  delay  for  the  AM  peak  hour.  However, 
under  Existing  plus  Project  conditions  for  Option  1,  the  Woodside  Avenue/O'Shaughnessy 
Boulevard/Portola  Drive  intersection  would  operate  at  LOS  F  with  a  delay  of  more  than  80 
seconds  as  a  result  of  the  lane  configuration  changes  in  the  eastbound  and  westbound 
directions  on  Portola  Drive.  Because  the  eastbound  and  westbound  critical  movements 
deteriorate  for  Option  1  with  a  corresponding  deterioration  in  the  V/C  ratio  tor  these 
movements,  a  significant  impact  would  occur  at  this  intersection  with  the  implementation  of 
Project  6-5  for  the  AM  peak  hour. 

Significant  Impact  TR-P6-5h  (Projects  6-5  and  6-6  combined): 

The  intersection  of  Woodside  Avenue/O'Shaughnessy  Boulevard/I'ortola  Drive  w  oiiKI  t>pi'rate 
at  LOS  F  under  2025  Cumulative  plus  Project  conditions  for  Option  I  in  tbo  AM  peak  hour. 
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Under  2025  Cumulative  conditions,  the  Woodside  Avenue/O'Shaughnessy  Boulevard/Portola 
Drive  intersection  operates  at  LOS  F  with  more  than  80  seconds  of  delay  for  the  AM  peak  hour. 
However,  under  2025  Cumulative  plus  Project  conditions  for  Option  1,  the  Woodside 
Avenue/O'Shaughnessy  Boulevard/Portola  Drive  intersection  would  operate  at  LOS  F  with  a 
delay  of  more  than  80  seconds  as  a  result  of  the  lane  configuration  changes  in  the  eastbound 
and  westbound  directions  on  Portola  Drive.  Because  the  eastbound  and  westbound  critical 
movements  deteriorate  for  Option  1  with  a  corresponding  deterioration  in  the  V/C  ratio  for 
these  movements,  a  significant  impact  would  occur  at  this  intersection  with  the  implementation 
of  Project  6-5  for  the  AM  peak  hour. 

Significant  Impact  TR-P6-5c: 

Under  Existing  conditions,  the  Woodside  Avenue/O'Shaughnessy  Boulevard/Portola  Drive 
intersection  operates  at  LOS  E  with  60.1  seconds  of  delay  for  the  AM  peak  hour.  However, 
under  Existing  plus  Project  conditions  for  Option  1,  the  Woodside  Avenue/O'Shaughnessy 
Boulevard/Portola  Drive  intersection  would  operate  at  LOS  F  with  a  delay  of  more  than  80 
seconds  as  a  result  of  the  lane  configuration  changes  in  the  eastbound  and  westbound 
directions  on  Portola  Drive.  Because  the  eastbound  and  westbound  critical  movements 
deteriorate  for  Option  1  with  a  corresponding  deterioration  in  the  V/C  ratio  for  these 
movements,  a  significant  impact  would  occur  in  the  AM  peak  hour  at  the  Woodside 
Avenue/O'Shaughnessy  Boulevard/Portola  Drive  intersection  with  the  implementation  of 
Project  6-5. 

Significant  Impact  TR-P6-5d: 

The  intersection  of  Woodside  Avenue/O'Shaughnessy  Boulevard/Portola  Drive  would  operate 
at  LOS  F  under  2025  Cumulative  plus  Project  conditions  for  Option  L 

Under  2025  Cumulative  conditions,  the  Woodside  Avenue/O'Shaughnessy  Boulevard/Portola 
Drive  intersection  operates  at  LOS  F  with  more  than  80  seconds  of  delay  for  the  AM  peak  hour. 
However,  under  Existing  plus  Project  conditions  for  Option  1,  the  Woodside 
Avenue/O'Shaughnessy  Boulevard/Portola  Drive  intersection  would  operate  at  LOS  F  with  a 
delay  of  more  than  80  seconds  as  a  result  of  the  lane  configuration  changes  in  the  eastbound 
and  westbound  directions  on  Portola  Drive.  Because  the  eastbound  and  westbound  critical 
movements  deteriorate  for  Option  1  with  a  corresponding  deterioration  in  the  V/C  ratio  for 
these  movements,  a  significant  impact  would  occur  at  this  intersection  with  the  implementation 
of  Project  6-5. 
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Significant  Impact  TR-P6-5e  (Projects  6-5  and  6-6  combined): 

Under  Existing  conditions,  the  Woodside  Avenue/O'Shaughnessy  Boulevard/Portola  Drive 
intersection  operates  at  LOS  F  with  more  than  80  seconds  of  delay.  Under  Existing  plus  Project 
conditions  for  Option  1,  the  Woodside  Avenue/O'Shaughnessy  Boulevard/Portola  Drive 
intersection  would  operate  at  LOS  F  with  a  delay  of  more  than  80  seconds  as  a  result  of  the  lane 
configuration  changes  in  the  eastbound  and  westbound  directions  on  Portola  Drive.  Because  the 
eastbound  and  westbound  critical  movements  deteriorate  for  Option  1  with  a  corresponding 
deterioration  in  the  V/C  ratio  for  these  movements,  a  significant  impact  would  occur  at  this 
intersection  with  the  implementation  of  Projects  6-5  and  Project  6-6  Option  1  combined. 

Significant  Impact  TR-P6-5f  (Projects  6-5  and  6-6  combined): 

Under  2025  Cumulative  conditions,  the  Woodside  Avenue/O'Shaughnessy  Boulevard/Portola 
Drive  intersection  operates  at  LOS  F  with  more  than  80  seconds  of  delay.  Under  2025 
Cumulative  plus  Project  conditions  for  Option  1,  the  Woodside  Avenue/O'Shaughnessy 
Boulevard/Portola  Drive  intersection  would  operate  at  LOS  F  with  a  delay  of  more  than  80 
seconds  as  a  result  of  the  lane  configuration  changes  in  the  eastbound  and  westbound 
directions  on  Portola  Drive.  Because  the  eastbound  and  westbound  critical  movements 
deteriorate  for  Option  1  with  a  corresponding  deterioration  in  the  V/C  ratio  tor  these 
movements,  a  significant  impact  would  occur  at  this  intersection  with  the  implementation  of 
Projects  6-5  and  Project  6-6  Option  1  combined 

Significant  Impact  TR-P6-5g: 

Under  Existing  conditions,  the  Woodside  Avenue/O'Shaughnessy  Boulevard/Portola  Drive 
intersection  operates  at  LOS  F  with  more  than  80  seconds  of  delay.  Under  Existing  plus  Project 
conditions  for  Option  1,  the  Woodside  Avenue/O'Shaughnessy  Boulevard/Portola  Drive 
intersection  would  operate  at  LOS  F  with  a  delay  of  more  than  80  seconds  as  a  result  of  the  lane 
configuration  changes  in  the  westbound  direction  on  Portola  Drive.  Because  the  eastbound  and 
westbound  critical  movements  deteriorate  for  Option  1  with  a  corresponding  deterioration  in 
the  V/C  ratio  for  these  movements,  a  significant  impact  would  occur  at  this  intersection  with  the 
implementation  of  Project  6-5. 

Significant  Impact  TR-P6-5h: 

Under  2025  Cumulative  conditions,  the  Woodside  Avenue/O'Shaughnessy  Boulevard/l'orlola 
Drive  intersection  operates  at  LOS  F  with  more  than  SO  seconds  o(  lielay.  Under  2025 
Cumulative  plus  Project  conditions  for  Option   1,  the  Woodside  Avenue/O'Shaughnessy 
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Boulevard/Portola  Drive  intersection  would  operate  at  LOS  F  with  a  delay  of  more  than  80 
seconds  as  a  result  of  the  lane  configuration  changes  in  the  westbound  direction  on  Portola 
Drive.  Because  the  eastbound  and  westbound  critical  movements  deteriorate  for  Option  1  with 
a  corresponding  deterioration  in  the  V/C  ratio  for  these  movements,  a  significant  impact  would 
occur  at  this  intersection  with  the  implementation  of  Project  6-5. 

Significant  Impact  TR-P6-5i: 

Under  Cumulative  conditions,  the  Burnett  Avenue/Clipper  Street/Portola  Avenue  intersection 
operates  at  LOS  E  with  70.1  seconds  of  delay.  Under  2025  Cumulative  plus  Project  conditions 
for  Option  1,  the  Burnett  Avenue/Clipper  Street/Portola  Drive  intersection  would  operate  at 
LOS  F  with  a  delay  of  more  than  80  seconds  as  a  result  of  the  lane  configuration  changes  in  the 
westbound  direction  on  Portola  Drive.  Because  the  eastbound  and  westbound  critical 
movements  deteriorate  for  Option  1  with  a  corresponding  deterioration  in  the  V/C  ratio  for 
these  movements,  a  significant  impact  would  occur  at  this  intersection  with  the  implementation 
of  Project  6-5. 

TRANSIT 

As  described  in  the  Traffic  impact  analysis  above,  Modified  Project  6-5  would  not  remove  any 
^         traffic  lanes  on  the  approach  to  the  Woodside  Avenue/O'Shaughnessy  Boulevard/Portola 
Avenue  intersection.  Therefore,  Modified  Project  6-5  would  not  have  a  significant  impact  on 
Transit. 

This  project  would  establish  bus  zones  on  Portola  Drive  at  the  existing  pole  stop  locations  listed 
below. 

•  South  side,  from  575  feet  to  625  feet  east  of  O'Shaughnessy  Boulevard  (mid-block); 

•  South  side,  from  Glenview  Drive  to  80  feet  easterly  (far  side,  southeast  comer); 

•  North  side,  from  the  east  end  of  the  driveway  of  110  Portola  Drive  to  80  feet  easterly 
^  (mid-block); 

•  North  side,  from  Burnett  Avenue  to  80  feet  westerly  (far  side,  northwest  comer);  and 

•  North  side,  from  Glenview  Drive  to  80  feet  westerly  (far  side,  northwest  corner). 

The  conversion  of  existing  pole  stops  to  bus  zones  would  not  cause  a  significant  impact 
to  traffic  or  transit  operations  because  transit  is  currently  stopping  at  each  of  these 
locations,  and  at  all  but  one  of  the  locations  (the  third  item  above,  north  side,  east  of  110 
Portola  Drive),  parking  is  already  prohibited  so  these  pole  stops  function  currently  as  de 
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facto  bus  zones.  Therefore,  there  would  be  no  significant  impact  to  transit  operations  as 
a  result  of  the  implementation  of  Modified  Project  6-5.  However,  in  taking  a 
conservative  approach  for  2025  Cumulative  plus  Project  conditions  the  following  transit 
impacts  would  still  occur  with  the  implementation  of  Project  6-2  Segment  I  Option  1 
and  Segment  II  Option  2  (now  the  only  option  for  this  segment).  Modified  Project  6-5 
and  Project  6-6  Modified  Option  2  Combined:  Significant  Impact  TR-P6-5j  on  Muni  bus 
route  48  and  Significant  Impact  TR-6-5k  on  Muni  bus  route  52. 

In  addition  to  the  above  supplemental  text  for  Project  6-5,  pages  V.A. 3-554  to  V. A. 3-571  of  the 
Draft  EIR  for  Project  6-5  are  revised  as  presented  below.  Analysis  for  individual  Project  6-5  was 
placed  in  an  incorrect  order  with  respect  to  combined  project  analysis.  The  text  has  been 
reorganized  to  better  present  the  analysis  with  respect  to  the  impacts  resulting  from  individual 
Project  6-5. 

Muni  bus  lines  37,  48,  and  52  operate  along  portions  of  Portola  Drive  between  Corbett  Avenue 
and  O'Shaughnessy  Boulevard.  Muni  bus  line  37  runs  in  the  westbound  direction  between 
Glenview  Drive  and  Corbett  Avenue  with  approximately  four  buses  westbound  during  the  AM 
and  PM  peak  periods.  Muni  bus  lines  48  and  52  operate  in  both  directions  between 
O'Shaughnessy  Boulevard  and  Burnett  Avenue  with  approximately  nine  buses  each  way 
during  the  AM  and  PM  peak  period  and  eight  buses  each  way  during  the  PM  peak  period.  The 
segment  between  Glenview  Drive  and  Burnett  Avenue  has  the  highest  transit  activitv  \n  ilh 
approximately  13  westbound  buses  and  nine  eastbound  buses  during  the  AM  peak  period  and 
nine  buses  each  way  during  the  PM  peak  period.  There  is  one  westbound  and  two  eastbound 
bus  stops  along  this  segment. 

Project  6-5  shares  common  intersections  with  Project  6-2:  Clipper  Street  Bicycle  Lanes,  Douglass 
Street  to  Portola  Drive  (Intersection  38:  Burnett  Avenue/Clipper  Street/Portola  Drive)  and  w  ith 
Project  6-6:  Portola  Drive  Bicycle  Lanes,  O'Shaughnessy  Boulevard/Woodside  Avenue  to  Sloat 
Boulevard/St.  Francis  Boulevard  (Intersection  37:  Woodsido  Avenue/O'Shaughnessy 
Boulevard/Portola  Drive).  The  transit  delay  analysis  below  (Projects  6-2,  6-5,  and  6-6  combined) 
reflects  the  combined  impact  of  Projects  6-2,  6-5,  and  6-6  modifications  to  tlu-  lUiriuMt 
Avenue/Clipper  Street/Portola  Drive  and  Woodside  Avenue/O'Shaughnessy  Boulevard/Portola 
Drive  intersections  on  transit  delay.  This  analysis  is  followed  by  Ihe  transit  di>la\  analysis  for 
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(Projects  6-5  and  6-6  combined)  for  the  combined  impact  of  Projects  6-5  and  6-6  modifications  to 
the  Woodside  Avenue/O'Shaughnessy  Boulevard/Portola  Drive  intersection  on  transit  delay. 
The  impacts  resulting  from  the  implementation  of  Project  6-5  without  Projects  6-2  and  6-6 
modifications  to  the  tv^'o  intersections  will  follow. 

Existing  plus  Project  Conditions  (Projects  6-2,  6-5,  and  6-6  Combined) 

With  Projects  6-2,  6-5,  and  6-6  combined  under  Existing  plus  Project  conditions,  approximately 
31  seconds  of  delay  would  be  added  in  the  eastbound  direction;  delay  would  be  decreased  in 
the  westbound  direction  by  approximately  132  seconds  for  each  bus  line  for  the  PM  peak 
period.  The  headways  for  Muni  bus  lines  37,  48,  and  52  in  the  PM  peak  period  are  15,  12  and  15 
minutes,  respectively;  no  total  delay  would  be  added  with  Project  6-5.  Therefore,  a  significant 
transit  impact  would  not  occur  with  the  implementation  of  Projects  6-2,  6-5,  and  6-6  combined 
under  Existing  plus  Project  conditions. 

2025  Cumulative  and  2025  Cumulative  plus  Project  Conditions  (Projects  6-2,  6-5,  and  6-6 
Combined) 

With  Projects  6-2,  6-5,  and  6-6  combined  under  2025  Cumulative  plus  Project  conditions, 
approximately  202  seconds  (3.4  minutes)  of  delay  would  be  added  eastbound  and 
approximately  428  seconds  (7.1  minutes)  of  delay  added  westbound  for  the  PM  peak  period. 
The  total  added  delay  for  Muni  bus  line  37,  which  operates  only  in  the  eastbound  direction,  is 
202  seconds  (3.4  minutes)  and  would  be  less  than  the  transit  delay  threshold  of  6  minutes.  For 
Muni  bus  lines  48  and  52,  the  total  added  delay  of  630  seconds  (10.5  minutes)  would  be  greater 
than  the  transit  delay  threshold  of  6  minutes.  Therefore,  a  significant  transit  impact  would 
result  to  Muni  bus  lines  48  and  52  with  implementation  of  Projects  6-2,  6-5,  and  6-6  combined 
under  2025  Cumulative  plus  Project  conditions. 

COMBINED  PROJECTS  DISCUSSION 

The  transit  delay  analysis  below  (Projects  6-5  and  6-6  combined)  reflects  the  combined  impact  of 
Projects  6-5  and  6-6  modifications  to  the  Woodside  Avenue/O'Shaughnessy  Boulevard/Portola 
Drive  intersection  on  transit  delay. 

Existing  and  Existing  plus  Project  Conditions  for  Projects  6-2  and  6-5  combined 

Please  see  Project  6-2  discussion  on  p.  V. A. 3-539 
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2025  Cumulative  and  2025  Cumulative  plus  Project  Conditions  for  Projects  6-2  and  6-5 
combined 

Please  see  Project  6-2  discussion  on  p.  V.A.3-539. 
Option  1 

Existing  plus  Project  Conditions  (Projects  6-5  and  6-6  Combined) 

With  Option  1  under  Existing  plus  Project  conditions,  approximately  35  seconds  of  delay 
would  be  added  in  the  eastbound  direction  for  the  PM  peak  hour.  This  added  delay 
would  result  from  the  removal  of  a  travel  lane  in  the  eastbound  direction  between 
Evelyn  Way  and  Woodside/O'Shaughnessy  Boulevard  and  delays  caused  by  eastbound 
bus  line  48  stopping  in  the  travel  lane  for  passenger  loading/unloading  at  the  bus  stop 
on  the  nearside  of  the  Portola  Drive/O'Shaughnessy  Boulevard  intersection.  The 
headways  for  Muni  bus  lines  36,  43,  and  48  are  20,  10  and  12  minutes,  respectively;  the 
total  added  delay  of  35  seconds  would  be  less  than  the  transit  delay  threshold  of  6 
minutes.  Therefore,  a  significant  transit  impact  would  not  occur  with  the 
implementation  of  Projects  6-5  and  6-6  combined  Option  1  under  Existing  plus  Project 
conditions. 

2025  Cumulative  and  2025  Cumulative  plus  Project  Conditions  (Projects  6-5  and  6-6 
Combined) 

With  Option  1  under  2025  Cumulative  plus  Project  conditions,  approximately  212 
seconds  (3.5  minutes)  of  delay  would  be  added  in  the  eastbound  direction  for  the  PM 
peak  hour.  This  added  delay  would  result  from  the  removal  of  a  travel  lane  in  the 
eastbound  direction  between  Evelyn  Way  and  Woodside/O'Shaughnessy  Boulevard  and 
delays  caused  by  eastbound  bus  line  48  stopping  in  the  travel  lane  for  passenger 
loading/unloading  at  the  bus  stop  on  the  nearside  of  the  Portola  Drive/O'Shaughnessy 
Boulevard  intersection.  The  headways  for  Muni  bus  lines  36,  43,  and  48  are  20,  10  and  12 
minutes,  respectively;  the  total  added  delay  of  212  seconds  (3.5  minutes)  would  be  less 
than  the  transit  delay  threshold  of  6  minutes.  Therefore,  a  significant  transit  impact 
would  not  occur  with  the  implementation  of  Projects  6-5  and  6-6  combined  Option  1 
under  2025  Cumulative  plus  Project  conditions. 

Existing  and  Existing  plus  Project  Conditions  for  Project  6-5  alone 

With  Project  6-5  under  Existing  plus  Project  conditions,  approximately  31  seconds  of 
delay  would  be  added  in  the  eastbound  direction;  delay  would  be  decreased  in  the 
westbound  direction  by  approximately  132  seconds  for  each  bus  line  for  the  PM  Peak 
hour.  The  headways  for  Muni  bus  lines  37,  48,  and  52  in  the  PM  peak  period  are  15,  12 
and  15  minutes,  respectively;  no  total  delay  would  be  added  with  Project  6-5.  Therefore, 
a  significant  transit  impact  would  not  occur  with  the  impleniiMit.itii>n  of  Project  b-5 
under  Existing  plus  Project  conditions. 


V.  Environmental  Setting  and  Impacts  and  Mitigation  Measures 

A.  Transportation 
3.         Project-Level  Analysis 

2025  Cumulative  and  2025  Cumulative  plus  Project  Conditions  for  Project  6-5  alone 

With  Project  6-5  under  2025  Cumulative  plus  Project  conditions,  approximately  202 
seconds  (3.4  minutes)  of  delay  would  be  added  eastbound  and  approximately  428 
seconds  (7.1  minutes)  of  delay  added  westbound  for  the  PM  peak  period.  The  total 
added  delay  for  Muni  bus  line  37,  which  operates  only  in  the  eastbound  direction, 
would  be  less  than  the  transit  delay  threshold  of  6  minutes.  For  Muni  bus  lines  48  and 
52,  the  total  added  delay  of  630  seconds  (10.5  minutes)  would  be  greater  than  the  transit 
delay  threshold  of  6  minutes.  Therefore,  a  significant  transit  impact  (Significant  Impact 
TR-P6-5j  and  TR-P6-5k)  would  result  to  Muni  bus  lines  48  and  52  with  implementation 
of  Project  6-5  under  2025  Cumulative  plus  Project  conditions. 

•    Option  2 

Existing  and  Existing  plus  Project  Conditions  for  Projects  6-5  and  6-6  combined 

With  Option  2  no  travel  lanes  would  be  removed;  impacts  on  transit  service  resulting 
from  narrowing  of  travel  lanes  would  be  minor.  Therefore,  there  would  be  no  significant 
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impacts  with  Projects  6-5  and  6-6  combined  Option  2  under  Existing  plus  Project 
conditions. 

2025  Cumulative  and  2025  Cumulative  plus  Project  Conditions  for  Projects  6-5  and  6-6 
combined 

With  Option  2  no  travel  lanes  w^ould  be  removed;  impacts  on  transit  service  resulting 
from  narrovv^ing  of  travel  lanes  w^ould  be  minor.  Therefore,  there  would  be  no  significant 
impacts  with  Projects  6-5  and  6-6  combined  Option  2  under  2025  Cumulative  plus 
Project  conditions. 

Since  there  are  no  significant  transit  impacts  under  Existing  plus  Project  and  2025 
Cumulative  plus  Project  conditions  for  either  Option  1  or  Option  2  of  Projects  6-5  and  6- 
6  combined,  there  would  be  no  significant  transit  impact  from  individual  Project  6-6. 

Significant  Impact  TR-P6-5j  (Projects  6-2,  6-5,  and  6-6  combined): 

Muni  bus  line  48  would  experience  significant  delays  under  2025  Cumulative  plus  Project 
conditions  with  Projects  6-2,  6-5,  and  6-6  combined,  under  Option  1 . 

Significant  Impact  TR-P6-5k  (Projects  6-2,  6-5,  and  6-6  combined): 

Muni  bus  line  52  would  experience  significant  delays  under  2025  Cumulative  plus  Project 
conditions  with  Projects  6-2,  6-5,  and  6-6  combined,  under  Option  1. 

PARKING 

Modified  Project  6-5  would  remove  a  total  of  four  parking  spaces  relative  to  the  existing 
condition.  The  Draft  EIR  analyzed  a  parking  gain  of  15  parking  spaces.  This  project  would  not 
add  approximately  15  parking  spaces,  as  analyzed  in  the  Draft  EIR,  and  would  therefore  have  a 
net  total  parking  loss  of  four  spaces.  The  revised  project  would  remove  approximately  four 
parking  spaces  on  the  west  side  of  Portola  Drive  south  of  Corbett  Avenue,  where  parking 
occupancy  is  relatively  moderate.  There  are  approximately  60  parking  spaces  on  both  sides  of 
Portola  Drive  between  Corbett  and  Burnett  Avenues  as  noted  on  p.  V. A. 3-571  ot  the  Draft  FIR. 

In  San  Francisco,  parking  supply  is  not  considered  a  permanent  physical  condilii>n,  aiul  changes 
in  the  parking  supply  would  not  be  a  significant  environmental  impact  as  under  the  CF.QA  but 
rather  a  social  effect.  The  loss  of  parking  may  cause  potential,  indirect  physical  effects,  which 
would  include  cars  circling  and  looking  for  a  parking  space  on  neighboring  stnnMs  I  In- 
secondary  effects  of  drivers  searching  for  parking  is  typically  offset  by  a  roductiiMi  in  m  IikU" 
trips  due  to  others  who  are  aware  of  constrained  parking  conditions  in  a  gi\  eii  .irr.i  1  U  tui-  .mu 
secondary  environmental  impacts  that  may  result  from  a  shortfall  in  parking  in  the  \iunit\  ol 
Project  6-5  would  be  minor.  The  changes  in  on-streel  parking  also  would  not  cause  an) 
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secondary  physical  impacts,  such  as  traffic  congestion,  air  quality  impacts,  or  noise  impacts 
caused  by  congestion.  Therefore,  there  would  be  no  significant  parking  impacts  as  a  result  of 
the  implementation  of  Modified  Project  6-5. 

There  are  a  total  of  approximately  60  on-street  parking  spaces  on  both  sides  of  Portola  Drive 
between  Corbett  and  Burnett  Avenues.  On-street  parking  is  not  permitted  on  either  side  of  the 
remaining  portion  of  Portola  Drive  between  Burnett  Avenue/Diamond  Heights  Boulevard  and 
O'Shaughnessy  Boulevard.  Project  6-5  would  remove  approximately  four  on-street  parking 
spaces  on  the  west  side  of  Portola  Drive  on  the  far-side  of  Corbett  Avenue,  at  a  location  where 
parking  occupancy  is  relatively  moderate.  Project  6-5  would  also  revoke  the  Tow-Away  No 
Stopping  Anytime  zone  on  the  west  side  of  Portola  Drive  on  the  nearside  of  Burnett  Avenue 
and  add  15  on-street  parking  spaces  at  this  location.  As  a  result  of  Project  6-5,  a  net  total  of  11 
spaces  would  be  gained.  Therefore,  there  would  be  no  significant  parking  impacts  resulting 
from  the  implementation  of  Project  6-5. 

PEDESTRIAN 

Pedestrian  volumes  are  generally  low,  and  there  would  be  no  changes  in  sidewalk  width  or 
crosswalk  layout.  The  interactions  between  pedestrians  and  bicyclists  would  not  change  as  a 
result  of  Project  6-5.  Therefore,  there  would  be  no  pedestrian  impacts  as  a  result  of  Project  6-5. 

BICYCLE 

Bicyclists  would  benefit  from  the  installation  of  bicycle  lanes  with  the  designation  of  a  clear 
right-of-way  for  their  use.  Hence,  Project  6-5  would  not  have  a  significant  impact  on  cyclists  but 
could  have  the  beneficial  effect  of  improving  roadway  conditions  and  safety  for  bicyclists. 

LOADING 

This  segment  of  Portola  Drive  has  mostly  residential  buildings,  except  near  O'Shaughnessy 
Boulevard  where  there  are  commercial  uses.  On  the  south  side  of  Portola  Drive,  retail 
businesses  are  located  behind  a  row  of  metered  parking,  and  loading  activities  occur  within  the 
parking  lot  area  and  would  not  be  affected  by  the  proposed  bicycle  lane.  While  there  are 
relatively  high  volumes  of  vehicular  traffic  to  and  from  the  side  streets,  their  access  is  regulated 
by  traffic  signals  and  would  not  conflict  with  bicycle  traffic  along  Portola  Drive.  Therefore, 
there  would  be  no  significant  loading  impacts  as  a  result  of  Project  6-5. 
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PROJECT  6-6:  PORTOLA  DRIVE  BICYCLE  LANES,  O'SHAUGHNESS  Y 
BOULEVARDyWOODSIDE  AVENUE  TO  SLOAT  BOULEVARD/ST.  FRANCIS  BOULEVARD 

There  are  two  options  for  the  portion  of  Portola  Drive  betvv^een  Sloat  and  St.  Francis  Boulevards 
and  O'Shaughnessy  Boulevard  and  Woodside  Avenue. 

Project  6-6  Modified  Option  2  would  install  Class  II  bicycle  lanes  on  Portola  Drive  in  the 
northeast  direction  by  narrowing  the  travel  lanes  and  by  removing  approximately  six  parking 
spaces  on  the  south  side  of  Portola  Drive  along  the  traffic  island  at  Miraloma  Drive.  A 
combination  of  Class  II  and  Class  III  bicycle  facilities  would  be  provided  on  Portola  Drive  in  the 
southwest  direction  by  removing  one  left-turn  lane  at  Fowler  Avenue  and  by  narrowing  travel 
lanes.  The  preferred  project  is  referred  to  as  Modified  Option  2.  Sharrows  would  be  installed  to 
the  existing  Class  III  bicycle  route  in  the  southwest  direction  on  Portola  Drive  between 
Waithman  Way  and  Sloat  Boulevard. 
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•  Option  1 

Option  1  would  add  a  bicycle  lane  betw^een  St.  Francis  and  O'Shaughnessy  Boulevards 
in  the  northeast  direction  by  removing  approximately  240  parking  spaces  between  St. 
Francis  Boulevard  and  Evelyn  Way  and  by  removing  one  travel  lane  between  Evelyn 
Way  and  O'Shaughnessy  Boulevard.  Sharrows  would  be  added  in  the  southwest 
direction  between  Evelyn  Way  and  Sloat  Boulevard  except  for  the  segment  between 
Laguna  Honda  Boulevard  and  Waithman  Way  where  a  bicycle  lane  would  be  added. 
Also  in  the  southwest  direction,  a  bicycle  lane  would  be  added  between  Woodside 
Avenue  and  Sydney  Way/Fowler  Avenue  by  removing  one  left-turn  lane  approaching 
Fowler  Avenue. 

•  Option  2 

Option  2  would  add  a  bicycle  lane  in  the  northeast  direction  from  St.  Francis  Boulevard 
to  Evelyn  Way  by  narrowing  travel  lanes.  This  option  would  install  sharrows  in  the 
northeast  direction  from  Evelyn  Way  to  O'Shaughnessy  Boulevard.  Sharrows  would  be 
added  in  the  southwest  direction  between  Woodside  Avenue  and  Sloat  Boulevard 
except  for  the  segment  between  Laguna  Honda  Boulevard  and  Waithman  Way  where  a 
bicycle  lane  would  be  added.  There  is  no  parking  or  lane  removal  associated  with  this 
option. 

TRAFFIC:  INTERSECTION  LEVEL  OF  SERVICE  (LOS) 

Modified  Option  2  would  retain  the  existing  lane  configurations  at  the  intersection 
Woodside  Avenue/O'Shaughnessy  Boulevard/Portola  Avenue.  At  the  eastbound 
approach  to  this  intersection,  a  Class  II  bicycle  lane  would  be  provided  by  narrowing 
existing  traffic  lanes,  as  analyzed  under  Option  2.  Therefore,  there  would  be  no 
significant  impact  at  this  intersection  with  the  implementation  of  Modified  Option  2. 

Modified  Option  2  would  remove  one  southwest  left-turn  lane  on  Portola  Drive 
approaching  Fowler  Avenue.  The  existing  dual  left-lane  configuration  includes  one  left- 
turn  only  lane  to  Fowler  and  one  U-tum  only  lane  into  the  adjacent  parking  area. 
Although  there  may  be  some  minor  increase  in  delay,  the  proposed  lane  removal  would 
not  cause  a  significant  impact  to  traffic  operations  because  the  existing  dual  turn  lanes 
are  fed  by  only  one  lane  of  traffic  on  Portola  Drive  and  the  U-turn  volumes  are  relatively 
low.  A  traffic  simulation  of  this  intersection  was  developed  to  verify  this  conclusion, 
and  it  showed  that  the  left-turn  queue  would  not  exceed  the  length  of  the  proposed 
single  left-turn  *pocket.  Therefore  there  would  be  no  significant  traffic  impact  with 
implementation  of  Modified  Option  2. 

Intersection  LOS  calculations  were  performed  for  the  AM  and  PM  peak  hour. 
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One  study  intersection  is  included  in  Project  6-6  for  the  AM  peak  period. 

Intersection  37:  Woodside  Avenue/O'Shaughnessy  Boulevard/Portola  Drive 

The  intersection  is  shared  by  Project  6-5  and  6-6.  There  analysis  below  reflects  the  impacts 
resulting  from  the  impacts  from  the  implementation  of  the  combined  projects.  If  no  significant 
impacts  would  result  from,  the  implementation  of  the  combined  projects,  then  there  would  be 
no  significant  impact  from  the  implementation  of  the  individual  project. 

•     Option  1 

Existing  and  Existing  plus  Project  Conditions  for  Projects  6-5  and  6-6  combined  -  AM 
Analysis 

Please  see  Project  6-5  discussion  on  p.  V.A.3-554 

Existing  and  Existing  plus  Project  Conditions  for  Projects  6-5  and  6-6  combined  -  PM 
Analysis 

Please  see  Project  6-5  discussion  on  p.  V.A.3-554 
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Existing  and  Existing  plus  Project  Conditions  for  Project  6-6  alone  -  AM  Analysis 

For  Project  6-6  by  itself  in  the  AM  Peak  Hour,  under  Existing  conditions,  this 
intersection  operates  at  LOS  E  w^ith  60.1  seconds  of  delay.  The  Woodside 
Avenue/O'Shaughnessy  Boulevard/Portola  Drive  intersection  would  operate 
unsatisfactorily  at  LOS  F,  w^ith  more  than  80  seconds  of  average  delay  under  Existing 
plus  Project  conditions.  The  eastbound  lane  configuration  would  be  modified  from  one 
exclusive  left-turn  lane,  two  through  lanes,  and  one  shared  through-right  lane  to  one 
exclusive  left-turn  lane,  one  through  lane,  and  one  shared  through-right  lane.  Due  to  the 
reduction  of  capacity  in  the  eastbound  direction,  there  would  be  an  increase  in  delay 
along  this  approach.  Because  the  eastbound  critical  movement  at  the  Woodside 
Avenue/O'Shaughnessy  Boulevard/Portola  Drive  intersection  either  deteriorates  or 
would  operate  at  an  unacceptable  LOS  F,  with  more  than  80  seconds  of  average  delay 
under  Existing  plus  Project  conditions,  a  significant  impact  (Significant  Impact  TR-P6- 
6a)  would  occur  at  this  intersection  with  implementation  of  Project  6-6  Option  L  Table 
V.6-16  below  summarizes  these  results. 


TABLE  V.6-16 
CLUSTER  6 

COMPARISON  OF  LEVEL  OF  SERVICE  (LOS)  AND  AVERAGE  DELAY  FOR  WOODSIDE 
AVENUE/O'SHAUGHNESSY  BOULEVARD/PORTOLA  DRIVE  EXISTING  AND  EXISTING  PLUS 
PROJECT  CONDITIONS  -  WEEKDAY  AM  PEAK  HOUR 

Existing  plus  Project  Option  1 

Existing  plus  Project  Option  2 

Existing 

Project  6-6 

Combined 
Projects  6-5 
and  6-6 

Project  6-6 

Combined 
Projects  6-5 
and  6-6 

Average 
Delay^  LOS" 

Average 
Delay^  LOS" 

Average 
Delay^  LOS" 

Average 
Delay^  LOS" 

Average 
Delay^  LOS" 

60.1  E 

>80  F 

>80  F 

60.1  E 

60.1  E 

Source:         Wilbur  Smith  Associates,  October  2008 

Notes: 


a.  Delay  in  seconds  per  vehicle. 

b.  Inlerseclions  operating  at  LOS  E  or  LOS  F  conditions  highlighted  in  bold.  

Existing  and  Existing  plus  Project  Conditions  for  Project  6-6  alone  -  PM  Analysis 
For  Project  6-6  by  itself  in  the  PM  Peak  Hour,  under  Existing  conditions,  this  intersection 
operates  at  LOS  F  with  more  than  80  seconds  of  delay.  The  Woodside 
Avenue/O'Shaughnessy  Boulevard/Portola  Drive  intersection  would  operate 
unsatisfactorily  at  LOS  F,  with  more  than  80  seconds  of  average  delay  under  Existing 
plus  Project  conditions.  The  eastbound  lane  configuration  would  be  modified  from  one 
exclusive  left-turn  lane,  two  through  lanes,  and  one  shared  through-right  lane  to  one 
exclusive  left-turn  lane,  one  through  lane,  and  one  shared  through-right  lane.  Due  to  the 
reduction  of  capacity  in  the  eastbound  direction,  there  would  be  an  increase  in  delay 
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along  this  approach.  Because  the  eastbound  critical  movement  at  the  Woodside 
Avenue/O'Shaughnessy  Boulevard/Portola  Drive  intersection  either  deteriorates  or 
would  operate  at  an  unacceptable  LOS  F,  with  more  than  80  seconds  of  average  delay 
under  Existing  plus  Project  conditions,  a  significant  impact  (Significant  Impact  TR-P6-6c) 
would  occur  at  this  intersection  with  implementation  of  Project  6-6  Option  1.  Table 
V.6-17  below  summarizes  these  results. 


TABLE  V.6-17 
CLUSTER  6 

COMPARISON  OF  LEVEL  OF  SERVICE  (LOS)  AND  AVERAGE  DELAY  FOR  WOODSIDE 
AVENUE/O'SHAUGHNESSY  BOULEVARD/PORTOLA  DRIVE  EXISTING  AND  EXISTING  PLUS 
PROJECT  CONDITIONS  -  WEEKDAY  PM  PEAK  HOUR 

Existing  plus  Project  Option  1 

Existing  plus  Project  Option  2 

Existing 

Project  6-6 

Combined 
Projects  6-5  and 
6-6 

Project  6-6 

Combined 
Projects  6-5  and 
6-6 

Average 
Delay'  LOS" 

Average 
Delay'  LOS" 

Average 
Delay'  LOS" 

Average 
Delay'  LOS" 

Average 
Delay'  LOS" 

>80  F 

>80  F 

>80  F 

>80  F 

>80  F 

Source:         Wilbur  Smith  Associates,  October  2008 


Notes: 

a.  Delay  in  seconds  per  vehicle. 

b.  Intersections  operating  at  LOS  E  or  LOS  F  conditions  highlighted  in  bold.  

2025  Cumulative  and  2025  Cumulative  plus  Project  Conditions  for  Projects  6-5  and  6-6 
combined  -  AM  Analysis 

Please  see  Project  6-5  discussion  on  p.  V.A.3-554 

2025  Cumulative  and  2025  Cumulative  plus  Project  Conditions  for  Projects  6-5  and  6-6 
combined  -  PM  Analysis 

Please  see  Project  6-5  discussion  on  p.  V.A.3-554 

2025  Cumulative  and  2025  Cumulative  plus  Project  Conditions  for  Project  6-6  alone  - 
AM  Analysis 

For  Project  6-6  by  itself  in  the  AM  Peak  Hour,  the  Woodside  Avenue/O'Shaughne.ssy 
Boulevard/Portola  Drive  intersection  would  operate  unsatisfactorily  at  LOS  F,  with  more 
than  80  seconds  of  average  delay  under  2025  Cumulative  conditions.  This  intersection 
would  operate  unsatisfactorily  at  LOS  F,  with  more  than  80  seconds  of  delay  under  2025 
Cumulative  plus  Project  conditions.  The  eastbound  lane  configiiralion  would  bo 
modified  from  one  exclusive  left-turn  lane,  two  through  lanes,  and  one  shared  throu};h- 
right  lane  to  one  exclusive  left-turn  lane,  one  through  lane,  and  one  shared  through-right 
lane.  Deterioration  of  the  eastbound  critical  movennMil  .il  the  Woodside 
Avenue/O'Shaughnessy  Boulevard/Portola  Drive  to  LOS  F,  when  comparing  Existing 
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plus  Project  to  Existing  conditions,  is  deemed  a  significant  impact.  As  a  consequence,  a 
corresponding  LOS  deterioration  is  expected,  at  this  intersection  for  2025  Cumulative 
plus  Project  when  compared  to  2025  Cumulative  conditions.  Therefore,  a  significant 
impact  (Significant  Impact  TR-P6-6b)  would  occur  at  this  intersection  with  the 
implementation  of  Projects  6-6  Option  1.  Table  V.6-18,  p.  V.A.3-575,  summarizes  these 
results. 


TABLE  V.6-18 
CLUSTER  6 

COMPARISON  OF  LEVEL  OF  SERVICE  (LOS)  AND  AVERAGE  DELAY  FOR  WOODSIDE 
AVENUE/O'SHAUGHNESSY  BOULEVARD/PORTOLA  DRIVE  2025  CUMULATIVE  AND  2025 
CUMULATIVE  PLUS  PROJECT  CONDITIONS  -  WEEKDAY  AM  PEAK  HOUR 

2025  Cumulative  plus  Project              2025  Cumulative  plus  Project 
 Option  1    Option  2  


2025  Cumulative 


Project  6-6 


Combined 
Projects  6-5  and 
6-6 


Project  6-6 


Combined 
Projects  6-5  and 
6-6 


Average  Average  Average  Average  Average 

Delay^      LOS''      Delay^       LOS''       Delay^      LOS'*      Delay^      LOS"      Delay^  LOS'' 

>80  F  >80  F  >80  F  >80  F  >80  F 


Source:         Wilbur  Smith  Associates,  October  2008 

Notes: 

a.  Delay  in  seconds  per  vehicle. 

b.  Intersections  operating  at  LOS  E  or  LOS  F  conditions  highlighted  in  bold.  

2025  Cumulative  and  2025  Cumulative  plus  Project  Conditions  for  Project  6-6  alone  - 
PM  Analysis 

For  Project  6-6  by  itself  in  the  PM  Peak  Hour,  the  Woodside  Avenue/O'Shaughnessy 
Boulevard/Portola  Drive  intersection  would  operate  unsatisfactorily  at  LOS  F,  with  more 
than  80  seconds  of  average  delay  under  2025  Cumulative  conditions.  This  intersection 
would  operate  unsatisfactorily  at  LOS  F,  with  more  than  80  seconds  of  delay  under  2025 
Cumulative  plus  Project  conditions.  The  eastbound  lane  configuration  would  be 
modified  from  one  exclusive  left-turn  lane,  two  through  lanes,  and  one  shared  through- 
right  lane  to  one  exclusive  left-turn  lane,  one  through  lane,  and  one  shared  through-right 
lane.  Deterioration  of  the  eastbound  critical  movement  at  the  Woodside 
Avenue/O'Shaughnessy  Boulevard/Portola  Drive  to  LOS  F,  when  comparing  Existing 
plus  Project  to  Existing  conditions,  is  deemed  a  significant  impact.  As  a  consequence,  a 
corresponding  LOS  deterioration  is  expected,  at  this  intersection  for  2025  Cumulative 
plus  Project  when  compared  to  2025  Cumulative  conditions.  Therefore,  a  significant 
impact  (Significant  Impact  TR-P6-6d)  would  occur  at  this  intersection  with  the 
implementation  of  Project  6-6  Option  1.  Table  V.6-19,  p.  V. A. 3-576,  summarizes  these 
results. 
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TABLE  V.6-19 
CLUSTER  6 

COMPARISON  OF  LEVEL  OF  SERVICE  (LOS)  AND  AVERAGE  DELAY  FOR  WOODSIDE 
AVENUE/O'SHAUGHNESSY  BOULEVARD/PORTOLA  DRIVE  2025  CUMULATIVE  AND  2025 
CUMULATIVE  PLUS  PROJECT  CONDITIONS  -  WEEKDAY  PM  PEAK  HOUR 

2025  Cumulative  plus  Project              2025  Cumulative  plus  Project 
 Option  1    Option  2  


2025  Cumulative 


Project  6-6 


Combined 
Projects  6-5  and 
6-6 


Project  6-6 


Combined 
Projects  6-5  and 
6-6 


Average  Average  Average  Average  Average 

Delay^      LOS"      Delay^       LOS''       Delay'      LOS"      Delay'      LOS"      Delay'  LOS'' 

>80  F  >80  F  >80  F  >80  F  >80  F 


Source:         Wilbur  Smith  Associates,  October  2008 

Notes: 

a.  Delay  in  seconds  per  vehicle. 

b.  Intersections  operating  at  LOS  E  or  LOS  F  conditions  highlighted  in  bold.  

•    Option  2 

Existing  and  Existing  plus  Project  Conditions  for  Projects  6-5  and  6-6  combined  -  AM 
Analysis 

Please  see  Project  6-5  discussion. 

Existing  and  Existing  plus  Project  Conditions  for  Projects  6-5  and  6-6  combined  -  PM 
Analysis 

Please  see  Project  6-5  discussion. 

Existing  and  Existing  plus  Project  Conditions  for  Project  6-6  alone  -  AM  Analysis 

For  Project  6-6  by  itself  in  the  AM  Peak  Hour,  under  Existing  conditions,  this 
intersection  operates  at  LOS  E  with  60.1  seconds  of  delay.  The  VVoodside 
Avenue/O'Shaughnessy  Boulevard/Portola  Drive  intersection  would  operate 
unsatisfactorily  at  LOS  E,  with  60.1  seconds  of  delay  under  Existing  plus  Project 
conditions.  However,  there  are  no  lane  configuration  adjustments  to  this  intersection 
under  Existing  plus  Project  conditions  relative  to  Existing  conditions.  Hence,  there 
would  be  no  change  in  LOS  or  delay  at  this  intersection.  Thus,  Project  6-6  Option  2 
would  not  cause  a  significant  impact  at  the  Burnett  Avenue/Clipper  Street/Porfola  Drive 
intersection  under  Existing  plus  Project  conditions.  Table  V.6-16,  p.  V. A. 3-573, 
summarizes  these  results. 

Existing  and  Existing  plus  Project  Conditions  for  Project  6-6  alone  -  PM  Analysis 

For  Project  6-6  by  itself  in  the  PM  Peak  Hour,  under  Existing  condilii>ns,  this  intersection 
operates  at  LOS  F  with  more  than  80  seconds  ol  deiav.  Ihe  Win>dside 
Avenue/O'Shaughnessy     Boulevard/Portola     Drive     intersection     would  operate 
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unsatisfactorily  at  LOS  F,  with  more  than  80  seconds  of  cielay  under  Existing  plus  Project 
conditions.  However,  there  are  no  lane  configuration  adjustments  to  this  intersection 
under  Existing  plus  Project  conditions  relative  to  Existing  conditions.  Hence,  there 
would  be  no  change  in  LOS  or  delay  at  this  intersection.  Thus,  Project  6-6  Option  2 
would  not  cause  a  significant  impact  at  the  Burnett  Avenue/Clipper  Street/Portola  Drive 
intersection  under  Existing  plus  Project  conditions.  Table  V.6-17,  p.  V.A.3-574, 
summarizes  these  results. 

2025  Cumulative  and  2025  Cumulative  plus  Project  Conditions  for  Projects  6-5  and  6-6 
combined  -  AM  Analysis 

Please  see  Project  6-5  discussion. 

2025  Cumulative  and  2025  Cumulative  plus  Project  Conditions  for  Projects  6-5  and  6-6 
combined  -  PM  Analysis 

Please  see  Project  6-5  discussion. 

2025  Cumulative  and  2025  Cumulative  plus  Project  Conditions  for  Project  6-6  alone  - 
AM  Analysis 

For  Project  6-6  by  itself  in  the  AM  Peak  Hour,  under  2025  Cumulative  conditions,  this 
intersection  operates  at  LOS  F  with  more  than  80  seconds  of  delay.  The  Woodside 
Avenue/O'Shaughnessy  Boulevard/Portola  Drive  intersection  would  continue  to  operate 
unsatisfactorily  at  LOS  F,  with  more  than  80  seconds  of  delay  under  2025  Cumulative 
plus  Project  conditions.  However,  there  are  no  lane  configuration  adjustments  to  this 
intersection  under  2025  Cumulative  plus  Project  conditions  relative  to  2025  Cumulative 
conditions.  Hence,  there  would  be  no  change  in  LOS  or  delay  at  this  intersection.  Thus, 
Project  6-6  Option  2  would  not  cause  a  significant  impact  at  the  Burnett  Avenue/Clipper 
Street/Portola  Drive  intersection  under  2025  Cumulative  plus  Project  conditions.  Table 
V.6-18,  p.  V.A.3-575,  summarizes  these  results. 

2025  Cumulative  and  2025  Cumulative  plus  Project  Conditions  for  Project  6-6  alone  - 
PM  Analysis 

For  Project  6-6  by  itself  in  the  PM  Peak  Hour,  under  2025  Cumulative  conditions,  this 
intersection  operates  at  LOS  F  with  more  than  80  seconds  of  delay.  The  Woodside 
Avenue/O'Shaughnessy  Boulevard/Portola  Drive  intersection  would  continue  to  operate 
unsatisfactorily  at  LOS  F,  with  more  than  80  seconds  of  delay  under  2025  Cumulative 
plus  Project  conditions.  However,  there  are  no  lane  configuration  adjustments  to  this 
intersection  under  2025  Cumulative  plus  Project  conditions  relative  to  2025  Cumulative 
conditions.  Hence,  there  would  be  no  change  in  LOS  or  delay  at  this  intersection.  Thus, 
Project  6-6  Option  2  would  not  cause  a  significant  impact  at  the  Burnett  Avenue/Clipper 
Street/Portola  Drive  intersection  under  2025  Cumulative  plus  Project  conditions.  Table 
V.6-19,  p.  V.A.3-576,  summarizes  these  results. 
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Intersection  57:  Evelyn  Street/Portola  Avenue 

•  Option  1 

Existing  and  Existing  plus  Project  Conditions 

Under  Existing  conditions,  this  intersection  operates  at  LOS  C  with  29.3  seconds  of 
delay.  The  Evelyn  Street/Portola  Avenue  intersection  would  continue  to  operate 
satisfactorily  at  LOS  C,  with  29.3  seconds  of  average  delay  under  Existing  plus  Project 
conditions.  There  are  no  lane  configuration  changes  at  the  intersection  under  Existing 
plus  Project  conditions.  Hence,  there  would  be  no  change  in  LOS  or  delay  for  this 
intersection,  compared  to  Existing  conditions.  Thus,  Project  6-6  Option  1  would  not 
cause  a  significant  impact  to  this  intersection  under  Existing  plus  Project  conditions. 
Please  see  Table  V.6-20,  p.  V.A.3-579,  for  these  results. 

2025  Cumulative  and  2025  Cumulative  plus  Project  Conditions 

The  Evelyn  Street/Portola  Avenue  intersection  would  operate  satisfactorily  at  LOS  D  in 
the  PM  Peak  Hour,  with  51.8  seconds  of  average  delay  under  2025  Cumulati\e 
conditions.  Under  2025  Cumulative  plus  Project  conditions,  this  intersection  would 
operate  satisfactorily  at  LOS  D,  with  51.8  seconds  of  delay.  Since  there  would  be  no 
change  in  LOS  or  delay  for  this  intersection,  compared  to  2025  Cumulative  conditions,  a 
significant  impact  would  not  result  at  this  intersection  with  the  implementation  of 
Project  6-6  Option  1.  Table  V.6-21,  p.  V.A.3-579,  summarizes  these  results. 

•  Option  2 

Existing  and  Existing  plus  Project  Conditions 

Under  Existing  conditions,  this  intersection  operates  at  LOS  C  with  29.3  seconds  of  delay 
The  Evelyn  Street/Portola  Avenue  intersection  would  operate  satisfactorily  at  LOS  C, 
with  29.3  seconds  of  average  delay  under  Existing  plus  Project  conditions.  There  are  no 
lane  configuration  adjustments  to  the  intersection  under  Existing  plus  Project  conditions. 
Hence,  there  would  be  no  change  in  LOS  or  delay  for  this  intersection,  compared  to 
Existing  conditions.  Thus,  Project  6-6  Option  2  would  not  cause  a  significant  impact  to 
the  Evelyn  Street/Portola  Avenue  intersection  under  Existing  plus  Project  conditions. 
Table  V.6-20,  p.  V.A.3-579,  below  summarizes  these  results. 


Case  No.  2()07.()347K  Fin.il  KIK 

-T—  : — - — —   V.A.3-578   

San  Francisco  Bicycle  Plan  ALV.U'ST 


V.  Environmental  Setting  and  Impacts  and  Mitigation  Measures 

A.  Transportation 
3.         Project-Level  Analysis 


TABLE  V.6-20 
CLUSTER  6  -  PROJECT  6-6' 
INTERSECTION  LEVEL  OF  SERVICE  (LOS)  AND  AVERAGE  DELAY  -  EXISTING  AND  EXISTING 
PLUS  PROJECT  CONDITIONS  -  WEEKDAY  PM  PEAK  HOUR 


Existing  plus  Project 


Existing  Option  1  Option  2 


Average  Average  Average 


Intersection  Delay^  LOS"  Delay^  LOS"  Delay^  LOS" 

37.     Woodside  Avenue/O'Shaughnessy  >80  F  >80  F  >80  F 
Boulevard/Portola  Drive' 

57.  Evelyn  Street/Portola  Avenue  29.3  C  29.3  C  29.3  C 

58.  Fowler  Street/Portola  Avenue  20  C  23.6  C  20  C 


Source:         Wilbur  Smith  Associates,  October  2008 
Notes: 

a.  Delay  in  seconds  per  vehicle. 

b.  Intersections  operating  at  LOS  E  or  LOS  F  conditions  highlighted  in  bold. 

c.  Intersection  37  is  common  to  both  Projects  6-5  and  6-6.  

2025  Cumulative  and  2025  Cumulative  plus  Project  Conditions 

The  Evelyn  Street/Portola  Avenue  intersection  would  operate  satisfactorily  at  LOS  D  in 
the  PM  Peak  Hour,  with  51.8  seconds  of  delay  under  2025  Cumulative  plus  Project 
conditions.  Since  there  would  be  no  change  in  LOS  or  delay  for  this  intersection, 
compared  to  2025  Cumulative  conditions,  a  significant  impact  would  not  result  at  this 
intersection  with  the  implementation  of  Project  6-6  Option  2.  Table  V.6-21,  p.  V.A.3-579, 
summarizes  these  results. 

TABLE  V.6-21 
CLUSTER  6  -  PROJECT  6-6' 
INTERSECTION  LEVEL  OF  SERVICE  (LOS)  AND  AVERAGE  DELAY  -  2025  CUMULATIVE  AND 
2025  CUMULATIVE  PLUS  PROJECT  CONDITIONS  -  WEEKDAY  PM  PEAK  HOUR 

2025  Cumulative  plus  Project 

2025  Cumulative  Option  1  Option  2 


Average  Average  Average 

Intersection  Delay^       LOS"       Delay^       LOS"       Delay^  LOS^ 


37.     Woodside  Avenue/O'Shaughnessy 
Boulevard/Portola  Drive' 

>80              F  >80 

F 

>80 

F 

57.     Evelyn  Street/Portola  Avenue 

51.8             D  51.8 

D 

51.8 

D 

58.     Fowler  Street/Portola  Avenue 

>80              F  >80 

F 

>80 

F 

Source:         Wilbur  Smith  Associates,  October  2008 
Notes: 

a.  Delay  in  seconds  per  vehicle. 

b.  Intersections  operating  at  LOS  E  or  LOS  F  conditions  highlighted  in  bold. 

c.  Intersection  37  is  common  lo  both  Projects  6-5  and  6-6. 
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Intersection  58:  Fowler  Street/Portola  Avenue 

•  Option  1 

Existing  and  Existing  plus  Project  Conditions 

Under  Existing  conditions,  this  intersection  operates  at  LOS  C  with  29.3  seconds  of 
delay.  The  Fowler  Street/Portola  Avenue  intersection  would  operate  satisfactorily  at 
LOS  C,  with  23.6  seconds  of  average  delay  under  Existing  plus  Project  conditions.  The 
eastbound  lane  configuration  would  be  modified  from  two  through  lanes  and  one 
shared  through-right  turn  lane  to  one  through  lane  and  one  shared  through-right  turn 
lane.  The  westbound  lane  configuration  would  be  modified  from  two  left-turn  lanes,  one 
through  lane,  and  one  shared  through-right  turn  lane  to  one  exclusive  left-turn  lane,  one 
through  lane,  and  one  shared  through-right  turn  lane.  Due  to  the  reduction  of  capacity 
in  the  eastbound  direction  and  westboimd  direction,  there  would  be  an  increase  in 
delay.  The  average  intersection  delay  would  increase  by  3.6  seconds.  Therefore, 
Project  6-6  Option  1  would  not  cause  a  significant  traffic  impact  at  the  Fowler 
Street/Portola  Avenue  intersection  imder  Existing  plus  Project  conditions.  Please  see 
Table  V.6-20,  p.  V.A.3-579,  for  results. 

2025  Cumulative  and  2025  Cumulative  plus  Project  Conditions 

The  Fowler  Street/Portola  Avenue  intersection  would  operate  unsatisfactorily  at  LOS  F, 
with  more  than  80  seconds  of  average  delay  under  2025  Cumulative  conditions.  Under 
2025  Cumulative  plus  Project  conditions,  this  intersection  would  operate  unsatisfactorily 
at  LOS  F,  with  more  than  80  seconds  of  delay.  Because  the  eastbound  and  westbound 
critical  movements  at  the  Fowler  Street/Portola  Avenue  intersection  either  deteriorate  or 
would  operate  at  an  unacceptable  LOS  F,  with  more  than  80  seconds  of  average  delay 
under  2025  Cumulative  plus  Project  conditions,  a  significant  impact  (Significant  Impact 
TR-P  6-6e)  would  occur  at  this  intersection  with  implementation  of  Project  6-6  Option  I. 
Table  V.6-21,  p.  V.A.3-579,  summarizes  these  results. 

•  Option  2 

Existing  and  Existing  plus  Project  Conditions 

The  Fowler  Street/Portola  Avenue  intersection  would  operate  satisfactorily  at  LOS  C, 
with  20  seconds  of  average  delay  under  Existing  plus  Project  conditions.  There  are  no 
lane  configuration  changes  at  the  intersection  under  Existing  plus  Project  conditions. 
Hence,  there  would  be  no  change  in  LOS  or  delay  for  this  intersection,  compared  to 
Existing  conditions.  Thus,  Project  6-6  Option  2  would  not  cause  a  significant  impact  to 
the  Fowler  Street/Portola  Avenue  intersection  under  Existing  plus  Prt>)ect  conditions. 
Table  V.6-20,  p.  V.A.3-579,  summarizes  these  results. 

2025  Cumulative  and  2025  Cumulative  plus  Project  Conditions 

The  Fowler  Street/Portola  Avenue  inlersoclion  would  operate  iinsalislactorilv  at  I  OS 
with  more  than  80  seconds  of  delay  under  2025  Cumulative  plus  Pri>iect  conditions. 
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However,  there  are  no  lane  configuration  adjustments  to  the  study  intersection  under 
2025  Cumulative  plus  Project  conditions;  therefore,  there  would  be  no  change  in  LOS  or 
delay  for  this  intersection.  Thus  a  significant  impact  would  not  occur  at  this  intersection 
with  the  implementation  of  Project  6-6  Option  2.  Table  V.6-21,  p.  V.A.3-579,  summarizes 
these  results. 

Significant  Impact  TR-P6-6a: 

Under  Existing  conditions,  the  Woodside  Avenue/O'Shaughnessy  Boulevard/Portola  Drive 
intersection  operates  at  LOS  E  with  60.1  seconds  of  delay.  The  Woodside 
Avenue/O'Shaughnessy  Boulevard/Portola  Drive  intersection  would  operate  unsatisfactorily  at 
LOS  F,  with  more  than  80  seconds  of  average  delay  under  Existing  plus  Project  conditions  as  a 
result  of  the  lane  configuration  changes  in  the  eastbound  direction  on  Portola  Drive.  Because 
the  eastbound  critical  movements  deteriorate  for  Option  1  with  a  corresponding  deterioration  in 
the  V/C  ratio  for  these  movements,  a  significant  impact  would  occur  at  this  intersection  with  the 
implementation  of  Project  6-6. 

Significant  Impact  TR-P6-6b: 

The  Woodside  Avenue/O'Shaughnessy  Boulevard/Portola  Drive  intersection  would  operate 
unsatisfactorily  at  LOS  F,  with  more  than  80  seconds  of  average  delay  under  2025  CumulaHve 
conditions.  This  intersection  would  operate  unsatisfactorily  at  LOS  F,  with  more  than  80 
seconds  of  delay  under  2025  Cumulative  plus  Project  conditions  as  a  result  of  the  lane 
configuration  changes  in  the  eastbound  direction  on  Portola  Drive.  Because  the  eastbound 
critical  movements  deteriorate  for  Option  1  with  a  corresponding  deterioration  in  the  V/C  ratio 
for  these  movements,  a  significant  impact  would  occur  at  this  intersection  with  the 
implementation  of  Project  6-6. 

Significant  Impact  TR-P6-6c: 

Under  Existing  conditions,  the  Woodside  Avenue/O'Shaughnessy  Boulevard/Portola  Drive 
intersection  operates  at  LOS  F  with  more  than  80  seconds  of  delay.  The  Woodside 
Avenue/O'Shaughnessy  Boulevard/Portola  Drive  intersection  would  operate  unsatisfactorily  at 
LOS  F,  with  more  than  80  seconds  of  average  delay  under  Existing  plus  Project  conditions  as  a 
result  of  the  lane  configuration  changes  in  the  eastbound  direction  on  Portola  Drive.  Because 
the  eastbound  critical  movements  deteriorate  for  Option  1  with  a  corresponding  deterioration  in 
the  V/C  ratio  for  thesennovements,  a  significant  impact  would  occur  at  this  intersection  with  the 
implementation  of  Project  6-6. 
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Significant  Impact  TR-P6-6d: 

Under  2025  Cumulative  conditions,  the  Woodside  Avenue/O'Shaughnessy  Boulevard/Portola 
Drive  intersection  operates  at  LOS  F  with  more  than  80  seconds  of  delay.  The  Woodside 
Avenue/O'Shaughnessy  Boulevard/Portola  Drive  intersection  v^ould  operate  unsatisfactorily  at 
LOS  F,  with  more  than  80  seconds  of  average  delay  under  2025  Cumulative  plus  Project 
conditions  as  a  result  of  the  lane  configuration  changes  in  the  eastbound  direction  on  Portola 
Drive.  Because  the  eastbound  critical  movements  deteriorate  for  Option  1  with  a  corresponding 
deterioration  in  the  V/C  ratio  for  these  movements,  a  significant  impact  would  occur  at  this 
intersection  with  the  implementation  of  Project  6-6. 

Significant  Impact  TR-P6-6e: 

Under  2025  Cumulative  conditions,  this  intersection  would  operate  at  LOS  F  with  a  V/C  ratio  of 
0.49.  However,  under  2025  Cumulative  plus  Project  conditions  for  Option  1,  the  Fowler 
Street/Portola  Avenue  intersection  would  operate  at  LOS  F  with  a  V/C  ratio  of  0.70  as  a  result  of 
the  lane  configuration  changes  to  the  eastbound  and  westbound  directions.  Because  the 
eastbound  and  westbound  critical  movements  deteriorate  for  Option  1  with  a  corresponding 
deterioration  in  the  V/C  ratio  for  these  movements,  a  significant  impact  would  occur  at  this 
intersection  with  the  implementation  of  Project  6-6. 

TRANSIT 

Mimi  bus  lines  36,  43,  and  48  run  along  portions  of  Portola  Drive  between  Vicente  Street/Santa 
Clara  Avenue  and  O'Shaughnessy  Boulevard.  Bus  frequency  varies  with  approximately  five 
buses  per  hour  each  way  between  Vicente  Street/Santa  Clara  Avenue  and  Miraloma  Way  (Muni 
bus  line  48),  11  buses  per  hour  between  Miraloma  Drive  and  Laguna  Honda  Boulevard  (Muni 
bus  lines  43  and  48)  and  eight  buses  per  hour  between  Laguna  Honda  Boulevard  and 
O'Shaughnessy  Boulevard  (Muni  bus  lines  36  and  48)  during  the  AM  and  PM  peak  periods. 

There  are  five  bus  stops  in  the  eastbound  direction  and  four  bus  stops  in  the  westbound 
direction.  The  section  of  Portola  Drive  between  Fowler  Street  and  O'Shaughnessy  Boulevard 
has  a  shopping  center  on  the  south  side  and  a  bus  stop  on  both  sides  of  O'Shaughnessy 
Boulevard.  Four  of  the  stops  are  pole  stops  and  approximately  half  of  Ihem  \^,^\c  on-slretM 
parking  at  the  curb.  Thus,  the  buses  have  to  use  the  travel  lane  next  to  the  parking  lane  to  load 
and  unload  passengers.  Passenger  demand  is  low  in  this  area;  consequentU  no[  all  buses  slop  at 
these  pole  stops.  The  remaining  stops  either  have  an  exclusive  loading  platttxin  (i  .istbound  at 
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O'Shaughnessy)  or  have  a  bus  zone.  Buses  loading  passengers  at  these  stops  typically  operate 
entirely  within  the  bus  zone,  and  do  not  encroach  upon  the  adjacent  moving  lane. 

Because  overall  parking  occupancy  between  Vicente  Drive  and  O'Shaughnessy  Boulevard  is 
relatively  low  and  existing  curb  lanes  are  14  feet  wide  in  both  directions  No  bunching  of  Muni 
buses  was  observed.^^  Because  both  Muni  bus  and  bicycle  volumes  in  this  corridor  are 
relatively  low  and  no  conflicts  were  observed  between  bicyclists  and  loading/unloading  buses. 
Bicyclists  typically  use  the  general  traffic  lane  to  pass  stopped  buses  on  the  right. 

Project  6-6  shares  a  common  intersection  (Intersection  37:  Woodside  Avenue/O'Shaughnessy 
Boulevard/Portola  Drive)  with  Project  6-5:  Portola  Drive  Bicycle  Lanes,  Corbett  Avenue  to 
O'Shaughnessy  Boulevard.  The  transit  delay  analysis  under  Projects  6-5  and  6-6  combined,  pp. 
V.A.3-555  and  V.A.3-559,  reflects  the  combined  impact  of  Projects  6-5  and  6-6  modifications  to 
the  Woodside  Avenue/O'Shaughnessy  Boulevard/Portola  Drive  intersection  on  transit  delay. 

•  Option  1 

Existing  and  Existing  plus  Project  Conditions  for  Projects  6-5  and  6-6  combined 

Please  see  the  discussion  of  the  combined  project  impacts  under  Project  6-5  on  p.  V.A.3- 
555. 

•  Option  2 

Existing  and  Existing  plus  Project  Conditions  for  Projects  6-5  and  6-6  combined 

Please  see  the  discussion  of  the  combined  project  impacts  under  Project  6-5  on  p.  V.A.3- 
559. 

2025  Cumulative  and  2025  Cumulative  plus  Project  Conditions  for  Project  6-5  and  6-6 
combined 

Please  see  the  discussion  of  the  combined  project  impacts  under  Project  6-5  on  p.  V.A.3- 
560. 

Since  there  are  no  significant  transit  impacts  under  Existing  plus  Project  conditions  and  2025 
Cumulative  plus  Project  conditions  for  either  Option  1  or  Option  2  of  Projects  6-5  and  6-6 
combined,  there  would  be  no  significant  transit  impact  from  individual  Project  6-6. 

PARKING 

Parking  occupancy  along  the  majority  of  this  section  of  Portola  Drive  is  generally  low;  however 
in  certain  locations  it  is  moderate  to  high.     Therefore  the  removal  of  six  vehicular  parking 


Field  surveys  were  conducted  by  CHS  Consulting  on  Wednesday,  December  19,  2007  during  the  PM 
peak. 
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spaces  is  not  expected  to  exacerbate  parking  demand  areas  along  Portola  Drive.  Therefore, 
there  w^ould  be  no  significant  parking  impacts  as  a  result  of  the  implementation  of  Project  6-6 
Modified  Option  2. 

•    Option  1 

Option  1  w^ould  remove  approximately  240  parking  spaces  on  the  south  side  of  Portola 
Drive  betw^een  Sloat  Boulevard  and  Evelyn  Way.  Vehicles  that  typically  park  along  the 
south  side  of  Portola  Drive  primarily  belong  to  local  residents,  except  for  commuter 
parking  near  the  West  Portal  Muni  Metro  Station  and  West  Portal  Avenue.  This  section 
of  Portola  Drive  is  more  than  one  mile  in  length.  On-street  parking  occupancy  along  the 
majority  of  Portola  Drive  and  side  streets  is  low^,  except  in  the  vicinity  of  the  West  Portal 
Muni  Metro  Station  and  West  Portal  Avenue  which  is  moderate  to  high. 

Parking  loss  east  of  San  Pablo  Avenue  could  easily  be  accommodated  by  the  cross 
streets  or  on  the  north  side  of  the  street.  Between  San  Pablo  Avenue  and  Sloat 
Boulevard,  vehicles  that  currently  park  along  the  south  side  of  Portola  Drive  belong  to 
residents  as  well  as  employees  and  shoppers  in  the  area  and  parking  occupancy  on  the 
north  side  of  the  street  is  usually  high.  The  removal  of  on-street  parking  in  this  area  may 
potentially  cause  some  of  these  vehicles  to  park  on  the  adjacent  neighborhood  streets, 
raising  concerns  by  the  residents  in  the  area. 

San  Francisco  does  not  consider  parking  supply  as  part  of  the  permanent  physical 
environment.  Parking  conditions  are  not  static,  as  parking  supply  and  demand  varies 
from  day  to  day,  from  day  to  night,  from  month  to  month,  etc.  Hence,  the  availability  of 
parking  spaces  (or  lack  thereof)  is  not  a  permanent  physical  condition,  but  changes  over 
time  as  people  change  their  modes  and  patterns  of  travel. 

In  San  Francisco,  parking  deficits  are  considered  to  be  social  effects,  rather  than  impacts 
on  the  physical  environment  as  defined  by  CEQA.  Under  CEQA,  a  project's  social  effects 
need  not  be  treated  as  significant  impacts  on  the  environment.  Environmental 
documents  should,  however,  address  the  secondary  physical  impacts  that  could  be 
triggered  by  a  social  impact.  (CEQA  Guidelines  Section  15131(a).)  The  social 
inconvenience  of  parking  deficits,  such  as  having  to  hunt  for  scarce  parking  spaces,  is 
not  an  environmental  impact,  but  there  may  be  secondary  physical  en\'ironmental 
impacts,  such  as  increased  traffic  congestion  at  intersections,  air  quality  impacts,  safely 
impacts,  or  noise  impacts  caused  by  congestion.  In  the  experience  of  San  Francisco 
transportation  planners,  however,  the  absence  of  a  ready  supply  ot  parking  spaces, 
combined  with  available  alternatives  to  auto  travel  (e.g.,  transit  service,  taxis,  bicycles  or 
travel  by  foot)  and  a  relatively  dense  pattern  of  urban  development,  induces  manv 
drivers  to  seek  and  find  alternative  parking  facilities,  shift  to  other  modes  of  travel,  or 
change  their  overall  travel  habits.  Any  such  resulting  shilts  ti>  transit  service  in 
particular,  would  be  in  keeping  with  the  City's  "Transit  First"  policv.  I  In-  City's  Transit 
First  Policy,  established  in  the  City's  Charter  Section  16.102  proviilrs  that  "parking 
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policies  for  areas  we]\  served  by  public  transit  shall  be  designed  to  encourage  travel  by 
public  transportation  and  alternative  transportation." 
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The  transportation  analysis  accounts  for  potential  secondary  effects,  such  as  cars  circling 
and  looking  for  a  parking  space  in  areas  of  limited  parking  supply,  by  assuming  that  all 
drivers  would  attempt  to  find  parking  at  or  near  the  project  site  and  then  seek  parking 
farther  away  if  convenient  parking  is  unavailable.  Moreover,  the  secondary  effects  of 
drivers  searching  for  parking  is  typically  offset  by  a  reduction  in  vehicle  trips  due  to 
others  who  are  aware  of  constrained  parking  conditions  in  a  given  area.  Hence,  any 
secondary  environmental  impacts  which  may  result  from  a  shortfall  in  parking  in  the 
vicinity  of  the  proposed  project  would  be  m.inor.  There  would  be  a  substantial  loss  of 
parking.  However,  there  would  be  no  significant  parking  impacts  with  the 
implementation  of  Project  6-6  Option  1. 

•    Option  2 

Option  2  would  not  include  the  removal  of  on-street  parking  spaces.  Therefore,  there 
would  be  no  parking  impacts  as  a  result  of  Project  6-6. 

PEDESTRIAN 

Pedestrian  volumes  along  the  mid-section  of  Portola  Drive  are  low,  but  moderate  at 
O'Shaughnessy  Boulevard  where  retail  and  commercial  uses  are  located  and  at  the  southern 
end  near  the  West  Portal  Muni  station.  Most  of  the  pedestrian  activities  at  the  northern  end  are 
between  the  stores  and  parked  vehicles  and  most  of  the  pedestrian  activities  at  the  southern  end 
are  to  and  parked  vehicle  and  businesses  along  West  Portal  Avenue.  There  were  no  significant 
conflicts  observed  between  pedestrians  and  bicyclists  and  there  would  be  no  proposed  changes 
in  sidewalk  width  or  crosswalk  layout  as  part  of  the  proposed  bicycle  improvements.  The 
existing  pedestrian  overpass  over  Portola  Drive  at  Kensington  Way  provides  safe  crossing  for 
pedestrians  without  interacting  with  bicycle  movement,  and  would  not  be  changed  as  a  result 
of  Project  6-6.  Therefore,  there  would  be  no  pedestrian  impacts  as  a  result  of  Project  6-6  with 
either  Option  1  or  Option  2. 

BICYCLE 

Bicycle  volumes  along  Portola  Drive  are  generally  low.  The  installation  of  sharrcnvs  \vi>iiUi 
increase  the  motor  vehicle  drivers'  awareness  that  bicyclists  may  be  on  the  road  as  uoll  as 
identify  for  bicyclists  the  pathway  outside  the  'door  zone'.  The  installation  of  bicycle  lanes 
would  provide  bicyclists  with  a  designated  right-of-way  for  travel.  Under  Option  2,  the 
segment  between  Sloat  Boulevard  and  Evelyn  Way  would  have  a  five-foot  eastboiind  bicvcle 
lane  between  a  seven-foot  wide  parking  lane  and  a  10-fool  wide  travel  lane.  Since  the  width  o\ 
typical  on-street  parking  spaces  is  usually  eight  feel,  eastbound  bicyclists  wouKl  li.ue  li>  In- 
cautious of  the  suddenly  opened  car  doors  in  the  "door  /one."  Hecausi*  the  Unn<>\iM  lati- 
parked  vehicles  at  this  location  is  low,  this  impact  would  no[  be  signiticanl.  The  proposed 
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bicycle  facilities  under  both  options  would  generally  benefit  bicyclists.  Therefore,  Project  6-6 
with  either  Option  1  or  Option  2  would  not  result  in  a  significant  impact  to  bicyclists,  but  could 
have  the  beneficial  effect  of  improving  roadway  conditions  and  safety  for  bicyclists. 

LOADING 

This  segment  of  Portola  Drive  has  mostly  residential  buildings,  except  the  segment  between 
Evelyn  Way  and  O'Shaughnessy  Boulevard,  where  there  is  a  shopping  center  on  the  south  side 
and  a  gas  station  on  the  north  side  at  the  intersection  with  O'Shaughnessy  Boulevard.  Loading 
activity  for  the  segment  of  Portola  Drive  between  Evelyn  Way  and  O'Shaughnessy  Boulevard 
occurs  within  the  surface  parking  lot  in  front  of  the  stores,  not  along  Portola  Drive.  There  were 
no  double-parked  trucks  or  significant  loading  needs  observed^^  in  the  segment  of  Portola  Drive 
with  residential  buildings.  Project  6-6  would  not  remove  any  on-street  loading  spaces. 
However,  the  removal  of  on-street  parking  spaces  on  the  south  side  of  Portola  Drive  between 
Sloat  Boulevard  and  Evelyn  Way  would  force  delivery  vehicles  to  use  side  streets  to  make 
deliveries.  Since  loading  activities  in  this  section  of  Portola  Avenue  is  associated  with 
residential  use,  thus,  the  volumes  are  low.  In  addition,  loading  activity  in  the  bicycle  lane  is 
permitted  under  the  Vehicle  Code.  Therefore,  there  would  be  no  significant  loading  impacts  as 
a  result  of  Project  6-6  with  Option  1  or  Option  2. 


CLUSTER  6:  SUMMARY  OF  SIGNIFICANT  IMPACTS  AND  MITIGATION 
MEASURES 


Significant  Impact  TR-P6-2a  (Projects  6-2  and  6-5  combined): 

The  intersection  of  Burnett  Avenue/Clipper  Street/Portola  Drive  would  operate  at  LOS  F  under 
Existing  plus  Project  conditions  for  Option  1. 

Under  Existing  conditions,  the  Burnett  Avenue/Clipper  Street/Portola  Drive  intersection 
operates  at  LOS  D  with  49.6  seconds  of  delay.  However,  under  Existing  plus  Project  conditions 
for  Option  1,  the  Burnett  Avenue/Clipper  Street/Portola  Drive  intersection  would  operate  at 
LOS  F  with  a  delay  of  more  than  80  seconds  as  a  result  of  the  lane  configuration  changes  in  the 
northbound  Clipper  Street  and  westbound  Portola  Drive  directions.  Because  the  northbound 
and  westbound  critical  movements  deteriorate  for  Option  1  from  LOS  D  under  Existing 
conditions  to  LOS  F  with  a  corresponding  deterioration  in  the  V/C  ratio  for  these  movements,  a 


26    Field  surveys  were  conducted  by  CHS  Consulting  on  Wednesday,  December  19,  2007  during  the 
midday. 
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V.  Environmental  Setting  and  Impacts  and  Mitigation  Measures 

A.  Transportation 
3.         Project-Level  Analysis 

significant  impact  would  occur  at  this  intersection  with  the  implementation  of  Project  6-2  and  6- 
5  combined. 

M-TR-P6-2a  (Projects  6-2  and  6-5  combined): 

No  feasible  mitigation  measures  have  been  identified  for  the  Burnett  Avenue/Clipper 
Street/Portola  Drive  intersection  under  Existing  plus  Project  conditions  for  Option  1.  Hence  a 
significant  impact  would  occur  a  t  the  Burnett  Avenue/Clipper  Street/Portola  Drive  intersection 
with  the  implementation  of  Project  6-2  and  6-5  combined  for  Option  1  for  the  PM  peak  hour. 

Significant  Impact  TR-P6-2b  (Projects  6-2  and  6-5  combined): 

The  intersection  of  Burnett  Avenue/Clipper  Street/Portola  Drive  would  operate  at  LOS  F  under 
2025  Cumulative  plus  Project  conditions  for  Option  1. 

Under  2025  Cumulative  conditions,  the  Burnett  Avenue/Clipper  Street/Portola  Drive 
intersection  would  operate  at  LOS  E  with  70.1  seconds  of  delay.  However,  under  2025 
Cumulative  plus  Project  conditions  for  Option  1,  the  Burnett  Avenue/Clipper  Street/Portola 
Drive  intersection  would  operate  at  LOS  F  with  a  delay  of  more  than  80  seconds  as  a  result  of 
the  lane  configuration  adjustments  in  the  northbound  Clipper  Street  and  westbound  Portola 
Drive  directions.  Because  the  northbound  and  westbound  critical  movements  deteriorate  for 
Option  1  with  a  corresponding  deterioration  in  the  V/C  ratio  for  these  movements,  a  significant 
impact  would  occur  at  this  intersection  with  the  implementation  of  Projects  6-2  and  6-5 
combined. 

M-TR-P6-2b  (Projects  6-2  and  6-5  combined): 

No  feasible  mitigation  measures  have  been  identified  for  the  Burnett  Avenue/Clipper 
Street/Portola  Drive  intersection  under  2025  Cumulative  plus  Project  conditions  for  Option  1. 
Hence  a  significant  impact  would  occur  at  the  Burnett  Avenue/Clipper  Street/Portola  Drive 
intersection  with  the  implementation  of  Project  6-2  for  Option  1  for  the  PM  peak  hour. 


Case  No.  2007.0347E  hn.il  F  IK 

-7—^  : — T— —   V.A.3-587   — — 

San  Francisco  Bicvcle  nan  Al<.LM  2009 


V.  Environmental  Setting  and  Impacts  and  Mitigation  Measures 

A.  Transportation 
3.         Project-Level  Analysis 

Significant  Impact  TR-P6-5a  (Projects  6-5  and  6-6  combined): 

The  intersection  of  Woodside  Avenue/O'Shaughnessy  Boulevard/Portola  Drive  would  operate 
at  LOS  F  under  Existing  plus  Project  conditions  for  Option  1 . 

The  intersection  of  Woodside  Avenue/O'Shaughnessy  Boulevard/Portola  Drive  would  operate 
at  LOS  F  under  Existing  plus  Project  conditions  for  Option  2. 

Under  Existing  conditions,  the  Woodside  Avenue/O'Shaughnessy  Boulevard/Portola  Drive 
intersection  operates  at  LOS  E  with  60.1  seconds  of  delay  for  the  AM  peak  hour.  However, 
under  Existing  plus  Project  conditions  for  Option  1,  the  Woodside  Avenue/O'Shaughnessy 
Boulevard/Portola  Drive  intersection  would  operate  at  LOS  F  with  a  delay  of  more  than  80 
seconds  as  a  result  of  the  lane  configuration  changes  in  the  eastbound  and  westbound 


V.  Environmental  Setting  and  Impacts  and  Mitigation  Measures 

A.  Transportation 
3.         Project-Level  Analysis 

directions  on  Portola  Drive.  Because  the  eastbound  and  westbound  critical  movements 
deteriorate  for  Option  1  with  a  corresponding  deterioration  in  the  V/C  ratio  for  these 
movements,  a  significant  impact  would  occur  at  the  Woodside  Avenue/O'Shaughnessy 
Boulevard/Portola  Drive  intersection  with  the  implementation  of  Projects  6-5  and  6-6  combined 
for  Option  1  for  the  AM  peak  hour. 

M-TR-P6-5a  (Projects  6-5  and  6-6  combined): 

No  feasible  mitigation  measures  have  been  identified  for  the  Woodside  Avenue/O'Shaughnessy 
Boulevard/Portola  Drive  intersection  under  Existing  plus  Project  conditions  for  Option  1.  Hence 
a  significant  impact  would  occur  at  the  Woodside  Avenue/O'Shaughnessy  Boulevard/Portola 
Drive  intersection  with  the  implementation  of  Projects  6-5  and  6-6  combined  for  Option  1  for  the 
AM  peak  hour. 

Significant  Impact  TR-P6-5b  (Projects  6-5  and  6-6  combined): 

The  intersection  of  Woodside  Avenue/O'Shaughnessy  Boulevard/Portola  Drive  would  operate 
at  LOS  F  under  2025  Cumulative  plus  Project  conditions  for  Option  1. 

Under  2025  Cumulative  conditions,  the  Woodside  Avenue/O'Shaughnessy  Boulevard/Portola 
Drive  intersection  operates  at  LOS  F  with  more  than  80  seconds  of  delay  for  the  AM  peak  hour. 
However,  under  2025  Cumulative  plus  Project  conditions  for  Option  1,  the  Woodside 
Avenue/O'Shaughnessy  Boulevard/Portola  Drive  intersection  would  operate  at  LOS  F  with  a 
delay  of  more  than  80  seconds  as  a  result  of  the  lane  configuration  changes  in  the  eastbound 
and  westbound  directions  on  Portola  Drive.  Because  the  eastbound  and  westbound  critical 
movements  deteriorate  for  Option  1  with  a  corresponding  deterioration  in  the  V/C  ratio  for 
these  movements,  a  significant  impact  would  occur  at  the  Woodside  Avenue/O'Shaughnessy 
Boulevard/Portola  Drive  intersection  with  the  implementation  of  Projects  6-5  and  6-6  combined 
for  Option  1  for  the  AM  peak  hour. 

M-TR-P6-5b  (Projects  6-5  and  6-6  combined): 

No  feasible  mitigation  measures  have  been  identified  for  the  Woodside  Avenue/O'Shaughnessy 
Boulevard/Portola  Drive  intersection  under  2025  Cumulative  plus  Project  conditions  for  Option 
1.  Hence  a  significant  impact  would  occur  at  the  Woodside  Avenue/O'Shaughnessy 
Boulevard/Portola  Drive  intersection  with  the  implementation  of  Projects  6-5  and  6-6  for  Option 
1  for  the  AM  peak  hour. 
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V.  Environmental  Setting  and  Impacts  and  Mitigation  Measures 

A.  Transportation 
3.         Project-Level  Analysis 


Significant  Impact  TR-P6-5c: 

Under  Existing  conditions,  the  Woodside  Avenue/O'Shaughnessy  Boulevard/Portola  Drive 
intersection  operates  at  LOS  E  with  60.1  seconds  of  delay  for  the  AM  peak  hour.  However, 
under  Existing  plus  Project  conditions  for  Option  1,  the  Woodside  Avenue/O'Shaughnessy 
Boulevard/Portola  Drive  intersection  would  operate  at  LOS  F  with  a  delay  of  more  than  80 
seconds  as  a  result  of  the  lane  configuration  changes  in  the  eastbound  and  westbound 
directions  on  Portola  Drive.  Because  the  eastbound  and  westbound  critical  movements  on 
Portola  Drive  deteriorate  for  Option  1  with  a  corresponding  deterioration  in  the  V/C  ratio  for 
these  movements,  a  significant  impact  would  occur  at  the  Woodside  Avenue/O'Shaughnessy 
Boulevard/Portola  Drive  intersection  with  the  implementation  of  Project  6-5. 

M-TR-P6-5c: 

No  feasible  mitigation  measures  have  been  identified  for  the  Woodside  Avenue/O'Shaughnessy 
Boulevard/Portola  Drive  intersection  under  Existing  plus  Project  conditions  for  Option  1.  Hence 
a  significant  impact  would  occur  at  the  Woodside  Avenue/O'Shaughnessy  Boulevard/Portola 
Drive  intersection  with  the  implementation  of  Projects  6-5  for  Option  1  for  the  AM  peak  hour. 

Significant  Impact  TR-P6-5d: 

The  intersection  of  Woodside  Avenue/O'Shaughnessy  Boulevard/Portola  Drive  would  operate 
at  LOS  F  under  2025  Cumulative  plus  Project  conditions  for  Option  L 

Under  2025  Cumulative  conditions,  the  Woodside  Avenue/O'Shaughnessy  Boulevard/Portola 
Drive  intersection  operates  at  LOS  F  with  more  than  80  seconds  of  delay  for  the  AM  peak  hour. 
However,  under  Existing  plus  Project  conditions  for  Option  1,  the  Woodside 
Avenue/O'Shaughnessy  Boulevard/Portola  Drive  intersection  would  operate  at  LOS  F  with  a 
delay  of  more  than  80  seconds  as  a  result  of  the  lane  configuration  changes  in  the  eastbound 
and  westbound  directions  on  Portola  Drive.  Because  the  eastbound  and  westbound  critical 
movements  on  Portola  Drive  deteriorate  for  Option  1  with  a  corresponding  deterioration  in  the 
V/C  ratio  for  these  movements,  a  significant  impact  would  occur  at  the  Woodside 
Avenue/O'Shaughnessy  Boulevard/Portola  Drive  intersection  with  the  implementation  of 
Project  6-5. 

M-TR-P6-5d: 

No  feasible  mitigation  measures  have  been  identified  for  the  Woodside  Avenue/O'Shaughnessy 
Boulevard/Portola  Drive  intersection  under  2025  Cumulative  plus  Project  conditions  for  Option 
1.  Hence  a  significant  impact   would   occur  at  the  Woodside  Avenue/O'Shaughnessy 
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V.  Environmental  Setting  and  Impacts  and  Mitigation  Measures 

A.  Transportation 
3.         Project-Level  Analysis 

Boulevard/Portola  Drive  intersection  with  the  implementation  of  Projects  6-5  for  Option  1  for 
the  AM  peak  hour. 

Significant  Impact  TR-P6-5e  (Projects  6-5  and  6-6  combined): 

Under  Existing  conditions,  the  Woodside  Avenue/O'Shaughnessy  Boulevard/Portola  Drive 
intersection  operates  at  LOS  F  with  more  than  80  seconds  of  delay.  Under  Existing  plus  Project 
conditions  for  Option  1,  the  Woodside  Avenue/O'Shaughnessy  Boulevard/Portola  Drive 
intersection  would  operate  at  LOS  F  with  a  delay  of  more  than  80  seconds  as  a  result  of  the  lane 
configuration  changes  in  the  eastbound  and  westbound  directions  on  Portola  Drive.  Because  the 
eastbound  and  westbound  critical  movements  on  Portola  Drive  deteriorate  for  Option  1  with  a 
corresponding  deterioration  in  the  V/C  ratio  for  these  movements,  a  significant  impact  would 
occur  at  the  Woodside  Avenue/O'Shaughnessy  Boulevard/Portola  Drive  intersection  with  the 
implementation  of  Projects  6-5  and  6-6  combined  for  Option  1. 

M-TR-P6-5e  (Projects  6-5  and  6-6  combined): 

No  feasible  mitigation  measures  have  been  identified  for  the  Woodside  Avenue/O'Shaughnessy 
Boulevard/Portola  Drive  intersection  under  Existing  plus  Project  conditions  for  Option  L  Hence 
a  significant  impact  would  occur  at  the  Woodside  Avenue/O'Shaughnessy  Boulevard/Portola 
Drive  intersection  with  the  implementation  of  Projects  6-5  and  6-6  combined  for  Option  1  for  the 
PM  peak  hour. 

Significant  Impact  TR-P6-5f  (Projects  6-5  and  6-6  combined): 

Under  2025  Cumulative  conditions,  the  Woodside  Avenue/O'Shaughnessy  Boulevard/Portola 
Drive  intersection  operates  at  LOS  F  with  more  than  80  seconds  of  delay.  Under  2025 
Cumulative  plus  Project  conditions  for  Option  1,  the  Woodside  Avenue/O'Shaughnessy 
Boulevard/Portola  Drive  intersection  would  operate  at  LOS  F  with  a  delay  of  more  than  80 
seconds  as  a  result  of  the  lane  configuration  changes  in  the  eastbound  and  westbound 
directions  on  Portola  Drive.  Because  the  eastbound  and  westbound  critical  movements  on 
Portola  Drive  deteriorate  for  Option  1  with  a  corresponding  deterioration  in  the  V/C  ratio  for 
these  movements,  a  significant  impact  would  occur  at  the  Woodside  Avenue/O'Shaughnessy 
Boulevard/Portola  Drive  intersection  with  the  implementation  of  Projects  6-5  and  6-6  combined 
for  Option  1 . 

M-TR-P6-5f  (Projects  6-5  and  6-6  combined): 

No  feasible  mitigation  measures  have  been  identified  for  the  Woodside  Avenue/O'Shaughnessv 
Boulevard/Portola  Drive  intersection  under  2025  Cumulative  plus  Project  conditions  for  Option 
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V.  Environmental  Setting  and  Impacts  and  Mitigation  Measures 

A.  Transportation 
3.         Project-Level  Analysis 

1.  Hence  a  significant  impact  would  occur  at  the  Woodside  Avenue/O'Shaughnessy 
Boulevard/Portola  Drive  intersection  with  the  implementation  of  Projects  6-5  and  6-6  for  Option 
1  for  the  PM  peak  hour. 

Significant  Impact  TR-P6-5g: 

Under  Existing  conditions,  the  Woodside  Avenue/O'Shaughnessy  Boulevard/Portola  Drive 
intersection  operates  at  LOS  F  with  more  than  80  seconds  of  delay.  Under  Existing  plus  Project 
conditions  for  Option  1,  the  Woodside  Avenue/O'Shaughnessy  Boulevard/Portola  Drive 
intersection  would  operate  at  LOS  F  with  a  delay  of  more  than  80  seconds  as  a  result  of  the  lane 
configuration  changes  in  the  westbound  direction  on  Portola  Drive.  Because  the  eastbound  and 
westbound  critical  movements  on  Portola  Drive  deteriorate  for  Option  1  with  a  corresponding 
deterioration  in  the  V/C  ratio  for  these  movements,  a  significant  impact  would  occur  at  the 
Woodside  Avenue/O'Shaughnessy  Boulevard/Portola  Drive  intersection  with  the 
implementation  of  Project  6-5  for  Option  L 

M-TR-P6-5g: 

No  feasible  mitigation  measures  have  been  identified  for  the  Woodside  Avenue/O'Shaughnessy 
Boulevard/Portola  Drive  intersection  under  Existing  plus  Project  conditions  for  Option  L  Hence 
a  significant  impact  would  occur  at  the  Woodside  Avenue/O'Shaughnessy  Boulevard/Portola 
Drive  intersection  with  the  implementation  of  Project  6-5  for  Option  1  for  the  PM  peak  hour. 

Significant  Impact  TR-P6-5h: 

Under  2025  Cumulative  conditions,  the  Woodside  Avenue/O'Shaughnessy  Boulevard/Portola 
Drive  intersection  operates  at  LOS  F  with  more  than  80  seconds  of  delay.  Under  2025 
Cumulative  plus  Project  conditions  for  Option  1,  the  Woodside  Avenue/O'Shaughnessy 
Boulevard/Portola  Drive  intersection  would  operate  at  LOS  F  with  a  delay  of  more  than  80 
seconds  as  a  result  of  the  lane  configuration  changes  in  the  westbound  direction  on  Portola 
Drive.  Because  the  eastbound  and  westbound  critical  movements  on  Portola  Drive  deteriorate 
for  Option  1  with  a  corresponding  deterioration  in  the  V/C  ratio  for  these  movements,  a 
significant  impact  would  occur  at  the  Woodside  Avenue/O'Shaughnessy  Boulevard/Portola 
Drive  intersection  with  the  implementation  of  Project  6-5  for  Option  L 

M-TR-P6-5h: 

No  feasible  mitigation  measures  have  been  identified  for  the  Woodside  Avenue/O'Shaughnessy 
Boulevard/Portola  Drive  intersection  under  2025  Cumulative  plus  Project  conditions  for  Option 
L   Hence   a   significant  impact   would   occur  at   the  Woodside  Avenue/O'Shaughnessy 
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V.  Environmental  Setting  and  Impacts  and  Mitigation  Measures 

A.  Transportation 
3.         Project-Level  Analysis 

Boulevard/Portola  Drive  intersection  with  the  implementation  of  Project  6-5  for  Option  1  for  the 
PM  peak  hour. 

Significant  Impact  TR-P6-5i: 

Under  Cumulative  conditions,  the  Burnett  Avenue/Clipper  Street/Portola  Drive  intersection 
operates  at  LOS  E  with  70.1  seconds  of  delay.  Under  2025  Cumulative  plus  Project  conditions 
for  Option  1,  the  Burnett  Avenue/Clipper  Street/Portola  Drive  intersection  would  operate  at 
LOS  F  with  a  delay  of  more  than  80  seconds  as  a  result  of  the  lane  configuration  changes  in  the 
westbound  direction  on  Portola  Drive.  Because  the  eastbound  and  westbound  critical 
movements  deteriorate  on  Portola  Drive  for  Option  1  with  a  corresponding  deterioration  in  the 
V/C  ratio  for  these  movements,  a  significant  impact  would  occur  at  the  Woodside 
Avenue/O'Shaughnessy  Boulevard/Portola  Drive  intersection  with  the  implementation  of 
Project  6-5  for  Option  1. 

M-TR-P6-5i: 

No  feasible  mitigation  measures  have  been  identified  for  the  Burnett  Avenue/Clipper 
Street/Portola  Drive  intersection  under  2025  Cumulative  plus  Project  conditions  for  Option  1. 
Hence  a  significant  impact  would  occur  at  the  Woodside  Avenue/O'Shaughnessy 
Boulevard/Portola  Drive  intersection  with  the  implementation  of  Project  6-5  for  Option  1  for  the 
PM  peak  hour. 

Significant  Impact  TR-P6-5j  (Projects  6-2,  6-5,  and  6-6  combined): 

Muni  bus  line  48  would  experience  significant  delays  under  2025  Cumulati\e  plus  Project 
conditions  with  Projects  6-2,  6-5,  and  6-6  combined,  under  Option  1. 

M-TR-P6-5j  (Projects  6-2,  6-5,  and  6-6  combined): 

No  feasible  mitigation  measure  was  identified  and  therefore  the  impact  on  Muni  bus  line  48 
under  2025  Cumulative  plus  Project  conditions  would  remain  significant,  under  Option  1 . 

Significant  Impact  TR-P6-5k  (Projects  6-2,  6-5,  and  6-6  combined): 

Muni  bus  line  52  would  experience  significant  delays  under  2025  Cumulative  plus  Project 
conditions  with  Projects  6-2,  6-5,  and  6-6  combined,  under  Option  1. 
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V.  Environmental  Setting  and  Impacts  and  Mitigation  Measures 

A.  Transportation 
3.         Project-Level  Analysis 

M-TR-P6-5k  (Projects  6-2,  6-5,  and  6-6  combined): 

No  feasible  mitigation  measure  was  identified  and  therefore  the  impact  on  Muni  bus  line  52 
under  2025  Cumulative  plus  Project  conditions  would  remain  significant,  for  Projects  6-2,  6-5, 
and  6-6  combined  under  Option  1. 

Significant  Impact  TR-P6-6a: 

Under  Existing  conditions,  the  Woodside  Avenue/O'Shaughnessy  Boulevard/Portola  Drive 
intersection  operates  at  LOS  E  with  60.1  seconds  of  delay.  The  Woodside 
Avenue/O'Shaughnessy  Boulevard/Portola  Drive  intersection  would  operate  unsatisfactorily  at 
LOS  F,  with  more  than  80  seconds  of  average  delay  under  Existing  plus  Project  conditions  as  a 
result  of  the  lane  configuration  changes  in  the  eastbound  direction  on  Portola  Drive.  Because 
the  eastbound  critical  movements  on  Portola  Drive  deteriorate  for  Option  1  with  a 
corresponding  deterioration  in  the  V/C  ratio  for  these  movements,  a  significant  impact  would 
occur  at  the  Woodside  Avenue/O'Shaughnessy  Boulevard/Portola  Drive  intersection  with  the 
implementation  of  Project  6-6  under  Option  L 

M-TR-P6-6a  (Project  6-6): 

No  feasible  mitigation  measures  have  been  identified  for  the  Woodside  Avenue/O'Shaughnessy 
Boulevard/Portola  Drive  intersection  under  Existing  plus  Project  conditions  for  Option  1.  Hence 
a  significant  impact  would  occur  at  the  Woodside  Avenue/O'Shaughnessy  Boulevard/Portola 
Drive  intersection  with  the  implementation  of  Project  6-6  alone  for  Option  1  for  the  AM  peak 
hour. 

Significant  Impact  TR-P6-6b: 

The  Woodside  Avenue/O'Shaughnessy  Boulevard/Portola  Drive  intersection  would  operate 
unsatisfactorily  at  LOS  F,  with  more  than  80  seconds  of  average  delay  under  2025  Cumulative 
conditions.  This  intersection  would  operate  unsatisfactorily  at  LOS  F,  with  more  than  80 
seconds  of  delay  under  2025  Cumulative  plus  Project  conditions  as  a  result  of  the  lane 
configuration  changes  in  the  eastbound  direction  on  Portola  Drive.  Because  the  eastbound 
critical  movements  deteriorate  on  Portola  Drive  for  Option  1  with  a  corresponding  deterioration 
in  the  V/C  ratio  for  these  movements,  a  significant  impact  would  occur  at  the  Woodside 
Avenue/O'Shaughnessy  Boulevard/Portola  Drive  intersection  with  the  implementation  of 
Project  6-6  alone  under  Option  L 
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V.  Environmental  Setting  and  Impacts  and  Mitigation  Measures 

A.  Transportation 
3.         Project-Level  Analysis 

M-TR-P6-6b: 

No  feasible  mitigation  measures  have  been  identified  for  the  Woodside  Avenue/O'Shaughnessy 
Boulevard/Portola  Drive  intersection  under  2025  Cumulative  plus  Project  conditions  for  Option 
1.  Hence  a  significant  impact  would  occur  at  the  Woodside  Avenue/O'Shaughnessy 
Boulevard/Portola  Drive  intersection  w^ith  the  implementation  of  Project  6-6  for  Option  1  for  the 
AM  peak  hour. 

Significant  Impact  TR-P6-6c: 

Under  Existing  conditions,  the  Woodside  Avenue/O'Shaughnessy  Boulevard/Portola  Drive 
intersection  operates  at  LOS  F  with  more  than  80  seconds  of  delay.  The  Woodside 
Avenue/O'Shaughnessy  Boulevard/Portola  Drive  intersection  would  operate  unsatisfactorily  at 
LOS  F,  with  more  than  80  seconds  of  average  delay  under  Existing  plus  Project  conditions  as  a 
result  of  the  lane  configuration  changes  in  the  eastbound  direction  on  Portola  Drive.  Because 
the  eastbound  critical  movements  deteriorate  on  Portola  Drive  for  Option  1  with  a 
corresponding  deterioration  in  the  V/C  ratio  for  these  movements,  a  significant  impact  would 
occur  at  the  Woodside  Avenue/O'Shaughnessy  Boulevard/Portola  Drive  intersection  with  the 
implementation  of  Project  6-6  alone  under  OptionL 

M-TR-P6-6c: 

No  feasible  mitigation  measures  have  been  identified  for  the  Woodside  Avenue/O'Shaughnessy 
Boulevard/Portola  Drive  under  Existing  plus  Project  conditions  for  Option  1.  Hence  a 
significant  impact  would  occur  at  the  Woodside  Avenue/O'Shaughnessy  Boulevard/Portola 
Drive  intersection  with  the  implementation  of  Project  6-6  for  Option  1  for  the  PM  peak  hour. 

Significant  Impact  TR-P6-6d: 

Under  2025  Cumulative  conditions,  the  Woodside  Avenue/O'Shaughnessy  Boulevard/Portola 
Drive  intersection  operates  at  LOS  F  with  more  than  80  seconds  of  delay.  Ihe  Woodside 
Avenue/O'Shaughnessy  Boulevard/Portola  Drive  intersection  would  operate  unsatisfactorily  »Tt 
LOS  F,  with  more  than  80  seconds  of  average  delay  under  2025  Cumulative  plus  Projoct 
conditions  as  a  result  of  the  lane  configuration  changes  in  the  eastbound  direction  on  Porlola 
Drive.  Because  the  eastbound  critical  movements  deteriorate  on  Portola  Drive  for  Option  I  with 
a  corresponding  deterioration  in  the  V/C  ratio  for  these  movements,  a  significant  impact  wnukl 
occur  at  the  Woodside  Avenue/O'Shaughnessy  Boulevard/I'ortol.i  nri\  i>  intrrsi-i  Ikmi  willi  ilie 
implementation  of  Project  6-6  alone  under  Option  1. 
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M-TR-P6-6d: 

No  feasible  mitigation  measures  have  been  identified  for  the  Woodside  Avenue/O'Shaughnessy 
Boulevard/Portola  Drive  intersection  under  2025  Cumulative  plus  Project  conditions  for  Option 
1.  Hence  a  significant  impact  would  occur  at  the  Woodside  Avenue/O'Shaughnessy 
Boulevard/Portola  Drive  intersection  with  the  implementation  of  Project  6-6  for  Option  1  for  the 
PM  peak  hour. 

Significant  Impact  TR-P6-6e: 

Under  2025  Cumulative  conditions,  the  Fowler  Street/Portola  Drive  intersection  would  operate 
at  LOS  F  with  a  V/C  ratio  of  0.49.  However,  under  2025  Cumulative  plus  Project  conditions  for 
Option  1,  the  Fowler  Street/Portola  Drive  intersection  would  operate  at  LOS  F  with  a  V/C  ratio 
of  0.70  as  a  result  of  the  lane  configuration  changes  to  the  eastbound  and  westbound  directions 
of  Portola  Drive.  Because  the  eastbound  and  westbound  critical  movements  deteriorate  on 
Portola  Drive  for  Option  1  with  a  corresponding  deterioration  in  the  V/C  ratio  for  these 
movements,  a  significant  impact  would  occur  at  the  Fowler  Street/Portola  Drive  intersection 
with  the  implementation  of  Project  6-6  alone  under  Option  1. 

M-TR-P6-6e: 

No  feasible  mitigation  measures  have  been  identified  for  the  Fowler  Street/Portola  Drive 
intersection  under  2025  Cumulative  plus  Project  conditions  for  Option  1.  Hence  a  significant 
impact  would  occur  at  the  Fowler  Street/Portola  Drive  intersection  with  the  implementation  of 
Project  6-6  alone  for  Option  1  for  the  PM  peak  hour. 


CLUSTER  7:  UPPER  SUNSET/RICHMOND/PRESIDIO/MARINA  AREA 


This  section  provides  a  description  of  the  Existing  plus  Project  and  2025  Cumulative  and  2025 
Cumulative  plus  Project  transportation  conditions  for  the  near-term  improvements  in  Cluster  7. 
Two  design  options  are  proposed  for  Project  7-5;  for  the  remaining  near-term  improvements  in 
Cluster  7,  only  one  option  is  proposed.  , 

The  preferred  project  design  for  Cluster  7  near-term  improvements  are  the  following  options: 
Project  7-2  Option  1,  Project  7-5  Option  1,  and  Project  7-6  Option  1.  These  are  described  and 
analyzed  below  with  no  text  changes.  Only  one  option  was  analyzed  in  the  Draft  EIR  for  each 
of  the  following  projects:    Project  7-1,  Project  7-3,  and  Project  7-4.    Modified  Project  7-1, 


Unless  otherwise  indicated,  all  intersection  analysis  is  for  PM  Peak  Hour  conditions. 


Case  No.  2()07.0347E 

San  Francisco  Bicycle  Plan 


V.A.3-596 


Final  EIR 
Alglst  2009 


V.  Environmental  Setting  and  Impacts  and  Mitigation  Measures 

A.  Transportation 
3.         Project-Level  Analysis 


Modified  Project  7-3,  and  Modified  Project  7-4  are  the  modified  project  as  described  and 
analyzed  in  this  section. 

The  Existing  plus  Project,  2025  Cumulative,  and  2025  Cumulative  plus  Project  turning 
movement  traffic  volumes  at  the  study  intersections  within  Cluster  7,  the  intersection  lane 
configurations  at  those  intersections,  and  the  level  of  service  and  transit  delay  calculation  sheets 
can  be  found  in  the  TIS. 


Case  No.  20()7.0347E  Final  tIR 

V.A.3-5%a 


San  Francisco  Bicycle  Plan  '    "  '  AlV.1 51  20O9 


V.  Environmental  Setting  and  Impacts  and  Mitigation  Measures 

A.  Transportation 
3.         Project-Level  Analysis 

PROJECT  7-1 :  INTERSECTION  IMPROVEMENTS  AT  7^"  AVENUE  AND  LINCOLN  WAY  ^ 

The  implemented  portion  of  Project  7-1  involved  the  modification  of  the  v^^est  side  of  the  raised 
median  at  the  intersection  7"^  Avenue  and  Lincoln  Way  by  cutting  back  the  median  from  the 
west  crosswalk  to  5  feet  easterly  to  allow  southbound  bicyclists  to  cross  Lincoln  Way  without 
riding  in  the  crosswalk. 

Modified  Project  7-1  would  involve  further  modifications  at  the  intersection  of  7*^  Avenue  and 
Lincoln  Way  to  allow  northbound  bicyclists  to  cross  Lincoln  Way.  These  modifications  would 
involve  installing  a  cut-through  in  the  center  of  the  raised  median  for  northbound  bicyclists, 
installing  a  40  foot-long  northbound  bicycle  lane  to  the  south  of  the  intersection  of  7"^  Avenue 
and  Lincoln  Way,  and  installing  a  bicycle  loop  detector  and  a  bicycle  traffic  signal  for 
northbound  bicyclists.  The  bicycle  lane  would  be  implemented  by  restriping  the  existing  travel 
lanes.  There  are  no  travel  lane  removals  associated  with  Modified  Project  7-1. 

TRAFFIC:  INTERSECTION  LEVEL  OF  SERVICE  (LOS) 

Intersection  LOS  calculations  were  performed  for  the  PM  peak  hour. 

One  study  intersection  is  included  in  Modified  Project  7-1  for  the  PM  peak  period.  Table  V.7-4, 
p.  V.A.3-598,  summarizes  these  results. 

The  7"'  Avenue/Lincoln  Way  intersection  is  common  to  Projects  7-1  and  7-2  within  the  Cluster  7 
area.  Modified  Project  7-1  would  involve  further  modifications  at  the  intersection  of  7""  Avenue 
and  Lincoln  Way  to  allow  northbound  bicyclists  to  cross  Lincoln  Way.  These  modifications 
would  involve  installing  a  cut-through  in  the  center  of  the  raised  median  for  northbound 
bicyclists,  installing  a  northbound  bicycle  lane,  and  installing  a  bicycle  loop  detector  and  a 
bicycle  traffic  signal  for  northbound  bicyclists.  Project  7-2  would  add  a  Class  II  bicycle  lane  in 
both  directions  on  7"'  Avenue  between  Lawton  and  Judah  Streets,  sharrows  in  both  directions 
between  Judah  and  Hugo  Streets,  and  a  center  bicycle  lane  between  Hugo  Street  and  Lincoln 
Way.  The  analysis  below  reflects  the  impacts  of  the  combined  projects. 

Intersection  61 :  7'^  Avenue/Lincoln  Way 

The  7"'  Avenue/Lincoln  Way  intersection  is  common  to  Modified  Projects  7-1  and  Project  7-2 
within  the  Cluster  7  area.  However,  there  would  be  no  through  movement  modifications  to  the 
southbound  and  northbound  traffic  movements  for  motor  vehicles  under  either  project.  All 
northbound  and  southbound  traffic  except  for  bicycles  are  required  to  make  a  right  turn  onto 


V.  Environmental  Setting  and  Impacts  and  Mitigation  Measures 

A.  Transportation 
3.         Project-Level  Analysis 

Lincoln  Way.  Since  the  impacts  of  both  Modified  Projects  7-1  and  Project  7-2  in  combination 
would  not  result  in  a  significant  traffic  impact  for  the  PM  peak  hour,  there  would  be  no 
significant  traffic  impact  from  individual  Modified  Project  7-1.  Therefore,  the  analysis  below 
reflects  the  impacts  of  both  projects. 

Existing  and  Existing  plus  Project  Conditions  for  Projects  7-1  and  7-2  combined 

Under  Existing  conditions,  this  intersection  operates  at  LOS  B  with  12.5  seconds  of  delay.  The 
yih  Avenue/Lincoln  Way  intersection  would  operate  satisfactorily  at  LOS  C  in  the  PM  Peak 
hour,  with  21.2  seconds  of  average  delay  under  Existing  plus  Project  conditions.  There  are  no 
lane  configuration  adjustments  to  this  intersection  under  Existing  plus  Project  conditions. 
Hence,  there  would  be  no  change  in  LOS  or  delay  for  this  intersection,  compared  to  Existing 
conditions.  Thus,  Projects  7-1  and  7-2  combined  would  not  cause  a  significant  impact  to  the  7'*' 
Avenue/Lincoln  Way  intersection  under  Existing  plus  Project  conditions.  See  Table  V.7-4, 
p.  V.A.3-598,  for  these  results. 


TABLE  V.7-4 
CLUSTER  7  -  PROJECT  7-1 
INTERSECTION  LEVEL  OF  SERVICE  AND  AVERAGE  DELAY  -  EXISTING  AND  EXISTING  PLUS 
PROJECT  CONDITIONS  -  WEEKDAY  PM  PEAK  HOUR 

 Existing  _^        Existing  Plus  Project 

Intersection  Average  Delay^        LOS      Average  Delay^  LOS 

61.     7th  Avenue/Lincoln  Way  12.3  B  21.2  C 


Source:  Wilbur  Smith  Associates,  October  2008. 
Note: 

a.     Delay  in  seconds  per  vehicle.  
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2025  Cumulative  and  2025  Cumulative  plus  Project  Conditions  for  Projects  7-1  and  7-2 
combined 

The  7""  Avenue/Lincoln  Way  intersection  w^ould  operate  satisfactorily  at  LOS  B,  with  an  average 
delay  of  15.3  seconds  under  2025  Cumulative  conditions.  Under  2025  Cumulative  plus  Project 
conditions,  the  intersection  v^^ould  operate  satisfactorily  at  LOS  C,  with  26.5  seconds  of  average 
delay.  The  lane  configuration  remains  the  same  as  under  2025  Cumulative  conditions.  Hence, 
there  would  be  no  change  in  LOS  or  delay  at  this  intersection.  Therefore,  no  significant  impacts 
would  occur  at  this  intersection  with  the  implementation  of  Projects  7-1  and  7-2  under  2025 
Cumulative  plus  Project  conditions.  See  Table  V.7-5,  below,  for  these  results. 


TABLE  V.7-5 
CLUSTER  7  -  PROJECT  7-1 
INTERSECTION  LEVEL  OF  SERVICE  (LOS)  AND  AVERAGE  DELAY  -  2025  CUMULATIVE  AND 
CUMULATIVE  PLUS  PROJECT  CONDITIONS  -  WEEKDAY  PM  PEAK  HOUR 

2025  Cumulative  2025  Cumulative  plus  Project 

Average 

Intersection  Delay^  LOS  Average  Delay^  LOS 

61.        7th  Avenue/Lincoln  Way  15.3  B  26.5  C 


Source:         Wilbur  Smith  Associates,  October  2008. 
Note: 

 a.      Delay  in  seconds  per  vehicle.  

TRANSIT 

Muni  bus  lines  71,  71 L,  16AX,  and  16BX  run  in  both  directions  along  Lincoln  Way.  The  buses  do 
not  turn  onto  7"'  Avenue  from  Lincoln  Way  and  thus,  do  not  cross  the  median.  Bicyclists 
crossing  Lincoln  Way  southward  onto  7"^  Avenue  at  the  location  of  the  median  cutback  without 
interacting  with  the  east-west  buses  or  changing  transit  operation.  Therefore,  there  would  be  no 
significant  transit  impacts  with  implementation  of  Project  7-1. 

PARKING 

Modified  Project  7-1  would  not  change  the  parking  conditions  in  the  project  area.  Therefore, 
there  would  be  no  significant  parking  impacts  with  implementation  of  Modified  Project  7-1. 
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PEDESTRIAN 

Pedestrian  volumes  are  generally  low^  on  weekdays  and  moderate  during  weekends.  With 
Project  7-1  there  would  be  no  changes  in  sidewalk  width  or  crosswalk  layout.  Project  7-1  would 
benefit  pedestrians  by  providing  a  path  that  separates  them  from  bicyclists  and  thus  would 
reduce  conflicts  between  them.  Therefore,  there  would  be  no  significant  pedestrian  impacts 
with  implementation  of  Project  7-1. 

BICYCLE 

The  separation  of  bicycle  and  pedestrian  crossing  and  the  separation  of  northbound  bicycle 
traffic  with  the  northbound  right  turn  vehicles  may  result  in  a  beneficial  effect  by  minimizing 
conflicts  between  pedestrians,  bicyclists  and  motor  vehicles.  In  addition.  Project  7-1  would 
allow  northbound  bicycle  access  to  Golden  Gate  Park  from  7"'  Avenue  and  provide  a 
northbound  bicycle  lane.  The  installation  of  a  bicycle  lane  would  provide  a  clear  right-of-way 
for  use  by  bicyclists.  Therefore,  there  would  be  no  significant  bicycle  impacts  with 
implementation  of  Project  7-1,  but  Project  7-1  could  have  the  beneficial  effect  of  improving 
roadway  conditions  and  safety  for  cyclists. 

LOADING 

This  intersection  is  located  at  an  entrance  to  Golden  Gate  Park  where  there  is  nc^  on-street 
loading  demand  that  would  conflict  with  bicyclists.  There  were  no  double-parked  vehicles  or 
significant  loading  needs  observed^^  on  the  field.  Therefore,  there  would  be  no  loading  impacts 
with  implementation  of  Project  7-1. 


Field  surveys  were  conducted  by  CI  IS  C  onsiiilinv;  on  Mond.iv,  NommiiIht  26,  2(K)7  durinj;  the 
midday. 
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PROJECT  7-2:  7^"  AVENUE  BICYCLE  LANES,  LAWTON  STREETTO  LINCOLN  WAY 

Project  7-2  w^ould  add  a  Class  II  bicycle  lane  in  both  directions  on  7"^  Avenue  between  Lawton 
and  Judah  Streets,  sharrows  in  both  directions  between  Judah  and  Hugo  Streets,  and  a  center 
bicycle  lane  between  Hugo  Street  and  Lincoln  Way.  In  order  to  add  the  Class  II  bicycle  lanes, 
there  would  be  a  reduction  of  one  travel  lane  in  the  southbound  approach.  Project  7-2  would 
remove  one  southbound  travel  lane  between  Lincoln  Way  and  Lawton  Street  and  add  a  two- 
way  left-turn  center  lane  between  Lincoln  Way  and  Judah  Street. 

TRAFFIC:  INTERSECTION  LEVEL  OF  SERVICE  (LOS) 

Intersection  LOS  calculations  were  performed  for  the  PM  peak  hour. 
Two  study  intersections  are  included  in  Project  7-2  for  the  PM  peak  period. 
Intersection  55:  7"^  Avenue/Kirkham  Street 
Existing  and  Existing  plus  Project  Conditions 

Under  Existing  conditions,  this  intersection  operates  at  LOS  C  with  22.3  seconds  of  delay.  Due 
to  the  reduction  of  capacity  in  the  southbound  approach  there  would  be  an  increase  in  delay 
along  this  approach.  The  average  intersection  delay  would  increase  by  4.5  seconds.  Overall,  the 
7th  Avenue/Kirkham  Street  intersection  would  operate  satisfactorily  at  LOS  C,  with  26.8  seconds 
of  average  delay  under  Existing  plus  Project  conditions.  Therefore,  Project  7-2  would  not  cause 
a  significant  traffic  impact  at  the  7""  Avenue/Kirkham  Street  intersection  under  Existing  plus 
Project  conditions.  Table  V.7-6,  p.  V.A.3-601,  summarizes  these  results. 

TABLE  V.7-6 
CLUSTER  7  -  PROJECT  1-t 
INTERSECTION  LEVEL  OF  SERVICE  AND  AVERAGE  DELAY  -  EXISTING  AND  EXISTING  PLUS 
PROJECT  CONDITIONS  WEEKDAY  PM  PEAK  HOUR 

 Existing   Existing  plus  Project 

Intersection                        Average  Delay^       LOS  Average  Delay^  LOS 

55.       7th  Avenue/Kirkham  Street                                22.3                    C  26.8  C 

61.       7th  Avenue/Lincoln  Way                                   12.5                    B  21.2  C 

Source:      Wilbur  Smith  Associates,  October  2008. 

a.      Delay  in  seconds  per  vehicle. 
 b.     LOS  and  average  delay  for  7"*  Avenue/Lincoln  Way  for  combined  impacts  of  Projects  7-1  and  7-2.  
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2025  Cumulative  and  2025  Cumulative  plus  Project  Conditions 

Under  2025  Cumulative  conditions,  the  7"^  A  venue/Kir  kh  am  Street  intersection  would  operate 
at  LOS  F  with  more  than  80  seconds  of  delay  in  the  PM  Peak  Hour.  The  southbound  lane 
configuration  with  Project  7-2  would  be  modified  from  one  shared  through-left  turn  lane  and 
one  shared  through-right  turn  lane  to  one  shared  left-through-right  turn  lane.  Due  to  the 
reduction  in  capacity  of  the  southbound  approach,  the  intersection  would  continue  to  operate  at 
LOS  F  relative  to  2025  Cumulative  conditions.  However,  the  LOS  for  the  northbound, 
eastbound,  and  westbound  critical  movements  improve  at  this  intersection  under  2025 
Cumulative  plus  Project  conditions.  Therefore  a  significant  impact  would  not  result  at  this 
intersection  with  the  implementation  of  Project  7-2.  Table  V.7-7,  p.  V.A.3-602  summarizes  these 

TABLE  V.7-7 
CLUSTER  7  -  PROJECT  7-2 
INTERSECTION  LEVEL  OF  SERVICE  (LOS)  AND  AVERAGE  DELAY  -  2025  CUMULATIVE  AND 
CUMULATIVE  PLUS  PROJECT  CONDITIONS  -  WEEKDAY  PM  PEAK  HOUR 

2025  Cumulative  2025  Cumulative  plus  Project 

Average 

Intersection  Delay^  LOS"  Average  Delay^  LOS" 

55.       7th  Avenue/Kirkham  Street  >80  F  >80  F 

61.       7th  Avenue/Lincoln  Way  22.9  C  22.9  C 


Source:  Wilbur  Smith  Associates,  October  2008 
Notes: 

a.  Delay  in  seconds  per  vehicle. 
 b.  Intersections  operating  at  LOS  E  or  LOS  F  conditions  arc  highlighted  in  bold.  

Intersection  61:  7^^  Avenue/Lincoln  Way 

Modified  Project  7-1  and  Project  7-2  would  modify  the  intersection  of  7th  Avenue/Lincoln  Way 
in  different  ways.  Modified  Project  7-1  would  add  a  40-foot  long  northbound  bicycle  lane  to  the 
south  of  the  intersection  by  keeping  the  two  southbound  lanes  and  by  rcslriping  the  existing 
travel  lanes.  Project  7-2  would  eliminate  a  southbound  traffic  lane,  would  create  a  center  two- 
way  left-turn  lane,  and  would  add  a  northbound  bicycle  lane,  to  the  south  of  the  intersection. 
Project  7-2  would  create  the  two-way  left  turn  lane  starting  approximately  40  teet  south  ol  Iho 
intersection  to  make  room  for  the  northbound  bicycle  lane. 
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There  is  no  through  movement  modifications  to  the  southbound  and  northbound  traffic 
movements  for  motor  vehicles  under  either  project.  All  northbound  and  southbound  traffic 
except  for  bicycles  are  required  to  make  a  right  turn  onto  Lincoln  Way. 

Since  the  difference  in  the  tv^'o  proposals  under  Projects  7-1  and  7-2  is  only  in  the  southbound 
direction  to  the  south  of  Lincoln  Way,  the  LOS  calculation  for  both  proposals  at  the  intersection 
would  be  the  same  and  the  combined  impacts  of  the  two  projects  would  be  the  same  as  each 
individual  project. 

Existing  and  Existing  plus  Project  Conditions  for  Projects  7-1  and  7-2  combined 

Please  see  Project  7-1  discussion  on  p.  V.A.3-585. 

2025  Cumulative  and  2025  Cumulative  plus  Project  Conditions  for  Projects  7-1  and  7-2 
combined 

Please  see  Project  7-1  discussion  on  p.  V.A.3-585. 
TRANSIT 

There  are  no  transit  lines  on  this  segment  of  7th  Avenue.  Therefore,  there  would  be  no  transit 
impacts  with  implementation  of  Project  7-2. 

PARKING 

There  would  be  no  changes  in  parking  layout  or  in  the  number  of  parking  spaces  in  this 
segment.  Therefore,  there  would  be  no  parking  impacts  with  implementation  of  Project  7-2. 

PEDESTRIAN 

Pedestrian  volumes  are  generally  low  along  7""  Avenue,  and  there  would  be  no  changes  in 
sidewalk  width  or  crosswalk  layout.  The  interactions  between  pedestrians  and  bicyclists  would 
not  change  as  a  result  of  Project  7-2.  Therefore,  there  would  be  no  pedestrian  impacts  with 
implementation  of  Project  7-2. 

BICYCLE 

The  installation  of  bicycle  lanes  would  provide  bicyclists  with  a  designated  right-of-way  for 
travel.  In  addition,  the  installation  of  sharrows  would  increase  the  motor  vehicle  drivers' 
awareness  that  bicyclists  may  be  on  the  road  as  well  as  identify  for  bicyclists  the  pathway 


V.  Environmental  Setting  and  Impacts  and  Mitigation  Measures 

A.  Transportation 
3.         Project-Level  Analysis 

outside  the  'door  zone'.^^  The  separation  of  northbound  bicycle  traffic  from  the  northbound 
right  turn  vehicles  w^ould  reduce  the  potential  conflict  between  right-turning  vehicles  and 
through  bicyclists.  Hence,  Project  7-2  would  not  have  a  significant  impact  on  cyclists  but  could 
have  the  beneficial  effect  of  improving  roadway  conditions  and  safety  for  bicyclists. 

LOADING 

This  segment  of  7""  Avenue  has  mostly  residential  and  some  retail  uses.  While  on-street  parking 
occupancy  in  the  project  area  is  relatively  high,  there  were  no  double-parked  vehicles  or 
significant  loading  needs  observed^"  in  the  field;  loading  activity  is  generally  accommodated  in 
the  on-street  parking  spaces.  There  would  be  no  changes  in  on-street  loading  spaces.  Therefore, 
there  would  be  no  loading  impacts. 

PROJECT  7-3:  GREAT  HIGHWAY  AND  POINT  LOBOS  AVENUE  BICYCLE  LANES,  EL 
CAMINO  DEL  MAR  TO  CABRILLO  STREET  

This  project  includes  one  design  option  in  the  Draft  EIR.  Modified  Project  7-3  is  consistent  with 
^  that  option,  with  the  following  changes.  The  southern  limit  of  the  project  has  moved  from 
Cabrillo  Street  to  Fulton  Street.  The  project  limits  are  now  48'*"  Avenue/El  Camino  Del  Mar  to 
Fulton  Street.  Modified  Project  7-3  would  add  a  northbound  right-turn  only  lane  on  Point 
Lobos  Avenue  approaching  the  parking  lot  next  to  Sutro  Heights  Park.  The  modified  project 
would  add  the  following  roadway  segments  to  the  Bicycle  Route  Network:  Balboa  Street, 
between  Point  Lobos/Great  Highway  and  La  Play  a  Street;  La  Play  a  Street  between  Balboa  and 
Cabrillo  Streets. 


In  February  2004,  Alta  Planning  +  Design  completed  a  study,  San  Franci$co'fi  Shared  Ijiiw  Pavement 
Markings:  Improving  Bicycle  Safety,  on  shared  lane  markings  for  Class  111  bikevvays  in  San  l-rancisco.  In 
this  study,  a  key  conclusion  was  that  the  pavement  markings  (also  known  as  sharrow  markings) 
increased  the  awareness  of  the  bicyclists'  and  motorists'  position  on  the  road.  Bicyclists  tended  to  ride 
further  from  parked  cars,  and  motorists  tended  to  pass  bicyclists  at  a  greater  distance  from  the 
pavement  marking.  The  report's  recommendation  was  to  use  the  sharrow  markings  on  appropriate 
shared  lanes  but  not  as  a  substitution  for  bicycle  lanes  where  feasible. 

Field  surveys  were  conducted  by  CHS  Consulting  on  Monday,  November  26,  20()7  during  the 
midday. 
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V.  Environmental  Setting  and  Impacts  and  Mitigation  Measures 

A.  Transportation 
3.         Project-Level  Analysis 

Project  7-3  would  add  a  Class  II  bicycle  lane  and  remove  one  travel  lane  in  both  directions  on 
Point  Lobos  Avenue  between  48"^  Avenue/El  Camino  Del  Mar  and  Balboa  Street,  except  for  the 
addition  of  sharrows  on  the  south-eastbound  segment  of  Point  Lobos  Avenue  between  the 
crosswalk  at  the  Sutro  Heights  Park  parking  lot  and  Balboa  Street.  Project  7-3  would  also  add  a 
striped  median  from  approximately  the  Cliff  House  to  the  Sutro  Heights  Park  parking  lot.  With 
a  separate  project  proposed  by  the  National  Park  Service,  the  existing  parking  lot  on  the  north 
side  of  Point  Lobos  Avenue  would  be  expanded  and  relocated  eastward  by  approximately  200 
feet  by  the  Park  Service  to  accommodate  approximately  135  parking  spaces.  As  part  of  Project  7- 
3,  approximately  10  on-street  parking  spaces  would  be  removed  on  the  north  side  of  Point 
Lobos  Avenue,  from  the  48"'  Avenue  intersection  westward  by  approximately  200  feet  to 
provide  space  for  a  right-turn  lane  into  the  proposed  new  parking  lot. 

Project  7-3  would  also  add  a  Class  II  bicycle  lanes  in  both  directions  along  the  Great  Highway 
between  Balboa  and  Cabrillo  Streets  by  narrowing  the  travel  lanes.  There  would  be  no  parking 
removal  in  this  segment. 

TRAFFIC:  INTERSECTION  LEVEL  OF  SERVICE  (LOS) 

The  northbound  bicycle  lane  on  Great  Highway  from  Fulton  Street  to  Cabrillo  Street  is  part  of 
the  existing  Bicycle  Route  Network  and  would  be  installed  in  the  existing  shoulder  of  the 
roadway.  There  are  no  lane  reductions  or  parking  removals  required  therefore  there  would  be 
no  significant  impact  as  a  result  of  this  project  revision. 

The  addition  of  the  right-turn  only  lane  on  northbound  Point  Lobos  Avenue  approaching  the 
parking  lot  next  to  Sutro  Heights  Park  would  not  remove  any  parking  or  change  the  through 
travel  lane  configuration  from  what  was  analyzed  in  the  Draft  EIR.  Therefore,  there  would  be 
no  significant  traffic  impact  associated  with  the  implementation  of  this  project  revision. 

The  addition  of  the  southbound  bicycle  lane  on  Great  Highway  from  600  feet  north  of  Balboa 
Street  to  Balboa  Street  would  not  require  a  travel  lane  reconfiguration  or  parking  removal. 
Therefore,  there  would  be  no  significant  traffic  impact  associated  with  this  project  revision. 

The  modified  project  would  establish  a  new  Class  III  bicycle  route,  with  sharrows,  on  Balboa 
Street  between  Great  Highway  and  La  Playa  Street  and  on  La  Playa  Street  between  Balboa  and 
Cabrillo  Streets,  closing  a  gap  in  the  existing  bicycle  route  network  between  the  Class  II  bicycle 
lanes  on  Cabrillo  Street  and  the  proposed  Class  II  bicycle  lanes  on  Great  Highway.  The  Draft 
EIR  analyzed  the  presence  of  sharrows  on  the  existing  bicycle  route  network,  concluding  that 
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A.  Transportation 
3.         Project-Level  Analysis 


the  installation  of  sharrows  w^ould  not  significantly  impact  traffic  or  transit  operations  (see  p. 
V.A.4-13  of  the  Draft  EIR).  The  proposed  roadvs^ay  segments  of  Balboa  Street  and  Cabrillo 
Street  are  low^-speed,  low^-volume,  two-lane  streets  with  manageable  grades,  criterion  that  was 
used  in  the  past  to  establish  the  existing  bicycle  route  network.  Consequently  the  Draft  EIR 
analysis  of  sharrows  on  existing  bicycle  network  streets  also  would  apply  to  sharrows  on  new 
bicycle  network  streets  that  are  chosen  in  a  similar  manner  and  intended  for  the  same  purpose. 
In  summary,  there  would  be  no  significant  traffic  impact  as  a  result  of  the  implementation  of 
Modified  Project  7-3. 

Intersection  LOS  calculations  were  performed  for  the  PM  peak  hour. 
One  study  intersection  is  included  in  Project  7-3  for  the  PM  peak  period. 
Intersection  56:  48""  Avenue/Point  Lobos  Avenue 
Existing  and  Existing  plus  Project  Conditions 

Under  Existing  conditions,  this  intersection  operates  at  LOS  B  with  10.7  seconds  of  delay.  Due 
to  the  reduction  of  capacity  in  the  southbound  and  westbound  approaches  and  the  lane 
configuration  adjustment  in  the  eastbound  approach,  there  would  be  an  increase  in  delay  along 
these  approaches.  The  intersection  at  48"'  Avenue/Point  Lobos  Avenue  would  operate 
satisfactorily  at  LOS  B,  with  11.5  seconds  of  average  delay  (an  increase  by  0.8  seconds)  under 
Existing  plus  Project  conditions.  Therefore,  Project  7-3  would  not  cause  a  significant  traffic 
impact  to  the  intersection  at  48"'  Avenue/Point  Lobos  Avenue  under  Existing  plus  Project 
conditions.  Table  V.7-8  below  summarizes  these  results. 


TABLE  V.7-8 
CLUSTER  7  -  PROJECT  7-3 
INTERSECTION  LEVEL  OF  SERVICE  AND  AVERAGE  DELAY  -  EXISTING  AND  EXISTING  PLUS 
PROJECT  CONDITIONS  WEEKDAY  PM  PEAK  HOUR 

Existing  Existing  Plus  Project 

Intersection  Average  Delay'       LOS      Average  Delay'  LOS 

56.        48th  Avenue/Point  Lobos  Avenue  10.7  B  11.5  B 

Source:     Wilbur  Smith  Associates,  October  2008. 

Note: 

a.      Delay  in  seconds  per  vehicle.  
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2025  Cumulative  and  2025  Cumulative  plus  Project  Conditions 

The  48'*^  Avenue/Point  Lobos  Avenue  intersection  w^ould  operate  satisfactorily  at  LOS  B  in  the 
PM  Peak  Hour,  with  11.4  seconds  of  average  delay  under  2025  Cumulative  conditions.  Due  to 
the  reduction  of  capacity  in  the  southbound  and  westbound  approaches  and  the  lane 
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3.         Project-Level  Analysis 

configuration  adjustment  in  the  eastbound  approach  being  proposed  by  the  project,  there 
would  be  an  increase  in  delay  along  these  approaches.  In  spite  of  these  changes,  the  48'*' 
Avenue/Point  Lobos  Avenue  intersection  would  operate  satisfactorily  at  LOS  B,  with  13  seconds 
of  delay  under  2025  Cumulative  plus  Project  conditions.  Therefore,  there  would  not  be  a 
significant  impact  at  this  intersection  resulting  from  the  implementation  of  Project  7-3.  Table 
V.7-9,  p.  V.A.3-606,  summarizes  these  results. 


TABLE  V.7-9 
CLUSTER  7  -  PROJECT  7-3 
INTERSECTION  LEVEL  OF  SERVICE  (LOS)  AND  AVERAGE  DELAY  -  2025  CUMULATIVE  AND 
CUMULATIVE  PLUS  PROJECT  CONDITIONS  -  WEEKDAY  PM  PEAK  HOUR 

2025  Cumulative  2025  Cumulative  plus  Project 

Average 

Intersection  Delay^  LOS  Average  Delay^  LOS 

56.       48th  Avenue/Point  Lobos  Avenue  11.4  B  13.0  B 


Source:     Wilbur  Smith  Associates,  October  2008. 
Note: 

 a.     Delay  in  seconds  per  vehicle.  ^  

TRANSIT 

Muni  bus  line  18  operates  in  both  directions  along  Point  Lobos  Avenue  between  the  Great 
Highway  and  El  Camino  Del  Mar,  with  approximately  four  buses  per  hour  each  way  during  the 
AM  and  PM  peak  periods.  There  are  two  westbound  Muni  bus  stops,  one  on  the  far  side  of  48"^ 
Avenue/El  Camino  Del  Mar  and  one  located  in  front  of  the  Golden  Gate  National  Recreation 
Area  west  of  Merrie  Way.  There  are  two  eastbound  bus  stops,  one  on  the  nearside  of  the  Sutro 
Heights  Park  parking  lot  entrance  and  one  on  the  nearside  of  48"'  Avenue/El  Camino  del  Mar. 

Project  7-3  would  remove  on-street  parking  on  the  north  side  of  Point  Lobos  Avenue  between  El 
Camino  Del  Mar  Avenue  and  approximately  200  feet  westward;  the  parking  lane  would  bo 
changed  to  a  right-turn  only  lane.  This  right-turn  lane  would  lead  into  the  new  .iccess  driveway 
of  the  parking  lot,  which  is  a  part  of  a  separate  project  being  proposed  by  the  National  Park 
Service.  Buses  would  stop  in  the  right-turn  lane  to  load  and  unload  passengers.  Because  bus 
volumes  are  low  (one  bus  every  15  minutes)  and  the  parking  lot  occiip.incy  during  the 
weekdays  would  be  low,  there  would  be  no  significant  conflict  between  hiises  .mil  right-turning 
vehicles.  While  parking  demand  at  the  new  parking  lot  on  some  wivki'mK  would  be  high,  it  is 
not  expected  that  the  right  turn  lane  would  cause  significant  deUn  ^  to  Muni  service. 
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The  proposed  eastbound  bioxle  lane  would  be  striped  along  the  curb  on  the  south  side  of  Point 
Lobos  Avenue.  WTien  buses  stop  at  the  two  eastbound  Muni  bus  stops  to  boaird  passengers, 
they  would  completeh  obstruct  the  bio,'cle  lane  and  force  bio^'clists  to  pass  to  the  left  in  the 
travel  lane.  This  interaction  between  bicv  clists  and  buses  would  not  be  different  from  current 
conditions,  and  would  not  affect  transit  capacitii',  transit  operation,  or  travel  time.  Therefore, 
there  would  be  no  significant  transit  impacts  with  implementatiwi  of  Prefect  7-3. 

PARKING 

Prefect  7-3  would  remove  approximately  10  on-street  parking  spaces  on  the  north  side  of  Point 
Lobos  Avenue  between  48**'  Avenue  and  approximately  200  feet  westward.  On-street  parking 
occupanc)  in  this  area  is  generally  low  to  moderate  during  the  weekday  midday,  but 
substantially  higher  during  weekends  and  in  the  evening.  The  proposed  parking  lot  on  the 
north  side  of  Point  Lobos  Avenue  would  pro\ide  approximately  135  parking  spaces  that  could 
accommodate  the  loss  of  on-street  parking  as  a  result  of  Project  7-3.  There  is  occasional  tour  bus 
loading  near  the  Cliff  House  although  most  tour  buses  travel  slowlv  through  the  area  without 
stopping,  while  others  stop  for  a  few  minutes  to  allow  passengers  to  disembark  to  take  pictures. 
There  is  no  designated  tour  bus  parking  in  the  area.  Tour  bus  parking  would  be  included  in  the 
new  National  Park  Ser\  ice  parking  lot  with  five  saw  tooth-t>'pe  bus  parking  bays.  This  change 
would  reduce  conflicts  bet\veen  buses  and  bic\  clists  along  Point  Lobos  Avenue.  The  loss  of  10 
on-street  parking  spaces  would  not  cause  a  significant  change  in  parking  occupancv  in  the  area 
particularly  w  ith  the  proposed  National  Park  Ser\ice  parking  lot  coming  sooti.  Therefore,  there 
would  be  no  significant  parking  impacts  with  implementation  of  Prefect  7-3. 

PEDESTRIAN 

Pedestrian  volumes  are  low  during  weekday  middav  and  high  during  weekends  and 
pedestrians  generally  sta\  on  the  north  side  of  Point  Lobos  and  t\  picallv  do  not  walk  on  the 
south  side.  The  reduction  of  tra\  el  lanes  from  two  to  one  each  wav  w  ould  increase  pedestrian 
crossing  safety-  at  the  crossw  alks  by  reducing  the  number  of  potential  conflict  points  between 
pedestrians  and  mo\ing  vehicles.  The  project  proposed  bv  the  Park  Ser\ice  includes  bulb-outs 
on  the  northwest,  northeast,  and  southeast  comers  at  tfie  48*  Street^Point  Lobos  Avenue 
intersection.  These  comer  bulb-outs  would  benefit  pedestrians  bv  decreasing  the  total  crossing 
distance.  The  proposed  bulb-out  at  the  mid-block  intersection  would  also  decrease  the  crossing 
distance,  and  the  raised  center  median  would  pro\ide  a  refuge  area  for  pedestrians  crossing 
Point  Lobos  Avenue.  Therefore,  there  would  be  no  significant  pedestrian  impacts  with 
implementation  of  Project  7-3. 
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V.  Environmental  Setting  and  Impacts  and  Mitigation  Measures 

A.  Transportation 
3.         Project-Level  Analysis 

BICYCLE 

Bicyclists  would  benefit  from  the  installation  of  bicycle  lanes  with  the  designation  of  a  clear 
right-of-way  for  their  use.  The  eastbound  bicycle  lane  would  be  interrupted  by  a  Muni  bus  stop 
on  the  nearside  of  the  existing  Sutro  Heights  Park  parking  lot,  but  this  would  not  represent  a 
change  from  existing  conditions.  The  installation  of  sharrows  would  increase  the  motor  vehicle 
drivers'  awareness  that  bicyclists  may  be  on  the  road  as  well  as  identify  for  bicyclists  the 
pathway  outside  the  "door  zone".  Hence,  Project  7-3  would  not  have  a  significant  impact  on 
cyclists  but  could  have  the  beneficial  effect  of  improving  roadway  conditions  and  safety  for 
bicyclists. 

LOADING 

Freight  loading  demand  in  this  segment  of  the  Great  Highway/Point  Lobos  generally  occurs 
during  early  morning  hours  when  deliveries  are  made  to  the  Cliff  House  Restaurant  and  the 
adjacent  retail  uses.  They  usually  rely  on  the  on-street  parking  spaces  for  loading  needs,  and 
there  would  be  no  changes  to  on-street  or  off-street  parking  in  the  vicinity  of  the  Cliff  House 
and  nearby  businesses.  Passenger  loading  and  tour  bus  activities  would  also  not  be  affected  by 
the  changes  proposed  by  Project  7-3.  Therefore,  there  would  be  no  significant  loading  impacts 
with  implementation  of  Project  7-3. 

PROJECT  7-4:  JOHN  F.  KENNEDY  DRIVE  TO  KEZAR  DRIVE  BICYCLE  LANES,  STANYAN 
STREET  TO  TRANSVERSE  DRIVE 

Modified  Project  7-4  would  add  a  Class  II  bicycle  lane  in  both  directions  on  John  F.  Kennedy 
Drive  between  Kezar  Drive  and  Transverse  Drive.  With  the  exception  of  striping  for  bicycle 
lanes,  parking  and  travel  lane  changes  that  are  required  to  create  this  bicycle  lane  have  already 
been  implemented  by  the  Recreation  and  Park  Department  and  the  Golden  Gate  Park 
Concourse  Authority  as  part  of  the  John  F.  Kennedy  Drive  Bicycle  &  Pedestrian  Improvements 
project  after  going  through  a  separate  environmental  review  process  and  certification  of  an  EIR 
on  July  23,  2003. 

Project  7-4  would  also  add  an  eastbound  Class  II  bicycle  lane  on  Kezar  Drive  between  John  F. 
Kennedy  Drive  and  Stanyan  Street  by  converting  the  shoulder  on  the  left  side  of  the  eastbound 
travel  lanes  adjacent  to  the  raised  median. 

TRAFFIC:  INTERSECTION  LEVEL  OF  SERVICE  (LOS) 

Please  see  discussion  under  Setting:  Study  Intersection  on  p.  V.A.3-3  of  this  I  I K. 


Case  No.  20()7.0347E 

San  Francisco  Bicycle  Plan 


V.A.3-608 


Kinjj  EIR 
AU.IM  2009 
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TRANSIT 

There  are  no  transit  lines  on  John  F.  Kermedy  Drive.  Therefore,  there  would  be  no  transit 
impacts  with  implementation  of  Project  7-4. 

PARKING 

Parking  and  travel  lane  changes  that  are  required  to  create  this  bicycle  lane  have  already  been 
implemented  by  the  Recreation  and  Park  Department  and  the  Golden  Gate  Park  Concourse 
Authority  as  part  of  the  John  F.  Kennedy  Drive  Bicycle  &  Pedestrian  Improvements  project  after 
completion  of  a  separate  environmental  review  and  certification  of  an  EIR  on  July  23,  2003. 

Modified  Project  7-4  would  not  change  the  parking  conditions  in  the  project  area.  Therefore, 
there  would  be  no  parking  impacts  with  implementation  of  Modified  Project  7-4. 

PEDESTRIAN 

Pedestrian  volumes  are  generally  low  during  the  weekday  midday,  but  high  on  the  weekend 
midday.  Pedestrians  in  Golden  Park  tend  to  stroll  slowly;  when  sidewalks  are  crowded  and  the 
street  is  closed  to  motor  vehicle  traffic,  many  pedestrians  would  walk  in  the  roadway.  While 
bicyclists  and  skaters  would  also  be  using  the  roadway,  there  is  sufficient  curb-to-curb  width  to 
safely  accommodate  all  expected  non-motorized  traffic.  Project  7-4  would  not  change  sidewalk 
widths  or  crosswalks.  Therefore,  there  would  be  no  significant  pedestrian  impacts  with 
implementation  of  Project  7-4. 

BICYCLE 

The  installation  of  bicycle  lanes  would  provide  bicyclists  with  a  designated  right-of-way  for 
travel.  Therefore,  Modified  Project  7-4  would  not  result  in  a  significant  impact  to  bicyclists  but 
could  have  the  beneficial  effect  of  improving  roadway  conditions  and  safety  for  bicyclists. 
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3.         Project-Level  Analysis 

LOADING 

This  area  is  for  recreational  use  only,  and  there  is  no  freight  loading  demand.  Therefore,  there 
would  be  no  significant  loading  impacts  with  implementation  of  Project  7-4. 

FROJECT  7-5:  KIRKHAM  STREET  BICYCLE  LANES,  9™  AVENUE  TO  GREAT  HIGHWAY 

Project  7-5  would  involve  the  installation  of  Class  II  bicycle  lanes  in  both  directions  on  Kirkham 
Street  between  9'^  Avenue  and  Great  Highway.  Project  7-5  would  be  divided  into  six  segments. 

Segment  I  would  include  Kirkham  Street  between  9""  Avenue  and  Funston  Avenue,  Kirkham 
Street  between  17"^  Avenue  and  18'^  Avenue,  Kirkham  Street  between  20'^  Avenue  and  36'*^ 
Avenue,  and  Kirkham  Street  between  37'^  Avenue  and  Great  Highway.  The  proposed  option  for 
this  segment  would  involve  installation  of  Class  II  bicycle  lanes  in  both  directions.  The 
proposed  option  would  not  involve  travel  lane  or  parking  removal. 

Segment  II  would  include  Kirkham  Street  between  Funston  Avenue  and  17""  Avenue.  The 
proposed  option  for  this  segment  would  involve  installation  of  Class  II  bicycle  lane  s  in  both 
directions,  with  painted  or  raised  pedestrian  refuges  added  at  the  intersections.  The  proposal 
for  this  segment  would  not  involve  travel  lane  or  parking  removal.  However,  the  travel  lanes 
would  be  narrowed  at  the  intersections  to  create  the  pedestrian  refuge  areas. 

Segment  III  would  include  Kirkham  Street  between  18'*"  Avenue  and  19"^  Avenue.  There  are  two 
design  options  for  this  segment: 

Segment  III  Option  1  would  involve  removal  of  approximately  10  parking  spaces  on  the  north 
side  of  Kirkham  Street  and  installation  of  Class  II  bicycle  lanes  in  both  directions.  This  option 
would  not  involve  travel  lane  removal. 

Segment  III  Option  2  would  involve  installation  of  a  Class  II  bicycle  lane  in  the  easlbound 
direction  and  installation  of  sharrows  along  the  existing  Class  III  bicycle  route  in  the  westbound 
direction  on  Kirkham  Street.  This  option  would  not  involve  travel  lane  or  parking  removal. 

Segment  IV  would  include  Kirkham  Street  between  19"'  Avenue  and  20"'  Avenue.  There  are  two 
design  options  for  this  segment: 

Segment  IV  Option  1  would  involve  removal  of  approximalelv  12  parking  spaces  on  the  south 
side  of  Kirkham  Street  and  installation  ot  Class  II  bicycle  lane  s  in  both  directions.  I  his  (option 
would  not  involve  travel  lane  removal. 
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Segment  IV  Option  2  would  involve  installation  of  a  Class  II  bicycle  lane  in  the  westbound 
direction  and  installation  of  sharrows  along  the  existing  Class  III  bicycle  route  in  the  eastbound 
direction  on  Kirkham  Street.  This  option  would  not  involve  travel  lane  or  parking  removal. 

Segment  V  would  include  Kirkham  Street  between  36"^  Avenue  and  Sunset  Boulevard.  There 
are  two  design  options  for  this  segment: 

Segment  V  Option  1  would  involve  removal  of  approximately  four  parking  spaces  on  the  north 
side  of  Kirkham  Street  and  installation  of  Class  11  bicycle  lane  s  in  both  directions.  This  option 
would  not  involve  travel  lane  removal. 

TRAFFIC:  INTERSECTION  LEVEL  OF  SERVICE  (LOS) 

Please  see  discussion  under  Setting:  Study  Intersection  on  p.  V.A.3-3  of  this  EIR. 
TRANSIT 

There  are  no  transit  lines  on  this  segment  of  Kirkham  Street.  Therefore,  there  would  be  no 
transit  impacts  with  implementation  of  Project  7-5  under  either  Option  1  or  Option  2. 

PARKING 

•  Option  1 

Option  1  would  remove  a  total  of  30  on-street  parking  spaces,  with  approximately  14 
spaces  on  the  north  side  of  Kirkham  Street  between  18"'  and  19'^  Avenues  and  between 
36"^  Avenue  and  Sunset  Boulevard,  and  approximately  16  spaces  on  the  south  side 
between  19"^  and  20"'  Avenues  and  between  Sunset  Boulevard  and  37'*^  Avenue.  On- 
street  parking  occupancy  along  this  corridor  is  generally  low,  so  motorists  would  still  be 
able  to  find  a  parking  space  in  the  area,  although  they  may  have  to  walk  a  farther 
distance.  Therefore,  there  would  be  no  significant  parking  impacts  with  implementation 
of  Project  7-5  Option  1 . 

•  Option  2 

There  would  be  no  parking  removal  under  Option  2.  Therefore,  there  would  be  no 
parking  impacts  with  implementation  of  Project  7-5  Option  2. 

PEDESTRIAN 

Pedestrian  volumes  are  generally  low,  though  slightly  higher  at  the  school  crossings  during  the 
morning  and  midday  periods  for  approximately  30  minutes  before  school  starts  and  after  school 
ends.  However,  there  would  be  no  changes  in  sidewalk  width  or  crosswalk  layout  under  either 
Option  1  or  Option  2,  and  the  interactions  between  pedestrians  and  bicyclists  would  not  change 
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as  a  result  of  Project  7-5.  Therefore,  there  would  be  no  significant  pedestrian  impacts  with 
implementation  of  Project  7-5  with  either  Option  1  or  Option  2. 

BICYCLE 

Bicyclists  would  benefit  from  the  installation  of  bicycle  lanes  with  the  designation  of  a  clear 
right-of-way  for  their  use.  The  installation  of  sharrows  would  increase  the  motor  vehicle 
drivers'  awareness  that  bicyclists  may  be  on  the  road  as  well  as  identify  for  bicyclists  the 
pathway  outside  the  'door  zone'.  Hence,  the  implementation  of  Project  7-5  with  implementation 
of  either  Option  1  or  Option  2  would  not  have  a  significant  impact  on  cyclists  but  could  have 
the  beneficial  effect  of  improving  roadway  conditions  and  safety  for  bicyclists. 

LOADING 

This  area  has  mostly  residential  uses,  and  loading  demand  is  typically  very  low.  The  available 
on-street  parking  spaces  would  accommodate  any  need  for  deliveries,  and  the  removal  of  on- 
street  parking  does  not  include  any  on-street  yellow  commercial  freight  loading  spaces. 
Therefore,  there  would  be  no  significant  loading  impacts  with  implementation  of  Project  7-5 
with  either  Option  1  or  Option  2. 

PROJECT  7-6:  PAGE  AND  STANYAN  STEETS  INTERSECTION  TRAFFIC  SIGNAL 
IMPROVEMENTS 

Project  7-6  would  signalize  the  Page  and  Stanyan  Street  intersection  and  add  pedestrian  push 
buttons  in  the  westbound  and  eastbound  approaches.  The  existing  curb  ramp  at  the  entrance  to 
Golden  Gate  Park  would  be  reconstructed  to  allow  easier  access  for  pedestrians  and  bicyclists. 

TRAFFIC:  INTERSECTION  LEVEL  OF  SERVICE  (LOS) 

Please  see  discussion  under  Setting:  Study  Intersection  on  p.  V.A.3-3  of  this  EIR. 
TRANSIT 

Muni  bus  line  33  runs  along  Stanyan  Street,  with  approximately  four  buses  per  hour  o.uli  way 
during  the  AM  and  PM  peak  periods.  The  new  signal  at  Page  Street/Stanyan  Street  is  proposed 
to  operate  as  a  fixed  time  signal.  This  signal  would  be  coordinated  with  the  Haight 
Street/Stanyan  Street  intersection  along  Stanyan  Street.  At  most  Muni  buses  would  expeneiue 
an  additional  20  seconds  of  delay  each  way  in  the  AM  peak  hour  and  28  seconds  of  delay  each 
way  in  the  PM  peak  hour  due  to  the  signalization.  Since  the  total  added  delav  for  Muni  bus  line 
33  (40  seconds  for  AM  peak  hour  and  56  seconds  for  PM  peak  hour)  wi>uld  not  exceeil  the  Muni 


Case-  No.  2007.0347E 
San  Francisco  Bicycle  Plan 


V.A.3-612 


Fni.il  I  IK 
An.rsT2«09 


V.  Environmental  Setting  and  Impacts  and  Mitigation  Measures 

A.  Transportation 
3.         Project-Level  Analysis 

bus  line's  headv^ay  of  15  minutes,  a  significant  transit  impact  would  not  occur  with 
implementation  of  Project  7-6. 

PARKING 

There  would  be  no  changes  in  parking  layout  or  number  of  parking  spaces  in  this  segment. 
Therefore,  there  would  be  no  parking  impacts  with  Project  7-6. 

PEDESTRIAN 

Pedestrian  volumes  in  this  area  are  generally  low  to  moderate.  Project  7-6  would  add  a 
pedestrian  signal  phase  activated  by  a  push  button  that  would  provide  a  safer  passage  for 
pedestrians  crossing  Stanyan  Street,  which  currently  does  not  have  a  signal.  Therefore,  there 
would  be  no  significant  pedestrian  impacts  with  implementation  of  Project  7-6. 

BICYCLE 

Similar  to  pedestrians,  the  proposed  signal  would  provide  bicyclists  safer  access  from  the 
bicycle  path  when  exiting  Golden  Gate  Park  onto  Page  and  Stanyan  Streets.  Therefore,  Project  7- 
6  would  not  result  in  a  significant  impact  to  bicyclists  but  could  have  the  beneficial  effect  of 
improving  access  and  safety  for  bicyclists. 

LOADING 

Project  7-6  would  not  change  existing  on-street  parking  layout  or  affect  any  off-street  loading 
facilities.  Therefore,  there  would  be  no  loading  impacts  with  implementation  of  Project  7-6. 


CLUSTER  7:  SUMMARY  OF  SIGNIFICANT  IMPACTS  AND  MITIGATION 
MEASURES 


No  significant  impacts  were  identified  in  Cluster  7. 


CLUSTER  8:  LOWER  S UNSET/INGLESIDE  AREA^^ 


This  section  provides  a  description  of  the  Existing  plus  Project  and  2025  Cumulative  and  2025 
Cumulative  plus  Project  transportation  conditions  within  Cluster  8.  Two  design  options  are 
proposed  for  Projects  8-1  and  8-3;  the  remaining  projects  have  only  one  proposed  option.  No 
study  intersections  are  jncluded  within  Cluster  8.  Transit  delay  calculations  sheets  can  be  found 
in  the  TIS. 


Unless  otherwise  indicated,  all  intersection  analysis  is  for  PM  Peak  Hour  conditions. 
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The  preferred  project  design  for  Cluster  8  near-term  improvements  are:  Project  8-1  Option  2 
and  Option  1  of  Project  8-3,  Project  8-4  and  Project  8-5.  These  are  described  and  analyzed  below 
with  no  text  changes.  For  Project  8-2,  only  one  option  was  analyzed  in  the  Draft  EIR.  Project  8- 
2  Modified  Option  1  is  the  modified  project  as  described  and  analyzed  in  this  section. 
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PROJECT  8-1:  19^"  AVENUE  MIXED-USE  PATH,  BUCKINGHAM  WAY  TO  HOLLOWAY 
AVENUE 

There  are  two  options  for  this  segment  of  19'^  Avenue. 

•  Option  1 

Option  1  would  add  a  12-foot  wide,  two-way.  Class  I  bicycle  path  on  the  west  side  of  19'^ 
Avenue  between  Buckingham  Way  and  Holloway  Avenue.  North  of  the  bus  stop,  the 
existing  parking  lane  would  be  removed,  the  sidewalk  and  curb  would  be  moved  eight 
feet  eastward  to  the  edge  of  the  existing  parking  lane,  and  a  two-way  12-foot  bicycle 
path  would  be  placed  immediately  to  the  west  of  the  10- foot  sidewalk.  This  change 
would  require  permits  from  Caltrans  because  the  sidewalk  and  curb  would  encroach 
into  Caltrans'  right-of-way  along  19'*^  Avenue  and  would  also  require  taking  of  4-feet  of 
right-of-way  from  SFSU. 

•  Option  2 

Option  2  would  construct  a  new  mixed-used  pedestrian/bicycle  pathway  within  the 
SFSU  campus  between  Buckingham .  Way  and  Holloway  Avenue  and  a  mixed-use 
pedestrian/bicycle  bridge  extending  between  the  student  housing  complex  at  University 
Park  North  and  the  north  side  of  Thornton  Hall. 

TRAFFIC:  INTERSECTION  LEVEL  OF  SERVICE  (LOS) 

Please  see  discussion  under  Setting:  Study  Intersection  on  p.  V.A.3-3  of  this  EIR. 
TRANSIT 

Muni  bus  lines  17,  28,  and  28L  run  in  both  directions  along  19"'  Avenue  between  Buckingham 
Way  and  Holloway  Avenue,  with  approximately  12  buses  per  hour  each  way  during  the  AM 
peak  period  and  eight  buses  per  hour  each  way  during  the  PM  peak  period.  There  is  one 
southbound  Muni  bus  stop  on  19"'  Avenue  between  Buckingham  Way  and  Holloway,  located 
on  the  nearside  of  Holloway  Avenue.  The  bus  stop  is  located  in  a  10-foot  wide  bay,  so  that 
buses  have  sufficient  space  to  pull  into  the  bus  zone  without  encroaching  into  a  travel  lane  or 
obstructing  bicycle  traffic. 

M-Oceanview  light  rail  runs  in  the  center  lane  with  approximately  seven  trains  per  hour  each 
way  during  the  AM  and  PM  peak  periods.  The  SFSU  Station  for  the  M-Oceanview  LRT  is 
located  in  the  median  on  the  north  side  of  the  19"'  Avenue  and  Holloway  Avenue  intersection. 

Because  both  Options  1  and  2  would  add  Class  I  bicycle  paths  that  are  separated  from  traffic, 
there  would  be  no  interaction  between  light  rail  trains  and  bicyclists  in  the  median  or  between 
buses  and  bicyclists  on  the  west  side  of  19"'  Avenue. 
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•  Option  1 

Under  Option  1,  the  removal  of  on-street  parking  on  the  v^est  side  of  19'*'  Avenue  would 
benefit  Muni  bus  operation  by  eliminating  interactions  between  vehicles,  ingress  and 
egress  on-street  parking  spaces,  and  southbound  Muni  buses  operating  along  the  curb 
right  lane.  In  addition,  the  proposed  bicycle  path  would  remove  most  bicycle  traffic 
from  the  roadway  eliminating  potential  transit/bicycle  conflicts.  Therefore,  there  would 
be  no  significant  transit  impacts  with  implementation  of  Project  8-1  Option  1. 

•  Option  2 

Option  2  would  benefit  Muni  bus  operation  by  diverting  bicyclist  movement  from  the 
roadway  onto  the  pathway  within  the  SFSU  campus  thereby  eliminating  conflicts 
between  transit  and  bicyclists.  Under  this  option,  there  would  be  no  changes  to  the 
existing  southbound  bus  stop  bay  on  the  far  side  of  Holloway  Avenue.  Therefore,  there 
would  be  no  significant  transit  impacts  with  implementation  of  Project  8-1  Option  2. 

PARKING 

•  Option  1 

Option  1  would  remove  approximately  45  on-street  parking  spaces  and  35  motorcycle 
spaces  on  the  west  side  of  19""  Avenue  between  Buckingham  Way  and  Holloway 
Avenue.  Neighborhoods  adjacent  to  SFSU,  including  Stonestown  Galleria  Shopping 
Center,  have  been  opposed  to  SFSU  students  parking  in  their  neighborhood.  To  this  end, 
the  residential  neighborhoods  in  the  area  have  implemented  on-street  residential 
parking  permit  (RPP)  zones.  The  area  east  of  SFSU  has  been  designated  as  RPP  zone  H 
and  the  area  south  of  SFSU  is  in  RPP  zone  E. 

Parking  supply  is  not  considered  a  permanent  physical  condition,  and  changes  in  the 
parking  supply  would  not  be  a  significant  environmental  impact  as  under  the  CEQA  but 
rather  a  social  effect.  The  loss  of  parking  may  cause  potential  social  effects,  which  would 
include  cars  circling  and  looking  for  a  parking  space  in  neighboring  streets.  The 
secondary  effects  of  drivers  searching  for  parking  is  typically  offset  by  a  reduction  in 
vehicle  trips  due  to  others  who  are  aware  of  constrained  parking  conditions  in  a  given 
area.  Hence,  any  secondary  environmental  impacts  that  may  result  from  a  shortfall  in 
parking  in  the  vicinity  of  the  proposed  project  would  be  minor.  The  changes  in  on-streol 
parking  also  would  not  cause  any  secondary  physical  impacts,  such  as  traffic  congestion, 
air  quality  impacts,  or  noise  impacts  cause  by  congestion.  Therefore,  there  would  be  no 
significant  parking  impacts  with  implementation  of  Project  8-1  Option  1. 

•  Option  2 

There  would  be  no  parking  removal  under  Option  2.  Therefore,  there  would  be  no 
parking  impacts  with  implementation  of  Project  8-1  Option  2. 
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PEDESTRIAN 

Pedestrian  volumes  in  this  area  are  relatively  low  to  moderate  during  non-school  hours,  but 
high  when  SFSU  classes  are  in  session.  There  would  be  no  changes  in  sidewalk  width  along  19'^ 
Avenue.  Both  proposed  options  would  have  separated  paths  for  pedestrians  and  bicycles,  but 
would  be  adjacent  to  each  other. 

•  Option  1 

For  Option  1,  the  proposed  Class  I  bicycle  path  next  to  a  pedestrian  sidewalk  (Option  1) 
would  be  a  relatively  new  experience  for  both  pedestrians  and  bicyclists  in  this  area.  The 
design  of  the  proposed  pathways  must  use  striping  and  signage  to  clearly  delineate 
right-of-way  between  pedestrians  and  bicyclists.  With  such  delineations,  no  significant 
pedestrian  impacts  would  result  with  implementation  of  Project  8-1  Option  1. 

•  Option  2 

For  Option  2,  the  mixed-use  pedestrian  and  bicycle  lane  under  Option  2  is  a  relatively 
common  feature  in  a  university  setting,  thus,  would  not  be  a  new  experience.  Therefore, 
no  significant  pedestrian  impacts  would  result  with  implementation  of  Project  8-1 
Option  2. 

BICYCLE 

Bicyclists  would  benefit  from  having  a  dedicated  Class  I  bicycle  path  under  both  Options  1  and 
2  because  they  would  be  physically  separated  from  the  movement  of  motor  vehicles.  Therefore, 
there  would  be  no  significant  bicycle  impacts  with  implementation  of  Project  8-1  with  either 
Option  1  or  Option  2. 

LOADING 

This  segment  of  19"'  Avenue  has  the  SFSU  campus  on  the  west  side.  SFSU  has  available  off- 
street  loading  zones  and  does  not  depend  on  on-street  parking  spaces  along  19""  Avenue  for 
loading.  Therefore,  there  would  be  no  significant  loading  impacts  with  implementation  of  either 
Option  1  or  Option  2  of  Project  8-1. 

PROJECT  8-2:  BUCKINGHAM  WAY  BICYCLE  LANES,  19^"  AVENUE  TO  20^"  AVENUE 

Modified  Project  8-2  would  add  sharrows  to  the  existing  Class  III  bicycle  route  in  the 
westbound  direction  s  on  Buckingham  between  19"'  and  20"'  Avenues. 

TRAFFIC:  INTERSECTION  LEVEL  OF  SERVICE  (LOS) 

Please  see  discussion  under  Setting:  Study  Intersection  on  p.  V.A.3-3  of  this  EIR. 
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TRANSIT 

There  are  no  Muni  bus  stops  in  this  segment  of  Buckingham  Way,  and  therefore  there  would  be 
little  chance  of  conflicts  between  bicycles  and  buses.  In  addition,  there  would  be  no  changes  in 
transit  maneuvering.  Therefore,  there  would  be  no  significant  impacts  on  transit  as  a  result  of 
Modified  Project  8-2. 

PARKING 

Modified  Project  8-2  would  not  change  the  parking  conditions  in  the  project  area.  Therefore, 
there  would  be  no  parking  impacts  with  implementation  of  Modified  Project  8-2. 

PEDESTRIAN 

Pedestrian  volumes  are  generally  moderate  to  high,  especially  at  the  crosswalk  crossing 
Buckingham  Way  at  the  19'^  Avenue  intersection.  SFSU  students  frequently  use  this  route  to 
reach  bus  stops,  parking  spaces,  or  the  Stonestown  Galleria  Shopping  Center.  However,  the 
current  interactions  and  potential  for  conflicts  between  pedestrians  and  bicyclists  would  not 
change  as  a  result  of  the  proposed  bicycle  improvements.  Therefore,  there  v\'ould  be  no 
significant  pedestrian  impacts  with  implementation  of  Project  8-2. 
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BICYCLE 

The  installation  of  sharrows  would  increase  the  motor  vehicle  drivers'  awareness  that  bicyclists 
may  be  on  the  road  as  well  as  identify  for  bicyclists  the  pathway  outside  the  'door  zone'  .  The 
Draft  EIR  analyzes  the  physical  environmental  effects  of  the  implementation  of  sharrows  in 
Section  V,  pp.  V.A.4-1  to  V.A.4-31.  There  would  be  no  significant  impact  as  a  result  of  installing 
sharrows  on  the  bicycle  route  network.  Therefore,  Modified  Project  8-2  would  not  result  in  a 
significant  impact  to  bicyclists  but  could  have  the  beneficial  effect  of  improving  roadway 
conditions  and  bicycling  safety. 

LOADING 

This  short  segment  of  Buckingham  Way  has  no  loading  activity  or  needs.  The  north  side  of  this 
road  has  the  Stonestown  Galleria  Shopping  Center  parking  lot  and  Stonestown  has  off-street 
loading  docks  along  Buckingham  Way  farther  west  of  20'^  Avenue.  The  south  side  of  this  road 
has  residential  apartments  that  do  not  rely  on  this  segment  of  Buckingham  Way  for  loading. 
Therefore,  there  would  be  no  loading  impacts  with  implementation  of  Project  8-2. 

PROJECT  8-3:  HOLLOWAY  AVENUE  BICYCLE  LANES,  JUNIPERO  SERRA  BOULEVARD 
TO  VARELA  AVENUE  #11^ 

Project  8-3  would  add  Class  II  bicycle  lanes  in  both  directions  on  Holloway  Avenue  between 
Junipero  Serra  Boulevard  and  Varela  Avenues.  There  are  two  design  options: 

•  Option  1 

Option  1  would  remove  one  travel  lane  in  each  direction  between  Junipero  Serra 
Boulevard  and  Varela  Avenue.  There  would  be  no  on-street  parking  removal. 

•  Option  2 

Option  2  would  remove  approximately  50  on-street  parking  spaces  on  Holloway 
Avenue  between  Junipero  Serra  Boulevard  and  19"^  Avenue  and  approximately  seven 
on-street  parking  spaces  on  the  south  side  of  Holloway  Avenue  between  19'^  and  Varela 
Avenues.  There  would  be  no  travel  lane  reduction. 

TRAFFIC:  INTERSECTION  LEVEL  OF  SERVICE  (LOS) 

Please  see  discussion  under  Setting:  Study  Intersection  on  p.  V.A.3-3  of  this  EIR. 
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TRANSIT 

Muni  bus  line  29  runs  both  directions  along  Holloway  Avenue  betw^een  Junipero  Serra 
Boulevard  and  Varela  Avenue,  with  approximately  six  buses  per  hour  each  way  during  the  AM 
and  PM  peak  periods.  There  is  one  Muni  bus  stop  located  on  the  far  side  of  Junipero  Serra 
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Boulevard  within  a  17-foot  wide  westbound  travel  lane.  Field  observations'*^  indicate  that  buses 
stopping  at  this  location  usually  have  adequate  transition  distance  at  the  intersection  to  pull 
parallel  to  the  curb,  but  sometimes  encroach  onto  the  travel  lane.  Because  transit  and  bicycle 
volumes  are  relatively  low  to  moderate  in  this  segment  of  Holloway  Avenue,  buses  and 
bicyclists  yield  to  one  another  at  this  bus  stop  without  apparent  conflicts. 

•  Option  1 

Under  Option  1,  the  removal  of  one  travel  lane  in  each  direction  would  allow  the 
striping  of  a  bicycle  lane  between  an  eight-foot  wide  bus  stop  and  a  13-foot  wide  travel 
lane;  this  configuration  would  allow  bicyclists  to  pass  to  the  left  of  buses  without  conflict 
at  the  westbound  far  side  bus  stop  at  Junipero  Serra  Boulevard.  With  the  lane  removal, 
buses  and  other  vehicles  would  be  forced  to  use  the  same  travel  lane,  but  because  bus 
volumes  are  relatively  low  to  moderate,  bus  operation  or  traffic  flow  would  not  be 
significantly  affected.  Therefore,  there  would  be  no  significant  transit  impacts  with 
implementation  of  Project  8-3  Option  1. 

•  Option  2 

Under  Option  2,  the  westbound  far  side  bus  stop  at  Junipero  Serra  Boulevard  would  be 
in  the  bicycle  lane.  When  a  bus  occupies  the  stop,  bicyclists  would  have  to  either  wait 
behind  it  until  it  completes  loading  and  unloading  passengers  or  pass  to  the  left  of  the 
bus  using  the  adjacent  12- foot  wide  general  travel  lane.  This  would  be  the  same  as  under 
Existing  conditions.  Therefore,  there  would  be  no  significant  transit  impacts  with 
implementation  of  Project  8-3  Option  2. 

PARKING 

There  are  approximately  50  on-street  parking  spaces  on  both  sides  of  Holloway  Avenue 
between  Junipero  Serra  Boulevard  and  Varela  Avenue. 

•  Option  1 

Option  1  would  not  involve  any  removal  of  on-street  parking;  therefore  there  would  be 
no  parking  impacts  with  implementation  of  Project  8-3  Option  1. 

•  Option  2 

Option  2  would  remove  approximately  50  parking  spaces  on  Holloway  Avenue  between 
Junipero  Serra  Boulevard  and  19"^  Avenue  and  removing  approximately  seven  parking 
spaces  on  the  south  side  of  Holloway  Avenue  between  19"^  and  Varela  Avenues.  With 
the  parking  removal,  there  would  be  approximately  eight  parking  spaces  remaining  on 
this  segment  of  Holloway  Avenue.  Parking  occupancy  on  Holloway  Avenue  is  generally 
very  high  when  SFSU  is  in  session.  The  area  east  of  19"'  Avenue  is  within  Residential 


Field  surveys  were  conducted  by  CHS  Consulting  on  Tuesday,  November  27,  2007  during  the  PM 
peak. 
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Permit  Parking  (RPP)  zone  H,  and  the  area  west  of  19""  Avenue  and  south  of  Holloway 
w^ithin  Parkmerced  is  contained  in  RPP  Zone  E.  Some  SFSU  students  also  park  in  the 
RPP  on-street  parking  area  along  Holloway  Avenue  within  the  1-hour  limit  that  is  often 
not  strictly  enforced. 

Field  observations^^  show  that  there  are  spaces  available  in  neighborhoods  north  and 
south  of  Holloway  Avenue,  so  residents  should  not  have  significant  difficulty  finding  a 
parking  space  within  a  block  or  two  of  their  destination. 

San  Francisco  does  not  consider  parking  supply  as  part  of  the  permanent  physical 
environment.  Parking  conditions  are  not  static,  as  parking  supply  and  demand  varies 
from  day  to  day,  from  day  to  night,  from  month  to  month,  etc.  Hence,  the  availability  of 
parking  spaces  (or  lack  thereof)  is  not  a  permanent  physical  condition,  but  changes  over 
time  as  people  change  their  modes  and  patterns  of  travel. 

In  San  Francisco,  parking  deficits  are  considered  to  be  social  effects,  rather  than  impacts 
on  the  physical  environment  as  defined  by  CEQA.  Under  CEQA,  a  project's  social  effects 
need  not  be  treated  as  significant  impacts  on  the  environment.  Environmental 
documents  should,  however,  address  the  secondary  physical  impacts  that  could  be 
triggered  by  a  social  impact.  (CEQA  Guidelines  Section  15131(a).)  The  social 
inconvenience  of  parking  deficits,  such  as  having  to  hunt  for  scarce  parking  spaces,  is 
not  an  environmental  impact,  but  there  may  be  secondary  physical  environmental 
impacts,  such  as  increased  traffic  congestion  at  intersections,  air  quality  impacts,  safety 
impacts,  or  noise  impacts  caused  by  congestion.  In  the  experience  of  San  Francisco 
transportation  planners,  however,  the  absence  of  a  ready  supply  of  parking  spaces, 
combined  with  available  alternatives  to  auto  travel  (e.g.,  transit  service,  taxis,  bicycles  or 
travel  by  foot)  and  a  relatively  dense  pattern  of  urban  development,  induces  many 
drivers  to  seek  and  find  alternative  parking  facilities,  shift  to  other  modes  of  travel,  or 
change  their  overall  travel  habits.  Any  such  resulting  shifts  to  transit  service  in 
particular,  would  be  in  keeping  with  the  City's  "Transit  First"  policy.  The  City's  Transit 
First  Policy,  established  in  the  City's  Charter  Section  16.102  provides  that  "parking 
policies  for  areas  well  served  by  public  transit  shall  be  designed  to  encourage  travel  by 
public  transportation  and  alternative  transportation." 

The  transportation  analysis  accounts  for  potential  secondary  effects,  such  as  cars  circling 
and  looking  for  a  parking  space  in  areas  of  limited  parking  supply,  bv  assuming  that  all 
drivers  would  attempt  to  find  parking  at  or  near  the  project  site  ami  then  seek  parking 
farther  away  if  convenient  parking  is  unavailable.  Moreover,  the  secondary  effects  of 
drivers  searching  for  parking  is  typically  offset  by  a  reduction  in  vehicle  trips  due  to 
others  who  are  aware  of  constrained  parking  conditions  in  a  given  area.  1  lence,  any 
secondary  environmental  impacts  which  may  result  from  a  shortfall  in  parking  in  the 


Field  surveys  were  conducted  by  CHS  Consulting  on  Iiiesdav,  Novoinbor  27,  2007  during  the 
midday. 
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vicinity  of  the  proposed  project  would  be  minor.  Therefore,  there  would  be  no 
significant  parking  impacts  with  implementation  of  Project  8-3  Option  2. 

PEDESTRIAN 

Pedestrian  volumes  in  this  area  are  generally  low  to  moderate,  but  higher  during  the  morning 
and  midday  because  of  student  activity  near  the  SFSU  campus  on  the  northwest  comer  of  19*'' 
Avenue  and  Holloway  Avenue.  Though  pedestrian  volumes  are  moderate,  bicycle  volumes  are 
generally  low  and  bicycles  do  not  often  make  rights  turns  in  this  segment;  therefore  potential 
conflicts  between  pedestrians  and  bicycles  would  be  minimal.  There  would  be  no  changes  to  the 
existing  sidewalk  or  crosswalk  layout  as  a  result  of  either  Option  1  or  Option  2.  Therefore,  there 
would  be  no  significant  pedestrian  impacts  with  implementation  of  either  Option  1  or  Option  2 
of  Project  8-3. 

BICYCLE 

The  installation  of  bicycle  lanes  would  provide  bicyclists  with  a  designated  right-of-way  for 
travel  for  both  Options  1  and  2.  An  additional  benefit  under  Option  2  would  remove  the  hazard 
of  'dooring'  with  the  removal  of  on-street  parking  adjacent  to  the  bicycle  lanes.  Therefore, 
neither  Option  1  nor  Option  2  of  Project  8-3  would  not  result  in  a  significant  impact  to  bicyclists, 
but  could  have  the  beneficial  effect  of  improving  roadway  conditions  and  bicyclist  safety. 

LOADING 

This  segment  of  Holloway  Avenue  has  the  SFSU  campus  west  of  19"^  Avenue  and  north  of 
Holloway  Anvenue,  and  residential  buildings  east  of  19"'  Avenue  and  south  of  Holloway 
Avenue.  Loading  needs  for  SFSU  are  accommodated  by  on-campus  loading  facilities.  There  are 
no  existing  on-street  yellow  commercial  freight  loading  spaces  located  on  this  segment  of 
Holloway  Avenue.  Loading  demand  for  the  residential  uses  is  generally  associated  with  mail 
delivery  or  infrequent  home  deliveries.  This  demand  is  typically  low  and  is  usually 
accommodated  by  the  on-street  parking  spaces.  No  double  parking  by  delivery  vehicles  was 
observed. 

•    Option  1 

With  Option  1  no  changes  would  be  made  to  on-street  parking  facilities;  loading 
activities  along  Holloway  Avenue  would  not  change.  Therefore,  there  would  be  no 
loading  impacts  with  implementation  of  Option  1  of  Project  8-3. 
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•    Option  2 

Option  2  would  remove  the  major  portion  of  on-street  parking  along  this  segment  of 
Holloway  Avenue.  The  infrequent  loading  demands  would  be  accommodated  on 
adjacent  streets  or  by  temporary  double  parking  in  the  bicycle  lane.  Under  these 
circumstances,  there  is  adequate  road  width  for  bicyclists  to  safely  pass  double-parked 
vehicles  in  the  general  travel  lane.  Therefore,  there  would  be  no  significant  loading 
impact  with  implementation  of  Option  2  of  Project  8-3. 

PROJECT  8-4:  JOHN  MU!R  DRIVE  BICYCLE  LANES,  LAKE  MERCED  BOULEVARD  TO 
SKYLINE  BOULEVARD 

Project  8-4  would  add  Class  II  bicycle  lanes  in  both  directions  on  John  Muir  Drive  between  Lake 
Merced  Boulevard  and  Skyline  Boulevard.  Project  8-4  would  convert  the  pull-in  angled  on- 
street  parking  in  front  of  the  Lakewood  Apartments  into  back-in  angled  parking. 

TRAFFIC:  INTERSECTION  LEVEL  OF  SERVICE  (LOS) 

Please  see  discussion  under  Setting:  Study  Intersection  on  p.  V.A.3-3  of  this  EIR. 
TRANSIT 

Muni  bus  lines  18  and  88  run  along  John  Muir  Drive.  There  are  approximately  four  northbound 
buses  and  seven  southbound  buses  per  hour  during  the  AM  peak  period.  During  the  PM  peak 
period  there  are  approximately  10  northbound  buses  and  four  southbound  buses  per  hour. 
There  are  three  northbound  and  three  southbound  bus  stops  at  the  pedestrian  crosswalks. 
Because  there  is  on-street  parking  at  these  bus  stops,  buses  stop  in  the  travel  lane  adjacent  to  the 
parked  vehicles.  Bicyclists  typically  wait  behind  buses  or  pass  to  the  left  in  the  tra\'ol  lano 
without  conflict. 

Traffic  and  bicycle  volumes  are  generally  low  in  this  area  on  weekdays,  and  the  proposed 
bicycle  lanes  would  not  affect  transit  operation.  Bicycle  volumes  are  generally  higher  during  the 
weekend,  but  transit  volumes  are  lower;  therefore  the  potential  for  conflicts  between  buses  and 
bicyclists  remain  relatively  low.  The  proposed  bicycle  lanes  disappear  at  the  approaches  to  the 
bus  stops.  The  interaction  between  buses  and  bicyclists  after  implementation  of  this  near  term 
improvement  is  expected  to  be  similar  to  existing  conditions.  Therefore,  there  would  be  no 
significant  transit  impacts  with  implementation  of  Project  8-4. 

PARKING 

Project  8-4  would  convert  the  existing  pull-in  45-degree  angleil  parking  on  the  mhiIIi  side  i>l 
John  Muir  Drive  in  front  of  the  Lakewood  Apartments  inti>  back-in  45-degroe  angled  parking. 
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Changing  the  parking  orientation  w^ould  not  remove  any  parking  spaces.  Therefore,  there 
would  be  no  significant  parking  impacts  with  implementation  of  Project  8-4. 

PEDESTRIAN 

Pedestrian  volumes  are  generally  low,  though  moderate  to  high  during  the  weekend  for 
recreational  activity.  There  would  be  no  changes  in  sidewalk  width  or  crosswalk  layout,  and  the 
interactions  between  pedestrians  and  bicyclists  would  not  change  as  a  result  Project  8-4. 
Therefore,  there  would  be  no  pedestrian  impacts  with  implementation  of  Project  8-4. 

BICYCLE 

The  proposed  Class  II  bicycle  lanes  would  provide  bicyclists  with  a  designated  right-of-way  for 
travel.  In  addition,  changing  pull-in  to  back-in  angled  parking  would  potentially  benefit 
bicyclists  by  increasing  the  drivers'  visibility  of  oncoming  bicyclists  and  other  vehicles  both 
when  entering  and  exiting  a  parking  stall.  When  entering  a  stall  by  backing  in,  drivers  would  be 
looking  towards  oncoming  traffic  and  more  aware  of  bicyclists.  When  exiting  a  stall,  drivers 
would  be  facing  the  street  with  a  better  view  of  traffic  in  the  travel  lane  in  comparison  to  drivers 
backing  out  of  the  pull-in  stall,  whose  view  of  oncoming  traffic  may  be  obscured  by  an  adjacent 
parked  vehicle.  Therefore,  implementation  of  Project  8-4  would  not  result  in  a  significant  impact 
to  bicyclists,  but  could  have  the  beneficial  effect  of  improving  roadway  conditions  and  safety 
for  bicyclists. 

LOADING 

This  area  is  mostly  for  recreational  use,  and  there  is  no  loading  demand.  Therefore,  there  would 
be  no  loading  impacts  with  implementation  of  Project  8-4. 

PROJECT  8-5:  SLOAT  BOULEVARD  BICYCLE  LANES,  GREAT  HIGHWAY  TO  SKYLINE 
BOULEVARD 

Project  8-5  would  add  Class  II  bicycle  lanes  in  both  directions  on  Sloat  Boulevard  between  the 
Great  Highway  and  Skyline  Boulevard  by  removing  a  westbound  travel  lane  between  Skyline 
Boulevard  and  the  Great  Highway  and  an  eastbound  travel  lane  between  the  Great  Highway 
and  41st  Avenue.  Project  8-5  would  also  add  a  bicycle  box  on  westbound  Sloat  Boulevard  on  the 
nearside  of  the  Great  Highway. 

TRAFFIC:  INTERSECTION  LEVEL  OF  SERVICE  (LOS) 

Please  see  discussion  under  Setting:  Study  Intersection  on  p.  V.A.3-3  of  this  EIR. 
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TRANSIT 

Muni  bus  lines  23  and  18  run  along  this  segment  with  approximately  eight  buses  per  hour  each 
v^^ay  during  the  AM  and  PM  peak  periods.  Line  18  makes  a  left  turn  from  Skyline  Boulevard 
onto  Sloat  Boulevard,  but  because  there  is  no  bus  stop  for  this  line  on  the  north  side  of  the 
intersection,  buses  would  not  conflict  with  the  westbound  bicycle  lane.  There  are  five 
westbound  Muni  bus  stops  and  four  eastbound  stops  that  are  generally  nine  feet  wide,  which 
are  sufficiently  wide  for  buses  to  make  stops  at  the  curb  without  protruding  into  the  adjacent 
travel  lane. 

With  the  proposed  bicycle  lanes,  bicyclists  would  have  sufficient  right-of-way  to  travel 
comfortably  alongside  buses  at  the  bus  stops.  Project  8-5  would  establish  a  westbound  "Right 
Lane  Must  Turn  Right  Except  for  Muni"  lanes  for  the  westbound  direction  between  37'^  and  39"^ 
Avenues  and  for  the  eastbound  direction  on  the  nearside  of  Skyline  Boulevard.  This  designated 
lane  for  buses  would  benefit  transit  operation.  Project  8-5  would  also  convert  an  eastbound 
Muni  pole  stop  on  the  nearside  of  Skyline  Boulevard  into  a  bus  zone  and  relocate  the 
westbound  bus  zone  on  the  nearside  of  the  Great  Highway  to  47"'  Avenue. 

Transit  volumes  are  moderate  and  bicycle  volumes  are  generally  low,  therefore  interactions  and 
potential  for  conflicts  between  bicyclists  and  buses  would  be  minimal.  Hence,  there  would  be 
no  significant  transit  impacts  with  implementation  of  Project  8-5. 

PARKING 

Parking  occupancy  is  generally  low  on  a  typical  weekday  and  high  on  weekends  when  the  San 
Francisco  Zoo  attracts  its  most  visitors.  Since  there  would  be  no  changes  in  parking  layout  or  in 
the  number  of  parking  spaces  in  this  segment,  there  would  be  no  parking  impacts  with 
implementation  of  Project  8-5. 

PEDESTRIAN 

Pedestrian  volumes  are  generally  very  low  on  a  weekday  and  relatively  high  during  the 
weekend  and  summertime  in  the  vicinity  of  the  San  Francisco  Zoo.  Pedestrian  activity  mostly 
occurs  on  the  south  side  of  Sloat  Boulevard  when  the  zoo  is  heavily  attended.  With  the 
increased  volume  of  pedestrians,  there  are  more  potential  interactions  with  bicyclists  .il  the 
crosswalks.  However,  there  would  be  no  changes  in  sidewalk  width  or  crosswalk  layout,  and 
the  interactions  between  pedestrians  and  bicyclists  woulil  not  change  as  a  result  of  Project  S-5. 
Therefore,  there  would  be  no  pedestrian  impacts  with  implemenl.itiiMi  ol  Project  S-5. 
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BICYCLE 

The  installation  of  bicycle  lanes  would  provide  bicyclists  with  a  designated  right-of-way  for 
travel.  The  proposed  bicycle  box  would  allow  bicyclists  a  safer  through  or  left-turn  movement 
by  providing  an  area  to  queue  at  the  intersection  in  front  of  motor  vehicles  to  minimize 
conflicts.  Therefore,  Project  8-5  would  not  result  in  a  significant  impact  to  bicyclists  but  could 
have  the  beneficial  effect  of  improving  roadway  conditions  and  safety  for  bicyclists. 

LOADING 

There  were  no  double-parked  vehicles  or  significant  loading  needs  observed  in  the  field,  and 
there  are  usually  plenty  of  on-street  parking  spaces  to  accommodate  loading  demand  for 
commercial  vehicles.  There  would  be  no  changes  in  on-street  and  off-street  layout  of  loading 
spaces.  Therefore,  there  would  be  no  loading  impacts  with  implementation  of  Project  8-5. 


CLUSTER  8:  SUMMARY  OF  SIGNIFICANT  IMPACTS  AND  MITIGATION 
MEASURES 


No  significant  impacts  were  identified  in  Cluster  8. 
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4.  Minor  Improvements 

4.  MINOR  IMPROVEMENTS  

INTRODUCTION 

This  section  presents  the  program-level  review  of  minor  improvements  that  would  be 
implemented  as  part  of  the  ongoing  activities  of  the  Bicycle  Program.  There  are  nine  treatments 
included  as  part  of  the  minor  improvements  that  may  be  implemented,  as  necessary,  to  improve 
conditions  for  bicycle  use  within  the  CityJ  These  include  sharrows  (shared  roadway  bicycle 
markings),  bicycle  racks  on  sidewalks,  on-street  bicycle  parking,  bicycle  boxes,  minor  pavement 
markings,  colored  pavement  materials,  signage  changes,  traffic  signal  changes  and  on-street 
vehicle  parking  changes.  Each  treatment  is  described,  and  potential  impacts  on  traffic,  transit, 
pedestrians,  bicyclists,  and  loading  are  discussed.  Impacts  are  based  the  significance  criteria 
established  in  Chapter  3  of  the  Wilbur  Smith  Associates,  San  Francisco  Bicycle  Plan  Update 
Transportation  Impact  Study  (TIS),  October  28,  2008.  A  summary  of  all  of  the  impacts  and 
mitigation  measures,  associated  with  the  minor  improvements  described  in  this  section,  is 
located  at  the  end  of  this  section. 

PROJECT  LOCATION/PROJECT  DESCRIPTION 

Minor  improvements  include  treatments  to  the  City's  roadway  and  sidewalk  network  and 
infrastructure  to  improve  conditions  for  bicycle  use  within  the  city.  These  treatments  are  often 
design  elements  included  as  part  of  Class  II  and  Class  III  bicycle  routes,  and  would  therefore  be 
located  within  the  existing  and  proposed  bicycle  route  network.  These  treatments  would  bo 
implemented  as  warranted.  Bicycle  parking,  either  on-street  or  on  the  sidewalk,  also  would  bo 
implemented  on  streets  not  included  as  part  of  the  bicycle  route  network. 

Each  of  the  nine  treatments  assessed  as  minor  improvements  is  described  in  this  section.  As 
appropriate,  examples  of  existing  treatments,  or  treatments  proposed  as  part  of  noar-lorm 
improvements,  are  noted. 

MINOR  IMPROVEMENT  4.1-1:  SHARROWS  (SHARED  ROADWAY  BICYCLE  MARKINGS) 

Sharrows  are  pavement  markings  within  the  travel  lane  that  are  intended  to  help  bicyclists 
better  position  themselves  in  a  shared  travel  lane  and  to  alert  drivers  [o  ihc  presence  of 


The  technical  information  contained  in  this  section  is  based  on  the  Sun  I  nnu  i>co  l^u  i/iU-  rinii  Llfnliitc 
Transportation  Impact  Study,  Wilbur  Smith  Associates,  C)ctolx>r  28,  2008.  I'his  JiKument  is  on  file  and 
available  for  public  review  by  appointment  at  the  Planning  Department,  1650  Mission  Street,  Suite 
400,  San  Francisco,  California,  94103,  as  part  of  Case  File  No.  2007.0347F. 
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bicyclists.  Sharrows  are  generally  installed  on  roadways  that  are  part  of  Class  III  bicycle  routes, 
v^here  bicycle  lanes  cannot  be  striped  for  varying  reasons.  Figure  V.A.4-1  on  p.  V.A.4-3 
presents  an  example  of  a  sharrow  on  Market  Street  in  San  Francisco. 

Sharrows  were  developed  in  response  to  concerns  related  to  bicyclists  riding  too  close  to  parked 
vehicles  (within  the  "door  zone"  where  motorists  leaving  parked  cars  may  open  their  car's  door 
into  a  cyclist's  path  of  travel),  motorists  attempting  to  pass  bicyclists  too  closely  or  intimidate 
bicyclists  legally  in  a  travel  lane,  bicyclists  riding  on  the  sidewalk  illegally,  and  bicyclists  riding 
on  the  wrong  side  of  the  street. 

Specifications  for  sharrows  are  included  in  the  California  Manual  on  Uniform  Traffic  Control 
Devices  (California  MUTCD).^  The  SFMTA  has  drafted  internal  specifications,  consistent  with 
the  California  MUTCD,  for  design  and  typical  placement  of  sharrows.  Figure  V.A.4-1  on 
p.  V.A.4-3  presents  the  draft  specifications  developed  by  SFMTA.^ 

MINOR  IMPROVEMENT  4.1-2:  BICYCLE  RACKS  ON  SIDEWALKS 

Bicycle  parking  within  the  public  right-of-way  consists  of  bicycle  racks  installed  on  sidewalks, 
to  provide  bicyclists  with  secure  short-term  parking  spaces  conveniently  located  near  the 
cyclist's  destination.  SFMTA  developed  Bicycle  Rack  Placement  Criteria'*  in  1993  to  encourage  the 
use  of  bicycles  for  transportation  by  providing  places  to  secure  bicycles,  and  to  ensure  that 
sidewalks  are  not  unreasonably  obstructed.  Interdepartmental  Staff  Committee  on  Traffic  and 
Transportation  (ISCOTT)  approved  these  criteria,  which  address  the  needs  of  all  persons  using 
the  sidewalk  (the  criteria  indicate  that  all  bicycle  rack  installations  must  address  accessibility 
and  path  of  travel  requirements  for  persons  with  disabilities  based  upon  the  California  Building 
Code  Title  24,  Uniform  Federal  Access  Standards,  and  the  Americans  with  Disabilities  Act),  in 
1993.  SFMTA  has  drafted  a  new  Bicycle  Parking  Guidelines  as  part  of  the  Bicycle  Plan  that 
address  the  design  issues  associated  with  on-street  and  off-street  bicycle  parking.'^ 


-  California  Manual  on  Uniform  Traffic  Control  Devices  for  Streets  and  Highways  (FHWA's  MUTCD 
2003  Edition,  as  amended  for  use  in  California),  Part  9  Traffic  Control  for  Bicycle  Facilities. 

^  The  technical  information  contained  in  this  section  is  based  on  the  San  Francisco  Bicycle  Plan  Update 
Transportation  Impact  Study,  Wilbur  Smith  Associates,  October  28,  2008,  Appendix  F.  This  document 
is  on  file  and  available  for  public  review  by  appointment  at  the  Planning  Department,  1650  Mission 
Street,  Suite  400,  San  Francisco,  California,  94103,  as  part  of  Case  File  No.  2007.0347E. 

^  The  technical  inform'ation  contained  in  this  section  is  based  on  the  San  Francisco  Bicycle  Plan  Update 
Transportation  Impact  Study,  Wilbur  Smith  Associates,  October  28,  2008,  Appendix  F.  This  document 
is  on  file  and  available  for  public  review  by  appointment  at  the  Planning  Department,  1650  Mission 
Street,  Suite  400,  San  Francisco,  California,  94103,  as  part  of  Case  File  No.  2007.0347E. 

^  Ibid. 

« 

Case  No.  2007.0347E  Final  EIR 

  V.A.4-2   

San  Francisco  Bicycle  Plan  August  2009 


V.  Environmental  Setting,  Impacts,  and  Mitigation  Measures 

A.  Transportation 
4.  Minor  Improvements 

The  inverted  "U"  rack,  as  shovs^n  on  Figure  V.A.4-2  on  p.  V.A.4-5  has  been  determined  by 
SFMTA  to  be  the  most  practical  rack  type  for  the  majority  of  locations  within  San  Francisco. 
Key  elements  related  to  placement  of  bicycle  racks  on  sidewalks  include: 

•  Racks  should  have  a  minimum  height  of  33  inches.  A  standard  inverted  "U"  bicycle 
rack  accommodates  two  bicycles. 

•  In  popular  retail  areas,  two  or  more  racks  should  be  installed  on  each  side  of  each  block. 

•  Racks  should  be  placed  in  close  proximity  to  Muni  stops  where  there  is  a  demand  for 
short-term  parking.  The  location  must  conform  to  SFMTA's  Bicycle  Rack  Placement 
Criteria,  guidelines  approved  through  ISCOTT  stating  that  a  bicycle  rack  may  be  located 
only  within  the  last  five  feet  of  a  bus  stop,  and  at  least  five  feet  from  a  crosswalk. 

•  Racks  should  be  placed  where  there  is  at  least  a  minimum  six-foot  width  for  a  clear  path 
of  pedestrian  travel  to  ensure  parked  bicycles  don't  interfere  with  pedestrian  circulation. 

Bicycle  racks  on  sidewalks  are  installed  either  at  the  request  of  the  public  or  based  on  SFMTA- 
observed  need  for  more  racks  than  are  provided  on  a  particular  block. 

MINOR  IMPROVEMENT  4.1-3:  ON-STREET  BICYCLE  PARKING 

On-street  bicycle  parking  consists  of  placing  bicycle  racks  on  the  roadway  within  the  area 
adjacent  to  the  curb  typically  designated  for  motor  vehicle  parking.  On-street  bicycle  parking 
would  be  considered  for  areas  where  there  is  no  space  for  sidewalk  racks,  or  if  all  rack  spaces 
available  on  the  sidewalk  are  fully  utilized.  On-street  bicycle  parking  is  currently  provided  on 
Grove  Street  near  the  entrance  to  the  Main  Library,  as  shown  on  Figure  V.A.4-2  on  p.  V.A.4-5. 

SFMTA  has  developed  draft  design  guidelines  for  on-street  parking  as  part  of  the  Bia/cle 
Parking  Guidelines  (see  Appendix  F  of  the  TIS).  On-street  bicycle  parking  areas  would  typically 
require  the  removal  of  one  curbside  automobile  parking  space  to  accommodate  six  to  seven 
bicycle  racks,  providing  12  to  14  bicycle  parking  spaces.  In  addition  to  bicycle  racks, 
appropriate  signage  (e.g..  No  Parking  Except  Bicycles)  and  barriers,  such  as  bollards,  are 
typically  installed. 

On-street  bicycle  parking  areas  typically  would  be  located  along  heavily-traveled  bicycle  routes 
or  at  locations  where  a  large  volume  of  bicycle  trips  terminate  and  the  resulting  bicycle  parking 
demand  is  greater  than  can  be  accommodated  with  bicycle  racks  installed  on  sidewalks  due  to 
space  limitations.  The  locations  of  on-street  bicycle  parking  areas  are  generally  identified  by 
merchant  or  community  requests  and  are  subject  to  the  consensus  of  fronting  property  owners. 
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A  public  hearing  would  be  required  to  approve  the  removal  of  any  on-street  parking  spaces 
associated  with  on-street  bicycle  parking. 

MINOR  IMPROVEMENT  4.1-4:  BICYCLE  BOXES 

Bicycle  boxes  are  striped  waiting  areas  for  bicyclists  situated  behind  a  crosswalk  and  in  front  of 
a  motor  vehicle  stop  bar.  The  motor  vehicle  stop  bar  is  moved  back  6  to  12  feet  from  the 
crosswalk  to  accommodate  the  bicycle  box.  Bicycle  boxes  allow  bicyclists  approaching  an 
intersection  in  a  bicycle  lane  to  move  to  the  front  of  a  queue  of  motor  vehicles  during  the  red 
traffic  signal  indication,  and  position  themselves  for  turning  movements  at  the  intersection. 
When  the  traffic  signal  for  the  approach  changes  to  green,  bicyclists  proceed  first.  Being  in  the 
bicycle  box,  and  thus  at  the  front  of  the  traffic  queue,  tends  to  make  bicyclists  more  visible  to 
motorists. 

Bicycle  boxes  include  a  stenciled  bicycle  marking  and  are  generally  accompanied  by  signs 
communicating  where  bicycles  and  motor  vehicles  should  stop.  Bicycle  boxes  would  include 
vehicle  "No  Turn  on  red"  restrictions.  A  bicycle  signal,  allocating  a  portion  of  the  signal  cycle 
exclusively  to  bicycle  movements  could  also  be  included  as  part  of  a  bicycle  boxes.  Figure 
V.A.4-3  on  p.  V.A.4-7  presents  a  schematic  of  a  bicycle  box  and  associated  signs.  Bicycle  boxes 
would  not  be  implemented  at  intersections  operating  at  LOS  E  or  LOS  F 

Candidate  locations  for  bicycle  boxes  include  intersections  with  high  volumes  of  bicycles  and 
motor  vehicles,  and  at  intersections  where  there  are  high  volumes  of  turn  movements.  There 
currently  are  two  bicycle  boxes  in  San  Francisco:  one  on  eastbound  14"'  Street  at  the  approach  to 
Folsom  Street,  and  one  on  northbound  Scott  Street  at  the  approach  to  Oak  Street.  Figure 
V.A.4-4  on  p.  V.A.4-8  illustrates  the  bicycle  box  on  the  eastbound  14"^  Street  approach  to  Folsom 
Street. 
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MINOR  IMPROVEMENT  4.1-5:  MINOR  PAVEMENT  MARKING  CHANGES 

The  design  and  use  of  pavement  markings  are  specified  by  State  statute  and  must  be  consistent 
with  the  national  standard  of  the  California  MUTCD.  As  a  minor  improvement,  pavement 
markings  are  proposed  to  be  used: 

•  to  indicate  the  separation  of  parking,  bicycle,  and  mixed-flow  travel  lanes; 

•  to  highlight  potential  conflict  areas; 

•  to  assist  bicyclists  by  indicating  assigned  travel  path; 

•  to  provide  advance  information  for  signals  and  for  turning  and  crossing  maneuvers; 

•  to  narrow  travel  lanes;  and 

•  to  provide  guidance  for  floating  bicycle  lanes.^ 

The  minor  pavement  marking  changes  would  be  associated  with  improvements  along  the 
bicycle  route  network,  as  well  as  locations  not  within  the  network,  where  special  attention  to 
accommodating  bicycle  travel  is  warranted. 

MINOR  IMPROVEMENT  4.1-6:  COLORED  PAVEMENT  MATERIALS 

Colored  pavement  materials,  when  used  for  guidance  and  regulation  of  traffic,  are  considered 
traffic  control  devices  by  the  California  MUTCD.  Currently  only  yellow,  white,  red,  and  blue 
pavement  materials  are  approved  for  use  as  traffic  control  devices.  The  City  of  Sn)i  Francisco 
Biajcle  Plan  Update:  Supplemental  Design  Guidelines  include  the  use  of  colored  bicycle  lanes  to 
further  enhance  the  bicycle  environment  and  improve  safety.  Recent  Federal  Highway 
Administration  (FHWA)-approved  studies  by  the  cities  of  Chicago  and  New  York  and  by  the 
State  of  Vermont  have  all  used  the  color  green  for  experimental  colored  bicycle  facilities.  Tlie 
Bicycle  Technical  Committee  (BTC)  and  the  Pavement  Markings  Technical  Committee  (PMTC) 
of  the  National  Committee  on  Uniform  Traffic  Control  Devices  (NCUTCD)  have  suggested  the 
use  of  the  color  green  for  experimental  colored  bicycle  facilities. 


A  floating  bicycle  lane  is  provided  on  streets  where  on-slreet  parking  is  desired  during  nt>n  pe.ik 
traffic  periods.  During  peak  periods  there  would  be  a  tow-away  restriction  to  provide  an  additional 
travel  lane.  The  bicycle  lane  shifts  locations  when  the  tow-away  restriction  is  in  elfect.  When  parking 
is  allowed,  bicyclists  use  the  bicycle  lane  space  between  the  parked  vehicles  and  the  solid  white  stripe 
indicating  the  bicycle  lane.  When  parking  is  not  allowed,  bicyclists  move  to  the  right  and  use  the 
shoulder  bicycle  lane.  There  is  a  floating  bicycle  lane  northlxHind  on  the  llmliarcadero  lu'twivn 
Harrison  Street  and  Howard  Street. 
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FHWA  has  recently  approved  a  study  proposed  by  SFMTA  of  solid  and  dashed  green 
pavement  for  bicycle  lanes.  Solid  green  colored  pavement  is  proposed  along  portions  of  bicycle 
lanes  demarcated  by  solid  white  lines  to  emphasize  proper  lane  placement  and  discourage 
motorist  encroachment,  and  dashed  green  colored  pavement  is  proposed  along  dashed  portions 
of  bicycle  lanes  to  encourage  safe  merging  behavior  betv^een  bicyclists  and  motorists.  Results  of 
the  study,  which  would  include  before  and  after  data  collection  at  a  number  of  locations 
throughout  San  Francisco,  would  be  submitted  to  FHWA  and  California  Traffic  Control  Device 
Committee  (CTCDC).  Based  on  the  results  of  the  various  studies,  the  FHWA  and  the  CTCDC 
would  determine  if  changes  to  the  MUTCD  and/or  the  California  MUTCD  to  incorporate 
colored  pavement  materials  are  warranted.  Once  the  experiment  is  completed,  and  if  the  use  of 
colored  pavement  materials  is  approved  by  FHWA  and  CTCDC,  San  Francisco  may  add 
colored  pavement  materials  to  selected  bicycle  lanes. 

MINOR  IMPROVEMENT  4.1-7:  SIGNAGE  CHANGES 

The  design  and  use  of  signs  are  specified  by  State  statute  and  must  be  consistent  with  the 
national  standards  of  the  MUTCD.  Bicycle  facility  signs  include  regulatory  (e.g..  No  Parking 
Bike  Lane),  warning  (e.g.,  Bikeway  Narrows),  and  guidance  (e.g..  Bicycle  Route  number)  signs. 
The  Cit\j  of  San  Francisco  Bicycle  Plan  Update:  Supplemental  Design  Guidelines  identifies  signs 
currently  used  by  SFMTA  to  supplement  the  signs  included  in  the  California  MUTCD  and  the 
Caltrans  Traffic  Manual.  While  most  signs  used  in  San  Francisco  are  consistent  with  the 
California  MUTCD,  a  number  of  non-standard  signs  also  are  used  to  address  unique  signs  not 
included  in  the  California  MUTCD.  An  example  of  a  non-standard  sign  is  the  "Bicycles 
Allowed  Use  of  Full  Lane"  sign.  Signage  changes  would  include  development  of  new  signs  for 
the  Bicycle  Program  to  meet  specifications  in  the  California  MUTCD. 

Bicycle-Route  number  signs  have  been  placed  on  existing  poles  installed  for  other  purposes.  As 
part  of  the  signage  change  minor  improvement,  new  poles  may  be  installed  to  relocate  existing 
signs  and  signs  may  be  placed  on  new  poles  along  proposed  bicycle  routes  identified  in 
Chapter  3  of  the  TIS. 

MINOR  IMPROVEMENT  4.1-8:  TRAFFIC  SIGNAL  CHANGES 

Traffic  signal  changes  are  sometimes  implemented  along  bicycle  routes  and  at  intersections 
with  high  volumes  of  bicyclists  and  motor  vehicles.  Traffic  signal  changes  typically  associated 
with  implementation  of  bicycle  improvements  include: 
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•  Changing  the  signal  cycle  length  and/or  redistributing  the  available  green  time  to 
optimize  traffic  operations  when  geometric  changes  (e.g.,  travel  lane  removals)  are  made 
to  accommodate  bicycle  lanes. 

•  Changing  the  duration  of  the  yellow  or  all-red  phase  to  provide  an  adequate  clearance 
interval  for  bicyclists  who  enter  the  intersection  at  the  end  of  the  green  phase. 

•  Installing  bicycle  signals  to  provide  an  exclusive  phase  for  bicyclists,  or  to  provide 
bicyclists  with  an  advance  green  indication  at  locations  where  an  identified  safety  or 
operational  problem  involving  bicycles  exists. 

•  Signalizing  2-way  STOP  sign  or  all-way  STOP  sign-controlled  intersections  to  better 
accommodate  pedestrians  and  bicyclists  at  high  volume  intersections. 

Traffic  signal  changes  would  only  be  made  at  intersections  currently  operating  at  a  level  of 
service  operating  condition  of  LOS  D  or  better.  Traffic  signal  changes  at  intersections  operating 
poorly,  at  LOS  E  or  LOS  F,  would  be  subject  to  additional  environmental  analysis. 

Changes  to  traffic  signals  at  intersections  that  would  result  from  the  Bicycle  Plan  Project  would 
occur  primarily  on  streets  within  the  existing  or  proposed  bicycle  network.  For  example,  near- 
term  improvement  Project  7-6:  Page  Street  and  Stanyan  Street  Intersection  Traffic  Signal 
Improvements  would  facilitate  pedestrian  and  bicycle  access  between  the  existing  Class  I 
pedestrian  and  bicycle  multi-use  path  in  Golden  Gate  Park,  and  the  existing  Bicycle  Route  32  on 
Page  Street. 

Traffic  signals  in  San  Francisco  are  designed  to  meet  the  requirements  and  specifications 
contained  within  the  California  MUTCD.  The  California  MUTCD  also  includes  a  bicycle  signal 
warrant  that  provides  guidance  on  when  a  bicycle  signal  should  be  considered  (based  on 
vehicle  and  bicycle  volumes,  collision  history,  and  geometric  warrants). 

MINOR  IMPROVEMENT  4.1-9  ON-STREET  VEHICLE  PARKING 

On-street  vehicle  parking  changes  are  occasionally  needed  in  order  to  accommodate  Class  II 
and  Class  III  bicycle  facilities  within  the  existing  right-of-way.  On-streel  parking  changes 
typically  associated  with  implementation  of  bicycle  improvements  include: 


In  order  to  ensure  that  the  advantages  outweigli  the  disndvanlages  of  installing  a  signal,  and  In 
provide  some  consistency  in  the  application  ot  signals,  a  serii's  of  signal  warrants  \or  trallic  an«.l 
bicycle  signals  have  been  developed  to  define  the  ininimuin  conditions  under  whuli  further 
consideration  of  a  signal  is  appropriate. 
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•  Removing  parking  spaces  on  one  or  both  sides  of  the  street  to  provide  for  a  bicycle 
lane(s). 

•  Removing  parking  spaces  to  lengthen  existing  bus  stops,  or  relocate  bus  stops,  to  more 
fully  accommodate  buses  on  streets  with  existing  or  proposed  bicycle  lanes. 

•  Removing  parking  spaces  to  create  peak-period  or  permanent  tow-away  zones  on  streets 
with  proposed  bicycle  lanes. 

•  Removing  parking  spaces  to  provide  for  exclusive  right-turn  or  left-turn  lanes  on  streets 
with  proposed  bicycle  lanes. 

•  Reconfiguring  parking  spaces  on  streets  adjacent  to  a  bicycle  route  to  accommodate 
commercial  vehicle  freight  loading  spaces  displaced  along  the  route. 

•  Reconfiguring  angled  or  perpendicular  parking  with  parallel  parking  to  provide  a 
bicycle  lane  or  wider  traffic  lanes. 

•  Reconfiguring  parking  spaces  from  parallel,  perpendicular,  or  front-in  angles  spaces,  to 
back-in/head-out  angled  parking  spaces  where  conventional  parking  restricts  line  of 
sight  for  drivers  leaving  a  parking  stall  on  streets  along  the  bicycle  route  network. 

•  Adding  parking  spaces  by  reconfiguring  parallel  to  angled  parking  or  by  removal  of 
tow-away  restrictions. 

Changes  to  on-street  parking  would  occur  primarily  on  streets  within  the  existing  or  proposed 
bicycle  route  network.  However,  in  some  instances,  parking  would  need  to  be  removed  or 
reconfigured  (e.g.,  changed  from  unmetered  parking  to  metered  yellow  commercial  freight 
loading  spaces)  on  streets  adjacent  to  the  bicycle  route  network.  A  number  of  near-term 
improvements  analyzed  in  Chapter  3  of  the  TIS  include  net  increases  or  decreases  in  parking 
supply. 

While  there  are  no  current  locations  in  San  Francisco  where  back-in/head-out  angled  parking 
exists,  five  near-term  improvements  include  modifying  existing  parking  stalls  to  back-in/head- 
out  angled  parking  (Project  2-16:  Townsend  Street,  Project  3-4:  Polk  Street,  Project  4-3:  Illinois 
Street,  Project  5-12:  Sagamore  Street  and  Sickles  Avenue,  and  Project  8-4:  John  Muir  Drive). 

IMPACT  ANALYSIS 

This  section  provides  an  assessment  of  the  various  treatments  included  as  part  of  the  minor 
improvements.  The  determination  of  impacts  associated  with  the  minor  improvements  is  based 
on  the  significance  criteria  presented  in  Chapter  3  of  the  TIS. 
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MINOR  IMPROVEMENT  4.4-1:  SHARROWS 

Shared  lane  pavement  markings,  also  referred  to  as  sharrows  help  bicyclists  better  position 
themselves  in  a  shared  travel  lane  and  alert  drivers  to  the  presence  of  bicyclists.  Sharrows  are 
generally  indicated  on  roadways  that  are  part  of  Class  III  bicycle  routes. 

Traffic 

The  presence  of  sharrows  within  a  travel  lane  does  not  substantially  affect  the  capacity  of  the 
travel  lane  in  which  they  are  located,  and  therefore,  the  intersection  level  of  service  would  not 
change  with  implementation  of  sharrows. 

Implementation  of  new  bicycle  routes  and  closure  of  gaps  in  the  existing  bicycle  route  network 
would  likely  result  in  an  increase  in  the  number  of  bicyclists  on  streets  that  have  Class  III 
facilities,  such  as  sharrows.  The  increased  presence  of  bicyclists  on  these  street  segments  may 
result  in  slower  vehicle  travel  speeds  when  bicyclists  ride  in  the  middle  of  the  travel  lane  and 
when  drivers  wait  for  an  opportunity  to  pass  bicyclists.  The  impact  of  the  increased  presence  of 
bicyclists  would  depend  on  a  number  of  factors  such  as  the  number  of  travel  lanes,  the  lane 
widths,  the  vehicle  and  bicycle  volumes  (including  if  there  is  oncoming  traffic),  and  speed  of 
bicyclists  and  vehicles.  The  increase  in  delay  would  generally  be  minimal,  and  would  occur 
only  when  both  bicyclists  and  vehicles  are  present.  Because  drivers  would  be  able  to  pass  the 
bicyclists,  the  capacity  of  the  street  segment  would  not  be  substantially  affected  and  intersection 
LOS  would  not  substantially  change.  Sharrows,  therefore  would  not  significantly  impact  traffic 
operations. 

Transit 

As  indicated  above,  the  presence  of  sharrows  would  not  substantially  affect  the  capacil\'  of  a 
travel  lane,  and  therefore,  transit  operations  along  a  street  where  sharrows  are  indicated  would 
not  experience  substantially  increased  travel  times  due  to  their  presence.  Wider  vehicles,  such 
as  buses,  may  be  more  affected  by  sharrows  than  passenger  vehicles  depending  on  factors  such 
as  the  travel  lane  widths,  whether  they  can  change  lanes,  whether  there  is  opposing  traffic,  and 
volume  and  speed  of  vehicle  and  bicycle  traffic.  Buses  traveling  behind  a  bicyclist  riding  in  the 
middle  of  the  travel  lane  may  experience  somewhat  slower  speeds,  as  would  buses  wailing  for 
an  opportunity  to  pass  bicyclists. 

Bus  stop  access  and  egress  also  would  not  be  substantially  aftectixi  b\  tiu-  f^n^MMKi"  ol  sh.MTi>ws; 
however,  with  the  increased  presence  of  bicyclists,  bus  drivers  wcnild  ruvil  lo  rnsure  thai  ihoy 
look  for  bicyclists  at  the  edge  of  the  travel  lane  when  pulling  out  ol  a  bus  sii>p  .uui  merging  back 
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into  the  traffic  flow.  If  a  bicyclist  is  present  in  the  travel  lane,  the  bus  driver  w^ould  need  to  wait 
until  the  bicyclist  has  passed.  The  generally  slower  speeds  of  bicyclist  may  delay  the  merging 
by  a  few  seconds,  which  would  not  be  considered  a  substantial  increase  in  delay.  Sharrows 
would  not  therefore  result  in  a  significant  impact  on  transit  operations. 

Parking 

Because  sharrows  are  indicated  within  a  travel  lane,  they  would  not  affect  on-street  parking  at 
the  curb.  Sharrows  may  increase  the  driver's  awareness  that  bicyclists  may  be  on  the  road,  and 
drivers  parking  may  be  more  aware  of  the  presence  of  bicyclists.  Implementation  of  sharrows 
would  not  significantly  impact  parking  conditions. 

Pedestrian 

Because  sharrows  are  indicated  within  a  travel  lane,  implementation  of  sharrows  would  not 
have  an  effect  on  pedestrian  travel  on  sidewalks  or  within  crosswalks.  Pedestrians  may  benefit 
from  the  installation  of  sharrows,  as  some  studies  have  found  that  sharrows  may  result  in  fewer 
bicyclists  riding  illegally  on  the  sidewalk.  Therefore,  sharrows  would  not  significantly  impact 
pedestrians. 

Bicycle 

Bicyclists  would  benefit  from  the  installation  of  sharrows,  as  sharrows  would  increase  the 
motor  vehicle  drivers'  awareness  that  bicyclists  may  be  on  the  road  as  well  as  denote  to  the 
bicyclists  the  pathway  outside  the  parking  lane's  'door  zone'.  Because  the  implementation  of 
sharrows  would  have  a  beneficial  effect  of  improving  conditions  and  safety  for  bicyclists,  they 
would  not  result  in  significant  impacts  on  bicyclists. 

Loading 

Because  sharrows  are  indicated  within  a  travel  lane,  implementation  of  sharrows  would  not 
have  an  effect  on  loading/unloading  activity  occurring  at  the  curb.  On  streets  where 
commercial  vehicles  double-park  to  conduct  loading/unloading  activities,  double-parking 
would  likely  continue  to  occur  even  with  implementation  of  sharrows.  Therefore,  sharrows 
would  not  significantly  impact  loading  operations. 

MINOR  IMPROVEMENT  4.1-2:  BICYCLE  RACKS  ON  SIDEWALKS 

SFMTA's  Bici/cle  Rack  Placement  Criteria  identify  the  criteria  used  in  determining  whether  bicycle 
racks  are  appropriate  at  a  selected  location.  The  guidelines  indicate  that  a  minimum  of  six  feet 
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of  width  for  a  clear  path  of  pedestrian  travel,  free  of  obstacles,  including  bicycles  parked  at  the 
rack,  must  be  maintained  on  the  sidewalk  at  all  times.  In  addition,  SFMTA's  Bia/cle  Rack 
Placement  Criteria  also  identify  pedestrian  flows  and  the  minimum  effective  sidewalk  width 
required  to  maintain  LOS     pedestrian  operating  conditions. 

Traffic 

Because  bicycle  racks  would  be  located  within  the  sidewalk,  implementation  of  bicycle  racks 
would  not  affect  travel  lane  operations.  Therefore,  bicycle  racks  would  not  significantly  impact 
traffic  operations. 

Transit 

Because  bicycle  racks  would  be  located  within  the  sidewalk,  implementation  of  bicycle  racks 
would  not  affect  transit  operations  within  travel  lanes.  SFMTA's  Bicycle  Rack  Placement  Criteria 
identify  conditions  under  which  bicycle  racks  could  be  placed  on  the  sidewalk  within  a  bus  stop 
zone  without  impeding  bus  stop  operations,  such  as  passengers  waiting  at  the  bus  stop  or 
getting  off  the  bus.  Bicycle  rack  placement  must  conform  to  the  ISCOTT  guidelines  stating  that 
a  bicycle  rack  may  be  located  only  within  the  last  five  feet  of  a  bus  stop  and  at  least  five  feet 
from  a  crosswalk.  Therefore,  bicycle  racks  would  not  significantly  impact  transit  operations. 

Parking 

Because  bicycle  racks  would  be  located  within  the  sidewalk,  implementation  of  bicycle  racks 
would  not  affect  parking  lane  operations.  Therefore,  bicycle  racks  would  not  result  in  a 
significant  impact  on  parking. 

Pedestrian 

As  indicated  above,  SFMTA's  Bicycle  Rack  Placemoit  Criteria  (see  Appendix  F  of  the  TIS)  indicate 
that  a  minimum  of  6  feet  of  width  for  a  clear  path  of  pedestrian  travel,  free  of  obstacles, 
including  bicycles  parked  at  the  rack,  must  be  maintained  on  the  sidewalk  .it  .ill  tiini's.'  In 
addition,  as  noted  above,  walkway  operating  conditions  of  LOS  C  or  better  noixi  ti^  he 

s  Pedestrian  operating  conditions  at  LOS  C  pedestrian  walkway  space  is  sufficient  for  normal  walking 
speeds,  and  for  bypassing  other  pedestrians  in  primarily  unidirectional  streams.  Ke\  erse-diri\  tion  or 
crossing  maneuvers  can  cause  minor  conflicts,  and  walking  speeds  are  somewhat  U>wer  than  I  OS  A 
and  LOS  B  conditions. 

^  The  technical  information  contained  in  this  section  is  based  on  the  Sn)i  irmh  i>io  />i(  /'/i/n  Hiuhitc 
Trnnsportntiou  Impact  Study,  Wilbur  Smith  Associates,  October  2S,  21)08,  Appendix  I-.  This  dtHument 
is  on  file  and  available  for  public  review  by  appointment  at  tin-  Planning  Department.  I(t50  Mission 
Street,  Suite  400,  San  Francisco,  California,  94103,  as  part  ot  Case  l  ile  Nt>.  2007.0347E. 
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maintained  (within  San  Francisco,  walkway  operating  conditions  of  LOS  C  or  better  are 
desirable).  Therefore,  implementation  of  bicycle  racks  within  the  sidewalk,  per  the  identified 
criteria,  would  not  result  in  significant  pedestrian  impacts. 

Bicycle 

Bicyclists  would  benefit  from  the  installation  of  bicycle  racks  on  sidewalks.  Bicycle  Racks  would 
provide  bicyclists  with  secure  short-term  parking  spaces  conveniently  located  near  the  cyclist's 
destination.  Bicycle  racks  would  not  result  in  a  significant  impact  on  bicyclists. 

Loading 

Because  bicycle  racks  would  be  located  within  the  sidewalk,  implementation  of  bicycle  racks 
would  not  affect  loading/unloading  operations  occurring  within  the  parking  lane.  However,  in 
some  instances,  racks  and  locked  bicycles  could  impede  delivery  access  between  the  parking 
lane  and  the  sidewalk,  and  may  result  in  deliveries  being  carted  around  the  bicycle.  However, 
this  condition  would  be  temporary  and  would  not  result  in  a  significant  impact  on  curb 
loading/unloading  operations.  Bicycle  racks  are  generally  located  to  provide  access  between 
parked  vehicles  and  the  sidewalk.  They  are  generally  not  located  within  the  last  5  feet  of  yellow 
commercial  freight  loading  spaces  to  reduce  the  potential  of  bicycles  impeding 
loading/unloading  activities.  Therefore,  bicycle  racks  would  not  result  in  significant  impacts  on 
loading  operations. 

MINOR  IMPROVEMENT  4.1-3:  ON-STREET  BICYCLE  PARKING 

On-street  bicycle  parking  consists  of  placing  bicycle  racks  within  the  roadway  area  adjacent  to 
the  curb  typically  designated  for  motor  vehicles.  Typically  one  vehicle  parking  space  would  be 
removed  to  accommodate  on-street  bicycle  parking.  At  some  locations  two  vehicle  parking 
spaces  may  be  affected. 

Traffic 

Because  the  on-street  bicycle  racks  would  be  located  within  the  curb  parking  lane, 
implementation  of  bicycle  racks  would  not  affect  traffic  operating  conditions.  Therefore, 
on-street  bicycle  racks  would  not  result  in  a  significant  impact  on  traffic  operations. 
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V.  Environmental  Setting,  Impacts,  and  Mitigation  Measures 

A.  Transportation 
4.  Minor  Improvements 

Transit 

Because  the  on-street  bicycle  racks  would  be  located  within  the  curb  parking  lane, 
implementation  of  bicycle  racks  would  not  affect  transit  operations.  Therefore,  on-street  bicycle 
racks  would  not  result  in  a  significant  impact  on  transit  operations. 

Parking 

On-street  bicycle  racks  would  be  located  within  the  curb  parking  lane  at  these  locations  and 
would  displace  one  or  two  vehicle  parking  spaces.  The  number  of  locations  for  such  racks  has 
not  been  determined,  and  the  loss  of  one  to  two  vehicle  parking  spaces  at  these  locations  would 
not  be  a  noticeable  change  in  the  on-street  vehicle  parking  supply.  Therefore,  on-street  bicycle 
racks  would  not  result  in  a  significant  impact  on  parking  conditions. 

Pedestrian 

Because  the  on-street  bicycle  racks  would  be  located  within  the  curb  parking  lane, 
implementation  of  bicycle  racks  would  not  affect  pedestrian  walkway  conditions  on  sidewalks 
or  within  crosswalks.  Therefore,  on-street  bicycle  racks  would  not  result  in  a  significant  impact 
on  pedestrian  conditions. 

Bicycle 

Bicyclists  would  benefit  from  the  installation  of  bicycle  racks  on  sidewalks.  The  bicycle  racks 
would  provide  bicyclists  with  secure  short-term  parking  spaces  conveniently  located  near 
cyclists'  destinations.  On-street  bicycle  parking  would  not  result  in  a  significant  impact  on 
bicyclists. 

Loading 

On-street  bicycle  racks  would  be  located  within  the  curb  parking  lane  and  would  displace  up  to 
two  vehicle  parking  spaces.  Placement  of  on-street  bicycle  parking  would  taki-  into 
consideration  existing  yellow  commercial  vehicle  freight  loading  zones,  and  would  typicalK  m>l 
displace  yellow  commercial  freight  loading  zones,  although  the  location  c^l  the  loading  zones 
may  be  modified  to  accommodate  both  bicycle  parking  and  yellow  commercial  freight  loading 
zones.  Therefore,  on-street  bicycle  parking  would  not  result  in  a  significant  inip.u  t  ou  loading 
conditions. 


Case  No.  2007.0347E  FiimI  HR 

  V.A.4-17   

San  Francisco  Bicyci Pi  an  Aix;L"5r  TOW 


V.  Environmental  Setting,  Impacts,  and  Mitigation  Measures 

A.  Transportation 
4.  Minor  Improvements 

MINOR  IMPROVEMENT  4.1-4:  BICYCLE  BOXES 

Bicycle  boxes  are  striped  waiting  areas  for  bicyclists  situated  behind  a  crosswalk  and  in  front  of 
a  motor  vehicle  stop  bar.  Bicycle  boxes  allow  bicyclists  approaching  an  intersection  in  a  bicycle 
lane  to  move  to  the  front  of  a  queue  of  motor  vehicles  during  the  red  signal  phase,  and  position 
themselves  for  turning  movements  at  the  intersection.  Bicycle  boxes  generally  include  a  vehicle 
"No  Turn  on  Red"  restriction. 

Traffic 

Placement  of  bicycle  boxes  at  intersections  would  not  substantially  affect  the  capacity  of  the 
travel  lane(s)  in  which  they  are  located,  although  they  would  delay  vehicle  start-up  by  a  few 
seconds  when  bicyclists  are  present  in  the  bicycle  box.  The  slight  reduction  in  available  green 
time  for  vehicles  would  not  substantially  change  the  intersection  level  of  service  operating 
conditions  for  vehicles.  Implementation  of  "No  Turn  on  Red"  restrictions  would  not 
substantially  affect  vehicle  delays  at  intersections,  or  overall  intersection  level  of  service 
operating  conditions.  Bicycle  boxes  would  not  be  implemented  at  intersections  operating  at 
LOS  E  or  LOS  F  conditions.  Observations^"  of  the  two  existing  bicycle  boxes  in  San  Francisco 
did  not  identify  substantial  increases  in  vehicular  travel  times  due  to  utilization  of  the  bicycle 
box.  Therefore,  bicycle  boxes  would  not  result  in  significant  impacts  on  intersection  operations. 

Transit 

As  indicated  above,  bicycle  boxes  would  not  substantially  affect  the  capacity  of  the  travel 
lane(s),  and  therefore,  transit  operations  at  intersections  where  bicycle  boxes  are  implemented 
would  not  experience  substantial  increases  in  travel  times  due  to  their  presence.  Because 
bicycle  boxes  would  be  within  the  travel  lane,  implementation  of  bicycle  boxes  would  not  affect 
bus  stop  operations.  Overall,  bicycle  boxes  would  not  result  in  significant  impacts  on  transit. 

Parking 

Because  bicycle  boxes  would  be  within  the  travel  lane,  implementation  of  bicycle  boxes  would 
not  affect  parking  lane  operations.  Therefore,  bicycle  boxes  would  not  result  in  significant 
impacts  on  parking. 
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Field  observations  conducted  by  Luba  Wyznyckyj,  LCW  Consulting,  August  2008. 
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V.  Environmental  Setting,  Impacts,  and  Mitigation  Measures 

A.  Transportation 
4.  Minor  Improvements 

Pedestrian 

Because  bicycle  boxes  would  be  within  the  travel  lane,  implementation  of  bicycle  boxes  would 
not  affect  pedestrian  conditions  on  sidewalks.  Pedestrian  crosswalks  also  would  not  be  affected 
by  placement  of  bicycle  boxes  at  intersections.  Therefore,  bicycle  boxes  would  not  result  in 
significant  impacts  on  pedestrians. 

Bicycle 

Bicyclists  would  benefit  from  the  installation  of  bicycle  boxes,  by  making  bicyclists  more  visible 
to  motorists,  allowing  bicycles  to  be  at  the  front  of  the  traffic  queue  during  the  red  signal 
indication,  and  providing  bicyclist  a  safer  way  to  position  themselves  for  turning  movements. 
Therefore,  bicycle  boxes  would  not  result  in  significant  impacts  on  bicyclists. 

Loading 

Because  bicycle  boxes  would  be  located  within  the  travel  lane(s)  at  the  approach  to 
intersections,  implementation  of  bicycle  boxes  would  not  affect  loading/unloading  operations 
occurring  within  the  parking  lane.  Therefore,  bicycle  boxes  would  not  result  in  significant 
impacts  on  loading  operations. 

MINOR  IMPROVEMENT  4.1-5:  MINOR  PAVEMENT  MARKING  CHANGES 

Minor  pavement  marking  changes  are  proposed  to  be  used  to  indicate  the  separation  of 
parking,  bicycle,  and  mixed-flow  travel  lanes,  to  highlight  potential  conflict  areas,  to  assist  the 
bicyclists  by  indicating  assigned  travel  path,  to  provide  advance  information  for  signals  and  for 
turning  and  crossing  maneuvers,  to  narrow  travel  lanes,  and  to  provide  guidance  for  floating 
bicycle  lanes. 

Traffic 

Minor  pavement  marking  changes  would  not  substantially  affect  the  capacity  ot  the  tr.nol 
lanes,  and  therefore,  the  intersection  level  of  service  would  not  change  with  implementalitMi  of 
changes  to  pavement  markings.  The  design  and  use  of  pavement  markings  would  bo  consistent 
with  the  California  MUTCD.  Therefore,  minor  pavement  marking  changes  would  not  result  in 
significant  impacts  on  traffic  operations. 
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V.  Environmental  Setting,  Impacts,  and  Mitigation  Measures 

A.  Transportation 
4.  Minor  Improvements 

Transit 

As  indicated  above,  minor  pavement  marking  changes  would  not  affect  travel  lane  operations, 
and  therefore  transit  operations  along  a  street  or  at  bus  stops  would  not  be  affected.  Minor 
pavement  marking  changes  would  therefore  not  result  in  significant  impacts  on  transit. 

Parking 

Minor  pavement  marking  changes  would  generally  not  affect  the  on-street  parking  supply. 
Therefore,  minor  pavement  marking  changes  would  not  result  in  significant  impacts  on 
parking. 

Pedestrian 

Minor  pavement  marking  changes  would  not  affect  pedestrian  conditions  on  sidewalks  or 
within  crosswalks.  Therefore,  minor  pavement  marking  changes  would  not  result  in  significant 
impacts  on  pedestrians. 

Bicycle 

Bicyclists  would  generally  benefit  from  minor  pavement  marking  changes,  which  would  serve 
to  increase  motor  vehicle  drivers'  awareness  that  bicyclists  may  be  on  the  road  and  to  provide 
guidance  for  bicyclists.  Therefore,  minor  pavement  marking  changes  would  not  result  in 
significant  impacts  on  bicyclists. 

Loading 

Minor  pavement  marking  changes  would  generally  not  affect  the  on-street  yellow  commercial 
freight  loading  spaces.  Therefore,  minor  pavement  marking  changes  would  not  result  in 
significant  impacts  on  loading. 

MINOR  IMPROVEMENT  4.1-6:  COLORED  PAVEMENT  MATERIALS 

Colored  pavement  materials  would  be  used  for  designation  of  selected  existing  bicycle  lanes  or 
selected  bicycles  lanes  approved  in  the  future  with  an  appropriate  level  of  environmental 
review.  This  design  feature  would  encourage  safe  merging  behavior  by  motorists  and 
bicyclists,  proper  lane  placement,  and  to  discourage  motorists  from  encroaching  into  space 
designated  for  bicyclists.  This  minor  improvement  entails  only  the  method  of  marking  bicycle 
lanes.  Implementation  of  specific  bicycle  lanes  would  be  subject  to  environmental  review.  The 
use  of  colored  pavement  materials  is  pending  completion  of  an  FHWA-approved  study  by 
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V.  Environmental  Setting,  Impacts,  and  Mitigation  Measures 

A.  Transportation 
4.  Minor  Improvements 

SFMTA,  and,  if  warranted,  incorporation  of  the  use  of  colored  pavement  materials  into  the 
California  MUTCD. 

Traffic 

The  use  of  colored  pavement  materials  for  designation  of  bicycle  lanes  would  not  affect  the 
capacity  of  the  adjacent  travel  lanes,  and  therefore,  the  intersection  level  of  service  would  not 
change  with  colored  pavement  materials.  Therefore,  colored  pavement  materials  would  not 
result  in  significant  impacts  on  traffic  operations. 

Transit 

Colored  pavement  materials  for  bicycle  lanes  would  not  affect  travel  lane  operations,  and 
therefore  transit  operations  along  a  street  or  at  bus  stops  would  not  be  affected.  The  use  of 
colored  pavement  materials  would  therefore  not  result  in  significant  impacts  on  transit 
operations. 

Parking 

Colored  pavement  materials  for  bicycle  lanes  would  not  affect  the  on-street  parking  supply. 
Therefore,  colored  pavement  materials  would  not  result  in  significant  impacts  on  parking. 

Pedestrian 

Colored  pavement  materials  would  not  affect  pedestrian  conditions  on  sidewalks  or  within 
crosswalks.  Therefore,  colored  pavement  materials  would  not  result  in  significant  impacts  on 
pedestrians. 

Bicycle 

As  noted  above,  the  intent  of  the  use  of  colored  pavement  materials  would  be  to  encourage  safe 
merging  behavior  by  motorists  and  bicyclists,  allow  for  proper  lane  placement,  and  to 
discourage  motorists  from  encroaching  into  space  designated  for  bicyclists.  The  use  i>f  colored 
pavement  materials  is  pending  completion  of  the  FHWA-approved  study  by  SFMTA,  whith 
would  determine  if  colored  pavement  materials  should  be  incorporated  \\^[o  the  California 
MUTCD.  The  use  of  colored  pavement  materials  would  be  included  in  the  California  MUTCD 
only  if  benefits  to  bicyclists  and  motorists  are  demonstrated.  Therefore,  if  incorporated  into  the 
California  MUTCD  and  if  used  on  a  more  permanent  basis  in  San  Francisco,  colored  pavement 
materials  would  not  result  in  significant  impacts  on  bicyclists. 
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V.  Environmental  Setting,  Impacts,  and  Mitigation  Measures 

A.  Transportation 
4.  Minor  Improvements 

Loading 

Colored  pavement  materials  for  bicycle  lanes  would  not  affect  on-street  yellow  commercial 
freight  loading  spaces.  Therefore,  colored  pavement  materials  would  not  result  in  significant 
impacts  on  loading. 

MINOR  IMPROVEMENT  4.1-7:  SIGNAGE  CHANGES 

Signage  changes  would  include  development  of  new  signs  for  the  Bicycle  Program  to  meet 
specifications  in  the  California  MUTCD.  In  addition,  new  poles  may  be  installed  to  relocate 
existing  signs,  and  signs  may  be  placed  on  new  poles  along  proposed  bicycle  routes  identified 
in  Chapter  3  of  the  TIS  as  well  as  the  routes  identified  in  the  long-term  improvements  below. 

Traffic 

Signage  changes  would  not  affect  the  capacity  of  the  adjacent  travel  lanes,  and  therefore,  the 
intersection  level  of  service  would  not  change.  Placement  of  signs,  in  accordance  with  the 
California  MUTCD,  would  provide  guidance  for  motorists  and  bicyclists  to  allow  for  free  and 
safe  flow  of  vehicles.  Therefore,  signage  changes  would  not  result  in  significant  impacts  on 
traffic  operations. 

Transit 

Signage  changes  would  not  affect  travel  lane  operations,  and  therefore,  transit  operations  along 
a  street  or  at  bus  stops  would  not  be  affected.  Signage  changes  therefore  would  not  result  in 
significant  impacts  on  transit  operations. 

Parking 

Signage  changes  would  not  affect  the  on-street  parking  supply.  Therefore,  signage  changes 
would  not  result  in  significant  impacts  on  parking. 

Pedestrian 

Signage  changes  would  not  affect  pedestrian  conditions  on  sidewalks  or  within  crosswalks. 
New  poles  would  be  installed  within  the  area  near  the  curb  designated  for  meters,  light  poles, 
and  signs.  Therefore,  the  minimum  dimensions  for  walkway  clear  paths  of  travel  would  not  be 
affected.  Consequently,  signage  changes  would  not  result  in  significant  impacts  on  pedestrians. 
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V.  Environmental  Setting,  Impacts,  and  Mitigation  Measures 

A.  Transportation 
4.  Minor  Improvements 

Bicycle 

As  noted  above,  signage  changes  would  be  made  to  meet  specifications  in  the  MUTCD. 
Therefore,  signage  changes  would  provide  positive  benefits  to  bicyclists  and  would  not  result  in 
significant  impacts  on  bicyclists. 

Loading 

Signage  changes  would  not  affect  on-street  yellow  commercial  freight  loading  spaces. 
Therefore,  signage  changes  would  not  result  in  significant  impacts  on  loading. 

MINOR  IMPROVEMENT  4.1-8:  TRAFFIC  SIGNAL  CHANGES 

Traffic  signal  changes  are  sometimes  implemented  along  bicycle  routes  and  at  intersections 
with  high  volumes  of  bicyclists  and  motor  vehicles.  Traffic  signals  in  San  Francisco  are 
designed  to  meet  the  requirements  and  specifications  contained  within  the  California  MUTCD. 

Traffic 

Traffic  signals  regulate  the  movement  of  traffic,  including  pedestrians,  bicyclists,  motor 
vehicles,  and  streetcars  through  an  intersection.  They  assign  the  right-of-way  to  the  various 
traffic  movements  and  thereby  influence  traffic  flow.  Traffic  signals  are  designed  to 
accommodate  pedestrian  crossings  and  generally  to  minimize  vehicle  and  transit  delays  for 
both  directions  of  travel  (i.e.,  for  the  east/west  and  north/south  movements).  In  addition,  traffic 
signals  often  are  coordinated  to  maximize  transit  or  vehicle  throughput  along  corridors.  As 
noted  above,  traffic  signals  are  designed  to  meet  the  requirements  and  specifications  within  the 
California  MUTCD  to  accommodate  the  competing  pedestrian,  bicycle  and  motor  vehicle  traffic 
flows. 

Traffic  signal  changes  would  only  be  made  at  intersections  operating  at  a  level  of  service 
operating  condition  of  LOS  D  or  better.  Traffic  signal  changes  at  intersections  operating  poorly, 
at  LOS  E  or  LOS  F,  would  be  subject  to  additional  environmental  analysis. 

Traffic  signal  changes  would  be  implemented  to  accommodate  geometric  changes  (e.g.,  travel 
lane  removals)  associated  with  bicycle  facilities,  to  provide  for  additional  clearance  time  for 
bicycles,  to  provide  new  bicycle  and  pedestrian  signals,  and  lo  upgrade  iinsignali/ed 
intersections.  The  traffic  signal  change  would  involve  a  redistribution  of  the  green  lime 
allocated  to  the  various  movements.  Traffic  signal  changes  would  be  ni.uli>  lo  inipri>ve  the 
overall  intersection  operations,  although  they  may  result  in  increased  delays  to  nH)tor  vehicles. 
Traffic  signal  timing  changes  would  not  be  made  if  changes  would  substantialiv  impede  traffic 
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V.  Environmental  Setting,  Impacts,  and  Mitigation  Measures 

A.  Transportation 
4.  Minor  Improvements 

flow.  Therefore,  minor  traffic  signal  changes  would  not  result  in  significant  impacts  on  traffic 
operations. 

Transit 

Traffic  signal  changes  as  described  above  would  not  substantially  affect  travel  lane  operations, 
and  therefore  transit  operations  along  a  street,  or  at  bus  stops,  would  not  be  affected.  As 
described  above,  traffic  signal  changes  would  only  be  made  at  intersections  operating  at  LOS  D 
or  better,  and  additional  environmental  analysis  would  be  required  to  implement  traffic  signal 
changes  at  intersections  operating  at  LOS  E  or  LOS  F.  Traffic  signal  changes  would  not  result  in 
significant  impacts  on  transit  operation. 

Parking 

Traffic  signal  changes  as  described  above  would  not  affect  the  on-street  parking  supply  or 
parking  maneuvers.  Therefore,  traffic  signal  changes  would  not  result  in  significant  impacts  on 
parking. 

Pedestrian 

Traffic  signal  changes  as  described  above  would  not  affect  pedestrian  conditions  on  sidewalks. 
At  intersections,  minimum  pedestrian  crossing  times  are  required  to  be  maintained  to  ensure 
that  pedestrians  can  cross  streets  safely.  Therefore,  signal  timing  changes  would  not  result  in 
significant  impacts  on  pedestrians. 

Bicycle 

Traffic  signal  changes  as  described  above  would  be  implemented  to  accommodate  the  needs  of 
pedestrians,  bicyclists,  motor  vehicles,  and  streetcars.  Bicyclists  would  benefit  from  exclusive 
bicycle  phases  and  additional  yellow  and  all-red  phases  that  would  provide  bicyclists  with 
additional  time  lo  cross  intersections.  Because  traffic  signal  timing  changes  would  meet  the 
requirements  and  specifications  within  the  California  MUTCD  to  accommodate  competing 
pedestrian,  bicycle  and  motor  vehicle  traffic  flows,  they  would  not  result  in  significant  impacts 
on  bicycles. 

Loading 

Signal  timing  changes  as  described  above  would  not  affect  on-street  yellow  commercial  freight 
loading  spaces.  Therefore,  signal  timing  changes  would  not  result  in  significant  impacts  on 
loading. 
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V.  Environmental  Setting,  Impacts,  and  Mitigation  Measures 

A.  Transportation 
4.  Minor  Improvements 

MINOR  IMPROVEMENT  4.1-9  ON-STREET  VEHICLE  PARKING  CHANGES 

Implementation  of  on-street  parking  changes  include  adding  parking  spaces  or  reconfiguring  or 
removing  existing  parking  spaces,  could  result  in  a  net  increase  or  decrease  in  the  number  of 
parking  spaces,  the  type  of  parking  spaces,  and/or  the  location  of  parking  spaces.  In  general, 
this  minor  improvement  refers  to  reconfiguring  existing  parking. 

Traffic 

Implementation  of  on-street  parking  changes  would  not  substantially  change  traffic  operations 
along  a  street  segment  or  at  an  intersection.  Therefore,  parking  changes  would  not  significantly 
impact  traffic  operating  conditions. 

Transit 

Implementation  of  on-street  parking  changes  would  not  substantially  change  traffic  operations 
along  a  street  segment  or  at  an  intersection.  Therefore,  parking  changes  would  not  significantly 
impact  transit  operating  conditions. 

Parking 

The  impact  of  a  decrease  in  on-street  parking  supply  would  depend  on  the  number  of  parking 
spaces  that  would  be  eliminated,  the  location  of  the  spaces,  and  the  overall  parking  occupancy 
in  the  area.  The  loss  of  a  few  parking  spaces  would  generally  not  be  noticeable  within  an  area 
where  on-street  parking  is  not  fully  occupied,  and  available  parking  supply  exists  to 
accommodate  the  displaced  vehicles.  However,  the  loss  of  a  few  parking  spaces  in  an  area 
where  parking  supply  is  constrained  and  generally  fully  occupied,  would  result  in  an  increased 
competition  for  on-street,  and  potentially  off-street,  parking  spaces. 

On-street  vehicle  parking  changes  also  could  include  implementation  of  back-in/head-oul 
angled  parking.  Back-in/head-out  angled  parking  is  similar  to  parallel  and  standard  angled 
parking.  As  with  parallel  parking,  the  driver  enters  the  stall  by  stopping  and  backing  in,  but 
need  not  maneuver  the  front  of  the  vehicle  against  the  curb.  When  leaving  the  stall,  the  driver 
pulls  out  of  the  stall  and  has  a  better  view  of  the  oncoming  traffic  than  with  parallel  or  standard 
angled  parking.  The  back-in/head-out  angled  parking  provides  a  safer  ein  ironnient  lor 
bicyclists,  as  the  vehicle  driver  is  able  to  see  the  bicyclist  when  leaving  the  parking  space. 
Replacement  of  standard  angled  parking  spaces  with  back-in/head-out  parking  would  ni>t 
change  the  number  of  parking  spaces.  Replacement  o\  parallel  parking  spaces  with  b.uk- 
in/head-out  angled  parking  spaces  would  generally  result  in  an  increase  in  I  In-  number  i>f 
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parking  spaces,  while  replacement  of  perpendicular  spaces  with  back-in/head-out  angled 
parking  spaces  would  generally  result  in  a  reduction  in  the  number  of  parking  spaces.  The 
actual  increase  or  decrease  in  the  number  of  parking  spaces  would  depend  on  a  number  of 
factors,  including  block  length,  and  location  of  driveways,  hydrants  and  bus  stops. 

In  San  Francisco,  parking  supply  is  not  considered  a  permanent  physical  condition,  and  changes 
in  the  parking  supply  would  not  be  a  significant  environmental  impact  under  CEQA,  but  rather 
a  social  effect.  The  loss  of  parking  may  cause  potential  indirect  physical  effects,  which  would 
include  cars  circling  and  looking  for  a  parking  space  in  neighboring  streets.  The  secondary 
effects  of  drivers  searching  for  parking  is  typically  offset  by  a  reduction  in  vehicle  trips  due  to 
some  drivers,  who  are  aware  of  constrained  parking  conditions  in  a  given  area,  shifting  to  other 
modes.  Hence,  any  secondary  environmental  impacts  that  may  result  from  a  shortfall  in 
parking  would  be  minor.  Therefore,  any  net  reduction  in  on-street  parking  supply  would  not 
result  in  significant  parking  impacts. 

Pedestrian 

Implementation  of  on-street  parking  changes  would  not  change  crosswalk  operations  or  affect 
pedestrian  operations  on  sidewalks  or  crosswalks.  Therefore,  parking  changes  would  not 
significantly  impact  pedestrians. 

Bicycle 

Bicyclists  would  generally  benefit  from  on-street  parking  changes.  Because  these  changes 
would  be  made  primarily  to  accommodate  bicycle  facilities  such  as  bicycle  lanes  and  bicycle 
parking.  Therefore,  on-street  vehicle  parking  changes  would  not  result  in  significant  impacts  on 
bicyclists. 

Loading 

The  impact  of  a  loss  of  on-street  parking,  including  on-street  white  zone  passenger 
loading/unloading  and  yellow  commercial  freight  loading  zones,  would  depend  on  the  number 
of  spaces  that  would  be  eliminated,  the  location  of  the  spaces,  and  the  provision  of  alternate 
accommodations  for  loading/unloading  activities.  The  loss  of  yellow  commercial  and  white 
zone  passenger  loading/unloading  could  result  in  double  parking  within  the  travel  lane  or  the 
bicycle  lane  if  a  practical  alternative  to  accommodate  the  need  for  passenger  or  commercial 
vehicle  loading/unloading  is  not  included  as  part  of  on-street  vehicle  parking  changes.  Double- 
parking  WQuld  not  necessarily  result  in  an  impact  on  loading  activities  or  impact  vehicle  and 
bicycle  flow,  if  traffic  volumes  are  low  and/or  adjacent  travel  lanes  are  available  for  traffic  to 
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bypass  the  vehicles  parked  in  the  travel  or  bicycle  lane.  In  situations  where  on-street  parking  is 
removed,  the  loading  demand  cannot  be  reasonably  accommodated  within  existing  adjacent 
locations,  and  roadway  right-of-way  is  constrained,  loading  operations  may  result  in  increased 
interference  with  vehicular  and  bicycle  flows;  however,  would  not  result  in  significant  loading 
impacts. 

CUMULATIVE  CONDITIONS 

The  nine  minor  improvements  include  various  treatments  that  would  be  implemented  on  the 
City's  roadway  and  sidewalk  network  to  improve  conditions  for  bicycle  use  in  the  City.  These 
improvements  would  serve  to  help  bicyclists  better  position  themselves  in  the  travel  lanes, 
discourage  motor  vehicle  encroachment  on  bicycle  lanes,  and  alert  drivers  in  travel  and  parking 
lanes  to  the  presence  of  bicyclists.  In  many  instances,  two  or  more  minor  improvements  could 
be  implemented  along  a  particular  street  segment.  This  section  provides  an  assessment  of  the 
cumulative  impacts  of  the  minor  improvements. 

Traffic 

Minor  improvements  that  could  potentially  affect  traffic  operations  include  sharrows,  bicycle 
boxes,  and  traffic  signal  changes.  Combined,  these  treatments  may  result  in  slower  travel 
speeds  for  motor  vehicles  when  bicyclists  are  present  in  the  travel  lane  and  within  the  bicycle 
boxes.  Minor  pavement  markings,  colored  pavement  materials,  and  signage  changes  would 
serve  to  alert  drivers  to  the  presence  of  bicyclists,  and  would  not  affect  traffic  operations.  The 
remaining  minor  improvements  (i.e.,  bicycle  racks  on  sidewalks,  on-street  bicycle  parking,  and 
on-street  vehicle  parking  changes)  would  not  affect  travel  lane  operations  and  therefore  traffic 
operations  along  a  street  or  at  an  intersection  would  not  be  affected. 

The  impact  of  the  increased  presence  of  bicyclists  would  depend  on  a  number  of  factors  such  as 
the  number  of  travel  lanes,  the  lane  widths,  the  vehicle  and  bicycle  volumes  (including  if  there 
is  oncoming  traffic),  and  speed  of  bicyclists  and  vehicles.  The  increase  in  delay  would  generally 
be  minimal,  and  would  only  occur  when  both  bicyclists  and  vehicles  are  present.  I  lowever,  the 
overall  capacity  of  the  street  segment  would  not  be  substantially  affected  and  intersection  I.OS 
would  not  substantially  change.  Overall,  the  minor  improvements  would  not  result  in 
significant  cumulative  traffic  impacts. 

Transit 

Minor  improvements  that  could  potentially  affect  transit  operations  pnin.irilx  iiu  liuii-  sh.n  tuws, 
bicycle  boxes,  and  signal  timing  changes.  The  remaining  minor  improvements  \vi>uKl  no\  attoct 
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travel  lane  operations,  and  therefore,  transit  operations  along  a  street  or  at  bus  stops  would  not 
be  affected.  The  cumulative  effect  of  sharrows,  bicycle  boxes,  and  signal  timing  changes  would 
not  result  in  substantial  change  in  capacity  of  the  travel  lane  or  substantial  increase  in  transit 
travel  times.  The  magnitude  of  the  cumulative  effect  would  vary,  depending  on  factors  such  as 
the  travel  lane  widths,  whether  buses  can  change  lanes,  whether  there  is  opposing  traffic,  and 
volume  and  speed  of  vehicle  and  bicycle  traffic.  Buses  traveling  behind  a  bicyclist  riding  in  the 
middle  of  the  travel  lane  may  experience  somewhat  slower  speeds,  as  would  buses  waiting  for 
an  opportunity  to  pass  bicyclists.  However,  the  minor  improvements  would  not  result  in 
significant  cumulative  transit  impacts. 

Parking 

Most  of  the  minor  improvements  would  not  affect  parking  supply  or  parking  lane  operations. 
Only  on-street  bicycle  parking  and  minor  on-street  parking  changes  would  affect  the  parking 
supply.  On-street  bicycle  racks  at  the  levels  assumed  would  displace  one  to  two  vehicle 
parking  spaces  at  each  location.  This  would  not  be  a  noticeable  change  in  the  on-street  parking 
supply.  On-street  vehicle  parking  changes  could  result  in  an  increase  or  decrease  in  parking 
supply,  which  would  occur  along  the  bicycle  network.  The  impact  of  a  decrease  in  on-street 
parking  supply  would  depend  on  the  number  of  parking  spaces  that  would  be  eliminated,  the 
location  of  the  spaces,  and  the  overall  parking  occupancy  in  the  area.  The  loss  of  a  few  parking 
spaces  would  generally  not  be  noticeable  within  an  area  where  on-street  parking  is  not  fully 
occupied,  and  available  parking  supply  exists  to  accommodate  the  displaced  vehicles. 
However,  the  loss  of  a  few  parking  spaces  in  an  area  where  parking  supply  is  constrained  and 
generally  fully  occupied,  would  result  in  an  increased  competition  for  on-street,  and  potentially 
off-street,  parking  spaces.  Overall,  any  net  reduction  in  on-street  parking  supply  would  be 
distributed  over  the  bicycle  route  network  and  not  result  in  significant  cumulative  parking 
impacts. 

Pedestrian 

Most  of  the  minor  improvements  would  not  affect  pedestrian  travel  on  sidewalks  or  within 
crosswalks,  as  treatments  would  occur  within  the  travel  or  parking  lanes.  Treatments  such  as 
signage  changes  and  placement  of  bicycle  racks  on  sidewalks  would  be  required  to  ensure  that 
a  clear  path  of  pedestrian  travel  is  maintained,  and  that  walkway  operating  conditions  of  LOS  C 
or  hotter  are  maintained.  Therefore,  implementation  of  the  minor  improvements  would  not 
result  in  significant  cumulative  pedestrian  impacts. 
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Bicycle 

Bicyclists  would  benefit  from  the  installation  of  the  minor  improvements,  as  the  impact  would 
increase  the  motor  vehicle  drivers'  awareness  that  bicyclists  may  be  on  the  road.  Because 
implementation  of  the  minor  improvements  would  have  a  beneficial  effect  of  improving  riding 
conditions,  bicycle  parking,  and  safety  for  bicyclists,  they  would  not  result  in  significant 
cumulative  impacts  on  bicyclists. 

Loading 

Most  of  the  minor  improvements  would  not  affect  curb  lane  operations  and  would  not  impact 
loading  operations.  Minor  on-street  parking  changes  would  affect  the  parking  supply  and 
potentially  displace  white  passenger  loading/unloading  and  yellow  commercial  freight  loading 
zones.  The  loss  of  yellow  commercial  and  white  passenger  loading/unloading  zones  could 
result  in  double  parking  within  the  travel  lane  or  the  bicycle  lane.  Double-parking  would  not 
necessarily  result  in  an  impact  on  loading  activities,  or  impact  vehicle  and  bicycle  flow,  if  traffic 
volumes  are  low  and/or  adjacent  travel  lanes  are  available  for  traffic  to  bypass  the  vehicles 
parked  in  the  travel  or  bicycle  lane.  In  situations  where  on-street  loading  is  removed  where  the 
roadway  right-of-way  is  constrained  and  the  loading  demand  cannot  be  reasonably 
accommodated  within  existing  adjacent  locations,  loading  operations  may  result  in  increased 
interference  with  vehicular  and  bicycle  flows,  however,  they  would  not  result  in  significant 
cumulative  loading  impacts. 

MITIGATION  MEASURES 

As  described  above,  the  Minor  Improvements  described  and  analyzed  in  this  section  would  not 
result  in  a  significant  impact  to  traffic,  transit,  parking,  pedestrian  or  bicycle  circulation. 
Therefore  no  mitigation  measures  are  required. 

IMPROVEMENT  MEASURES 

Additional  improvements  may  be  warranted  at  some  locations,  to  accommodate  loading 
demand;  improvement  measures  could  include: 

•  Modifying  on-street  parking  layouts  to  accommodate  additional  xi'llow  i-ommercial 
freight  loading  zones. 

•  Developing  and  implementing  traffic  managemtMTl  strategies  to  acconinuHialo  sIhmI- 
term  passenger  loading/unloading  activities. 
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SUMMARY  OF  IMPACTS  OF  MINOR  IMPROVEMENTS 

This  section  summarizes  impacts  described  in  detail,  above. 
Traffic 

Sharrows,  bicycle  boxes,  signage  changes,  traffic  signal  changes  and  on-street  vehicle  parking 
would  all  have  minor  impacts  to  vehicular  circulation  in  travel  lanes.  However,  none  of  these 
minor  improvements  would  result  in  a  reduction  in  travel  lane  capacity  or  a  decrease  in 
roadway  or  intersection  LOS,  therefore  impacts  would  be  less-than-significant.  The  addition  of 
bicycle  parking  and  changes  to  pavement  markings  and  materials  would  have  no  impact. 

Transit 

Sharrows  could  slow  bus  merging  since  vehicles,  buses  and  bicyclists  would  be  sharing  the 
lanes.  On-street  bicycle  racks  located  within  the  curb  parking  lane,  and  changes  to  on-street 
vehicle  parking  could  also  slightly  affect  bus  merging  operations,  however  impacts  would  be 
less  than  significant. 

Bicycle  rack  designs  would  be  required  comply  with  ISCOTT  regulations  so  as  not  interfere 
with  buses  or  bus  stops.  Bicycle  boxes  and  traffic  signal  changes  would  occur  in  travel  lanes 
and  would  not  affect  bus  stop  operations.  Pavement  marking  changes,  colored  pavement 
materials,  and  signage  changes  would  not  affect  travel  lanes,  so  transit  operations  would  not  be 
affected,  and  no  impact  would  occur. 

Parking 

Since  sharrows  are  indicated  within  the  travel  lane,  no  impact  to  on-street  parking  would  occur. 
Similarly,  bicycle  boxes,  pavement  markings  changes,  colored  pavement  materials,  signage 
changes  and  traffic  signal  changes  would  all  occur  in  the  travel  lanes,  so  no  impact  to  parking 
would  occur. 

On-street  bicycle  racks  could  each  displace  one  or  two  parking  spaces.  On-street  vehicle 
parking  changes  could  also  result  in  the  loss  of  a  few  parking  spaces.  However,  in  San 
Francisco,  a  loss  of  parking  spaces  is  not  considered  a  significant  impact  under  CEQA,  therefore 
impacts  would  be  less  than  significant. 

Pedestrian 

Generally,  impacts  to  pedestrians  would  result  from  changes  to  sidewalk  LOS  or  crosswalk 
operations.    Sharrows,  on-street  bicycle  parking,  bicycle  boxes,  minor  pavement  markings 
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changes,  colored  pavement  materials,  and  on-street  vehicle  parking  changes  would  all  occur  in 
the  vehicular  right-of-w^ay  and  would  not  affect  pedestrian  circulation  on  sidewalks  or  in 
crosswalks. 

Bicycle  racks  on  the  sidewalks  would  be  required  to  comply  with  SFMTA's  Bicycle  Rack 
Placement  Criteria  to  preserve  a  clear  path  of  pedestrian  travel  that  is  free  of  obstacles.  Walkway 
operating  conditions  of  LOS  C  or  better  would  be  maintained,  and  impacts  would  be  less  than 
significant.  In  terms  of  signage  changes,  new  poles  would  be  installed  within  the  area  near  the 
curb  designated  for  meters,  light  poles,  and  signs.  Therefore,  minimum  dimensions  for 
walkway  clear  paths  of  travel  would  not  be  affected  and  impacts  to  pedestrians  would  be  less 
than  significant. 

At  intersections,  minimum  pedestrian  crossing  times  are  required  to  be  maintained  for  safe 
crossing,  therefore  changes  to  traffic  signals  would  have  no  impact  to  crosswalk  operations. 

Bicycle 

The  use  of  colored  pavement  materials  is  pending  completion  of  a  FHWA-approved  study  by 
SFMTA.  The  study  will  determine  if  colored  pavement  markings  should  be  incorporated  into 
the  California  MUTCD.  Colored  pavement  markings  will  only  be  included  if  beneficial  to 
bicyclists  and  motorists.  All  of  the  other  minor  improvements  would  have  beneficial  effects  to 
bicyclists,  therefore  no  impact  would  occur. 

Loading 

Sharrows,  bicycle  boxes,  minor  pavement  marking  changes,  colored  pavement  materials,  and 
signal  timing  changes  would  occur  or  be  located  in  travel  lanes  and  would  not  affect  yellow 
commercial  freight  loading  spaces,  so  no  impact  to  loading  would  occur.  Signage  changes 
would  not  conflict  with  loading  activities  or  change  commercial  freight  loading  spaces,  so  no 
impact  would  occur. 

Bicycle  racks  on  sidewalks  could  impede  delivery  access  between  the  parking  lane  and  the 
sidewalk,  but  are  generally  not  located  within  the  last  5  feet  of  yellow  commercial  freight 
loading  zones.  On-street  bicycle  parking  would  typically  not  displace  yellow  ci>mmorciaI 
vehicle  freight  loading  zones.  To  the  extent  that  curbside  loading/unloading  opportunities  are 
reduced  with  the  reduction  of  on-street  parking,  loading/unloading  for  passengers  ami  Ireigiil, 
double  parking  could  occur.  However,  impacts  would  be  considered  less  than  significant. 
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5.  LONG-TERM  IMPROVEMENTS  

INTRODUCTION 

This  section  presents  an  assessment  of  the  24  long-term  improvements  that  are  proposed  to  be 
designed  and  implemented  at  some  point  in  the  future  to  complete  the  bicycle  route  network 
v^^ithin  San  Francisco.  These  improvements  would:  complete  the  bicycle  route  network 
envisioned  in  the  Bicycle  Plan,  close  network  gaps,  refine  and  rationalize  the  bicycle  route 
network,  and  improve  safety  and  the  bicyclist's  experience.  The  long-term  improvements  are 
assessed  on  a  program  level  because  details  of  the  long-term  improvements  have  not  been 
developed  (as  is  the  case  for  the  near-term  improvements  presented  in  Subsection  V.A.3  on 
p.  V.A.3-1.  This  Subsection  provides  information  about  the  potentially-significant 
environmental  effects  of  the  long-term  impacts  and  identifies  possible  ways  to  minimize  the 
potentially-significant  impacts. 

In  addition,  this  Subsection  provides  a  foundation  for  any  necessary  future  environmental 
review  documents  that  focus  on  the  individual  long-term  improvements.  As  required  by 
CEQA,  and  where  necessary,  project-level  CEQA  review  would  be  conducted  separately  for  the 
individual  long-term  improvements.  The  separate  environmental  review  would  evaluate  site- 
specific  impacts  of  the  improvement  project  and  may  incorporate  mitigation  measures,  as 
appropriate.  The  impact  discussion  and  mitigation  measures  provided  at  the  end  of  this 
Subsection  apply  to  all  of  the  long-term  improvements,  generally. 

PROJECT  LOCATION/PROJECT  DESCRIPTION 

Figure  V.A.5-1  on  p.  V.A.5-2  presents  the  location  of  the  proposed  long-term  improvements 
with  respect  to  the  existing  bicycle  route  network  and  proposed  near-term  improvements.  The 
long-term  improvements,  combined  with  the  existing  bicycle  route  network  and  proposed  near- 
term  improvements,  would  result  in  a  comprehensive  network  of  bicycle  facilities  linking  the 
various  neighborhoods  within  the  City.  Proposed  long-term  improvements  are  liK.itod 
throughout  the  City  and  are  focused  on: 

•  Improving  existing  and  providing  new  east-west  routes  in  the  southern  portion  of  San 

Francisco; 

•  Consolidating  and  rationalizing  east-west  routes  in  ihe  in>rthiMii  portii>ii  ol  S.in 
Francisco  connecting  the  Civic  Center  Area  with  the  1  laighl-Ashbiu y  and  Richmond 
neighborhoods; 
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•  Providing   bicycle-friendly   options    for   north-south    travel    within    the  Mission 
neighborhood; 

•  Filling  in  gaps  in  the  system  throughout  San  Francisco; 

•  Providing  local  connections  between  the  new  Transbay  Transit  Center  and  the  existing 
bicycle  route  network; 

•  Completing  portions  of  the  Bay  Trail  within  the  northeast  waterfront  and  the  Bayview; 
and 

•  Developing  a  Mission  Creek  Bikeway  to  connect  the  Mission  District  with  the  China 
Basin  and  Mission  Bay  neighborhoods. 

As  indicated  above,  the  details  of  the  long-term  improvements  are  currently  undefined.  The 
anticipated  long-term  improvements  may  include,  but  are  not  limited  to,  the  following  design 
elements  to  improve  bicycle  travel: 

•  Installation  of  bicycle  lanes,  pathways  or  other  bicycle  facilities,  including  and  in 
conjunction  with  the  narrowing  or  removal  of  travel  lanes; 

•  Pavement  marking  changes  such  as  installation  of  colored  pavement  materials  and  the 
installation  of  sharrows; 

•  Signage  changes; 

•  Modifications  to  bus  zones; 

•  Modifications  to  parking  configurations  such  as  changes  to  the  location,  configuration, 
and  number  of  metered  or  unmetered  parking  spaces  and  loading  zones; 

•  Changes  to  the  locations  and  configurations  of  curbs,  sidewalks  and  medians; 

•  Widening  of  roadways  and  narrowing  of  sidewalks; 

•  Reconfiguration  of  intersections  to  improve  bicycle  crossings,  including  inslollaliori  of 
bicycle  boxes  and  bicycle  traffic  signals; 

•  Installation  of  traffic  calming  devices,  including  designation  of  bicvcle  boulevards  fli.il 
prioritize  bicycle  travel  over  other  transportation  modes;  and 

•  Designation  of  shared  bicycle  and  transit  lanes. 
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LONG-TERM  IMPROVEMENT  L-1:  BATTERY  STREET  BETWEEN  CLAY  STREET  AND  THE 
EMBARCADERO 

Battery  Street,  betv^een  Clay  Street  and  The  Embarcadero,  is  a  moderate  volume  street  in  the 
northern  waterfront  area  of  San  Francisco.  This  lO-block  (0.64  mile)  section  of  Battery  Street  is 
not  currently  part  of  the  bicycle  route  network.  Battery  Street  is  one-way  southbound,  and 
generally  has  three  travel  lanes,  with  parking  on  both  sides  of  the  street.  The  10-Townsend 
Muni  bus  line  runs  along  Battery  Street  (as  well  as  Golden  Gate  Transit  buses  during  the  AM 
peak  period). 

Long-term  improvements  on  this  section  would  involve  installation  of  Class  II  and/or  Class  III 
bicycle  facilities  in  the  southbound  direction.  Bicycle  improvements  to  Battery  Street  would 
provide  a  southbound  connection  between  existing  Bicycle  Route  5  on  The  Embarcadero  and 
existing  Bicycle  Route  11  on  Battery  Street  south  of  Clay  Street  (Existing  Bicycle  Route  11  runs 
as  a  one-way  couplet  northbound  on  Sansome  Street  and  southbound  on  Battery  Street  and  in 
both  directions  on  Columbus  Avenue).  Design  and  implementation  of  long-term  improvements 
on  Battery  Street  would  include  coordination  with  the  Golden  Gate  Transit  to  accommodate 
and  minimize  impacts  on  Golden  Gate  Transit  bus  operations. 

LONG-TERM  IMPROVEMENT  L-2:  BAY  TRAIL  IMPROVEMENTS  IN  THE  VICINITY  OF 
FISHERMAN'S  WHARF 

This  long-term  improvement  would  involve  improvements  to  the  San  Francisco  Bay  Trail 
within  the  northeast  portion  of  San  Francisco.  The  current  Bay  Trail  alignment  through 
Fisherman's  Wharf  is  on  The  Embarcadero  and  on  Jefferson  Street  as  an  unimproved  on-street 
trail.  It  is  not  part  of  the  bicycle  route  network.  The  Bay  Trail  runs  for  a  0.2-mile  segment  of  The 
Embarcadero  between  Powell  Street  and  Taylor  Street,  for  one  block  on  Taylor  Street  between 
The  Embarcadero  and  Jefferson  Street,  and  for  a  0.28-mile  segment  on  Jefferson  Street  between 
Taylor  Street  and  Hyde  Street.  Within  the  Fisherman's  Wharf  area,  both  The  Embarcadero,  and 
Jefferson  Streets  are  one-way  and  serve  only  westbound  traffic.  The  Bay  Trail  connects  with 
existing  Bicycle  Route  5  on  The  Embarcadero  south  of  North  Point  Street.  The  F-Market  & 
Wharves  Muni  historic  streetcar  runs  westbound  on  Jefferson  Street  between  The  Embarcadero 
and  Jones  Street. 

LONG-TERM  IMPROVEMENT  L-3:  BAY  TRAIL  IMPROVEMENTS  IN  THE  VICINITY  OF 
HUNTERS  POINT 

This  long-term  improvement  would  involve  improvements  to  the  San  Francisco  Bay  Trail 
within  the  southeast  portion  of  San  Francisco.  The  Bay  Trail  alignment  through  the  Bayview 
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Hunters  Point  area  runs  as  an  unimproved  on-street  trail  north/south  on  Keith  Street  betv^^een 
Carroll  and  Palou  Avenues,  east-w^est  on  Palou  Avenue  between  Keith  and  Phelps  Streets  and 
north-south  on  Phelps  Street  betv^een  Palou  Avenue  and  Third  Street,  which  is  the  same 
alignment  as  Bicycle  Route  7.  Improvements  could  involve  new  bicycle  facilities  along  these 
routes. 

LONG-TERM  IMPROVEMENT  L-4:  BAYVIEW  TRANSPORTATION  IMPROVEMENTS 
PROJECT 

The  Bayview  Transportation  Improvements  Project  (BTIP)  includes  eight  build  alternatives  that 
would  include  changes  to  the  existing  bicycle  route  network  in  the  South  Basin  area  on  streets 
proposed  to  be  designated  as  access  routes.  The  purpose  of  the  BTIP  is  to  develop  a  more  direct 
access  route  between  US  101  and  the  existing  South  Basin  industrial  area,  as  well  as  to  the  north 
and  south  gateways  of  Hunters  Point  Shipyard,  and  to  reduce  truck  traffic  on  3"^  Street  and  on 
residential  streets  in  the  Bayview  Hunters  Point  area.  The  BTIP  is  a  traffic  routing  project, 
rather  than  a  project  that  would  increase  roadway  capacity  along  the  route.  The  project  is 
currently  undergoing  environmental  review,  and  a  Draft  Environmental  Impact 
Statement/Environmental  Impact  Report  (EIS/EIR)  is  expected  to  be  published  in  Fall  2008. 
Following  publication  of  the  Draft  EIS/EIR,  and  a  public  review  and  comment  period,  the  San 
Francisco  Board  of  Supervisors  (BOS)  would  identify  one  alternative  as  the  locally  preferred 
alternative.  A  Final  EIS/EIR,  revised  to  include  comments  made  by  the  public  and  regulating 
agencies  and  responses,  and  to  identify  the  locally  preferred  alternative  would  be  issued. 

•  For  all  BTIP  Build  Alternatives: 

•  Proposed  relocation  of  Bicycle  Route  #805: 

From:  Arelious  Walker  Drive  (between  Carroll  and  Gilman  Avenues)  and  Carroll 
Avenue  (between  Arelious  Walker  Drive  and  Jennings  Street). 

To:  Gilman  Avenue  (between  Arelious  Walker  Drive  and  Jennings  Street)  and 
Jennings  Street  (between  Gilman  and  Carroll  Avenues). 

•  For  all  BTIP  Southern  Build  Alternatives: 

Proposed  bicycle  lanes  on  Gilman  Avenue  between  Donahue  Slrool  and  Arelious 
Walker  Drive. 
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Proposed  bicycle  lanes  on  Harney  Way  Extension  between  Jamestown  Avenue  and 
Gilman  Avenues. 

Proposed  bicycle  lanes  on  Jamestown  Avenue  Extension  and  Hunters  Point 
Expressway. 

Proposed  bicycle  lanes  on  Alana  Way  between  US  101  and  Harney  Way. 

Proposed  bicycle  lanes  on  Harney  Way  between  Alana  Way  and  Jamestown  Avenue. 

•  For  BTIP  SI  Walker  Bridge  Build  Alternative: 

Proposed  bicycle  lanes  on  Arelious  Walker  Drive  Extension  between  Bancroft 
Avenue  and  Crisp  Avenue. 

Proposed  bicycle  lanes  on  Crisp  Avenue  between  Arelious  Walker  Drive  Extension 
and  Spear  Street. 

Proposed  bicycle  path  along  Crisp  Avenue  right-of-way  between  the  intersection  of 
Palou/Griffith  and  Arelious  Walker  Drive  Extension. 

•  For  BTIP  S2  Griffith  Bridge  and  S3  Ingalls  Street  Build  Alternatives: 

Proposed  bicycle  lanes  on  Crisp  Avenue  between  the  intersection  of  Palou 
Avenue/Griffith  Street  and  Spear  Street. 

•  For  BTIP  S4  Underwood  Avenue  Build  Alternative: 

Proposed  bicycle  lanes  on  Underwood  Avenue  between  Hawes  Street  and  Arelious 
Walker  Drive  Extension. 

Proposed  bicycle  lanes  on  Crisp  Avenue  between  Arelious  Walker  Drive  Extension 
and  Spear  Street. 

Proposed  bicycle  path  along  Crisp  Avenue  right-of-way  between  the  intersection  of 
Palou  Avenue/Griffith  Street  and  Arelious  Walker  Drive  Extension. 
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LONG-TERM  IMPROVEMENT  L-5:  BROTHERHOOD  WAY  BETWEEN  ARCH  STREET  AND 
LAKE  MERCED  BOULEVARD 

Brotherhood  Way  between  Arch  Street  and  Lake  Merced  Boulevard  is  a  high  volume  east-west 
arterial'  in  the  Park  Merced  neighborhood.  This  one-mile  segment  of  Brotherhood  Way  is  not 
currently  part  of  the  bicycle  route  network,  although  the  section  between  Arch  Street  and  the 
signalized  crosswalk  at  St.  Charles  Street  has  a  Class  II  bicycle  lane  in  both  directions  of  travel. 

Brotherhood  Way  is  a  two-way  divided  arterial.  Parking  is  permitted  on  either  side  of  the 
street.  The  88-BART  Shuttle  Mimi  bus  line  runs  along  Brotherhood  Way  east  of  Chumasero 
Drive  during  the  AM  and  PM  peak  commute  periods. 

Long-term  improvements  on  this  section  of  Brotherhood  Way  may  involve  installation  of  Class 
Il/or  Class  III  bicycle  facilities  in  both  direction  of  travel.  Bicycle  improvements  on  this  segment 
would  close  the  gap  between  existing  Bicycle  Route  85  running  north-south  on  Lake  Merced 
Boulevard,  and  existing  Bicycle  Route  45  running  on  north-south  on  San  Jose  Avenue/Alemany 
Boulevard  (see  Subsection  V.A.3  for  near-term  improvement  Project  5-12:  Sagamore  Street  and 
Sickles  Avenue  Bicycle  Lanes,  Alemany  Boulevard  to  Brotherhood  Way,  and  near-term 
improvement  Project  5-3:  Alemany  Boulevard  Bicycle  Lanes,  Rousseau  Street  to  San  Jose 
Avenue). 

LONG-TERM  IMPROVEMENT  L-6:  CAPP  STREET  BETWEEN  15^"  STREET  AND 
26^"  STREET 

Capp  Street  between  15"^  Street  and  26^^  Street  is  a  low-volume  residential  street  in  the  Mission 
District.  This  11-block  (1.23-mile)  segment  of  Capp  Street  is  not  currently  part  of  the  bicycle 
route  network.  Capp  Street  is  a  north-south  roadway,  with  one  travel  lane  in  each  direction, 
and  parking  on  both  sides  of  the  street.  Intersections  of  Capp  Street  with  east-west  cross-streets 
are  generally  2-way  or  all-way  STOP  sign-controlled;  however,  the  intersections  of  Capp  Strool 
with  18"^  Street  and  24"^  Street  are  signalized. 

Long-term  improvements  on  this  segment  of  Capp  Street  may  involve  installation  of  Class  II  or 
Class  III  bicycle  facilities.  Bicycle  improvements  on  Capp  Street  would  facilitate  north-soulii 


In  San  Francisco  arterials  are  classified  as  Major  and  Secondary  ArltM  i.iIs.  Major  .irli-ri.iK  .iro  i  ross 
town  thoroughfares  whose  primary  function  is  to  link  districts  within  the  city  and  to  ilistribule  tr.iltn. 
to  and  from  the  freeways.  Secondary  arterials  are  primarily  intra-district  routes  serving  as  collec^^>rs 
for  the  major  thoroughfares.  See  Appendix  F  of  the  Wilbur  Smith  Associates  Srti;  I  rnm  isco  Bn  yi  lc  riivi 
Project  Transportation  Impact  Study,  October  28,  2008  (TIS),  for  a  descriptii>n  ol  \arious  San  Francisco 
General  Plan  roadway  classifications. 
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bicycle  travel  within  the  Mission  District.  This  new  route  would  run  parallel  to  existing  Bicycle 
Route  45  on  Valencia  Street  to  the  west,  and  existing  Bicycle  Route  33  on  Harrison  Street  to  the 
east.  It  would  also  connect  with  existing  Bicycle  Route  44  on  22"^^  Street,  and  existing  Bicycle 
Route  60  on  Cesar  Chavez  Street  (see  Subsection  V.A.3  for  near-term  improvement  Project  5-6: 
Cesar  Chavez  Street/26"'  Street  Bicycle  Lanes,  Sanchez  Street  to  US  101). 

LONG-TERM  IMPROVEMENT  L-7:  GEARY  BOULEVARD  BETWEEN  25^"  AVENUE  AND 
DIVISADERO  STREET 

Geary  Boulevard  between  25"'  Avenue  and  Divisadero  Street  is  a  high  volume  arterial  in  the 
Richmond  and  Western  Addition  neighborhoods.  It  is  the  primary  east-west  roadway  and  has 
two  to  three  travel  lanes  in  each  direction  and  on-street  parking  on  both  sides  of  the  street.  The 
38-Geary,  38L-Geary  Limited,  and  the  31AX-Balboa  "A"  Express,  38AX  and  38BX-Geary 
Express  Muni  bus  lines  run  in  this  segment.  Golden  Gate  Transit  Runs  on  Geary  Boulevard 
between  Webster  Street  and  Park  Presidio  Boulevard.  Adjacent  streets  to  the  north  and  south  of 
Geary  Boulevard  are  generally  local  low  to  moderate  volume  residential/neighborhood- 
commercial  streets,  with  one  travel  lane  in  each  direction  and  parking  on  both  sides  of  the 
street.  Neither  Geary  Boulevard,  nor  Clement  Street  to  the  north,  nor  Anza  Street  to  the  south 
are  part  of  the  existing  bicycle  route  network.  In  the  eastern  segment  of  this  proposed  long- 
term  improvement  corridor,  existing  Bicycle  Route  16  runs  in  both  directions  (Class  II  facility) 
on  Post  Street. 

Long-term  improvements  would  be  implemented  within  the  corridor.  These  improvements 
would  be  either  a  Class  II  bicycle  facility  and/or  Class  III  signed-route  on  one  or  more  streets  in 
the  corridor.  These  improvements  would  be  planned  in  conjunction  with  the  ongoing  Geary 
Corridor  BRT  project  and  may  result  in  bicycle  facility  improvements  on  multiple  streets  north 
or  south  of  Geary  Boulevard.  Design  and  implementation  of  long-term  improvements  on  Geary 
Boulevard  would  include  coordination  with  Golden  Gate  Transit  to  accommodate  and 
minimize  impacts  on  Golden  Gate  Transit  bus  operations. 

Bicycle  improvements  within  this  39-block  (2.5-mile)  corridor  would  facilitate  bicycle  travel 
within  the  core  of  the  Geary  Boulevard  commercial  corridor.  Parallel  east-west  bicycle  routes 
are  on  Lake  Street  (existing  Bicycle  Route  10)  to  the  north  of  Geary  Boulevard,  and  on  Cabrillo 
Street  (existijig  Bicycle  Route  20)  to  the  south  of  Geary  Boulevard. 
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LONG-TERM  IMPROVEMENT  L-8:  GOLDEN  GATE  AVENUE  BETWEEN  BAKER  STREET 
AND  MARKET  STREET 

Golden  Gate  Avenue  between  Baker  Street  and  Market  Street  is  a  low  to  moderate  volume 
arterial  that  runs  through  the  Civic  Center  and  the  Western  Addition  neighborhood.  This  19- 
block  (1.7-mile)  segment  of  Golden  Gate  Avenue  is  not  currently  part  of  the  bicycle  route 
network. 

East  of  Divisadero  Street,  Golden  Gate  Avenue  runs  one-way  eastbound  with  three  travel  lanes 
and  parking  on  both  sides  of  the  street.  West  of  Divisadero  Street,  Golden  Gate  Avenue  is  two- 
way,  generally  with  one  travel  lane  in  each  direction.  Between  Baker  Street  and  midblock 
between  Broderick  Street  and  Divisadero  Street,  there  is  an  eastbound  bicycle  lane  on  the  south 
side  of  the  street.  The  16AX-Noreiga  "A"  Express  and  16BX-Noriega  "B"  Express  Muni  bus 
lines  run  on  Golden  Gate  Avenue  between  Franklin  Street  and  Market  Street  during  the 
morning  peak  period.  Golden  Gate  Transit  runs  on  Golden  Gate  Avenue  between  Webster  and 
Hyde  Street  during  the  morning  peak  period. 

Long-term  improvements  on  this  segment  of  Golden  Gate  Avenue  would  involve  installation  of 
Class  II  or  Class  III  bicycle  facilities.  These  improvements  would  extend  the  existing  Bicycle 
Route  20  on  Golden  Gate  Avenue  west  of  Baker  Street  to  the  east  and  consolidate  east-west 
bicycle  travel  routes  between  the  Civic  Center  area  and  the  University  of  San  Francisco.  This 
improvement  would  create  a  couplet  with  the  westbound  bicycle  lanes  proposed  on  McAllister 
Street  as  part  of  near-term  improvement  Project  3.3:  McAllister  Street  Bicycle  Lane,  Market 
Street  to  Masonic  Avenue.  Design  and  implementation  of  long-term  improvements  on  Golden 
Gate  Avenue  would  include  coordination  with  Golden  Gate  Transit  to  accommodate  and 
minimize  impacts  on  Golden  Gate  Transit  bus  operations. 

The  route  would  connect  with  north/south  routes  on  Polk  Street  (existing  Bicycle  Route  345) 
and  on  Steiner  Street  (existing  Bicycle  Route  45).  Also  see  near-term  improvement  Project  3.4: 
Polk  Street  Bicycle  Lane,  Market  Street  to  McAllister  Street,  and  near-term  improvement  Project 
3-5:  Scott  Street  Bicycle  Lane,  Fell  Street  to  Oak  Street. 

LONG-TERM  IMPROVEMENT  L-9:  HAROLD  AVENUE  BETWEEN  HOLLOWAY  AVENUE 
AND  OCEAN  AVENUE 

Harold  Avenue  between  HoUoway  Avenue  and  Ocean  Avenue  is  a  lo\v-\nliime  residential 
street  in  the  Ingleside  neighborhood.  This  one-block  segment  is  not  p.iil  ol  the  I'xisting  bicycle 
route  network,  and  would  be  improved  in  conjunction  with  long-UMin  im[M(>\ i-inent  L-ID: 
Holloway  Avenue  between  Harold  Avenue  and  juniperi)  Serra  Rt>ule\  .itd.   I  l.nolil  A\enue  is 
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two-way,  with  one  travel  lane  in  each  direction  and  parking  on  both  sides  of  the  street.  The 
intersections  of  Harold  Avenue  with  Ocean  Avenue  and  with  Holloway  Avenue  are 
unsignalized. 

Long-term  improvements  on  Harold  Avenue  would  involve  a  Class  II  or  Class  III  facility,  with 
treatments  to  facilitate  turns  to  and  from  Ocean  Avenue  (existing  Bicycle  Route  84).  Existing 
Bicycle  Route  90  runs  east-west  on  Ocean  Avenue,  as  a  Class  III  (signed  route  only,  with 
sharrows)  facility.  As  noted  above,  the  bicycle  facility  on  Harold  Avenue  would  provide  a 
connection  between  existing  Bicycle  Route  84  on  Ocean  Avenue,  and  the  existing  Bicycle  Route 
90  which  currently  runs  on  Holloway  Avenue  between  Font  Street  and  Plymouth  Avenue,  but 
which  would  be  extended  to  Harold  Avenue  as  part  of  Long-Term  Improvement  L-10: 
Holloway  Avenue  between  Harold  Avenue  and  Junipero  Serra  Boulevard.  Also  see  near-term 
improvement  Project  8-3:  Holloway  Avenue  Bicycle  Lanes:  Junipero  Serra  Boulevard  to  Varela 
Avenue. 

LONG-TERM  IMPROVEMENT  L-10:  HOLLOWAY  AVENUE  BETWEEN  HAROLD  AVENUE 
AND  JUNIPERO  SERRA  BOULEVARD 

Holloway  Avenue  between  Harold  Avenue  and  Junipero  Serra  Boulevard  is  a  low  to  moderate 
volume  street  that  connects  Ocean  Avenue  with  Lake  Merced  Boulevard  in  the  Ingleside  and 
Lake  Merced  neighborhoods.  Between  Plymouth  Street  and  Junipero  Serra  Boulevard, 
Holloway  Avenue  is  part  of  the  existing  Bicycle  Route  90,  a  Class  III  wide  curb  lane  facility. 
Existing  Bicycle  Route  90  is  the  primary  east-west  route  in  the  Ingleside  and  Lake  Merced 
neighborhoods,  and  provides  a  connection  between  the  Balboa  Park  BART  and  Muni  Metro 
stations  and  San  Francisco  State  University.  Within  the  21 -block  segment  of  Holloway  Avenue 
between  Harold  Avenue  and  Junipero  Serra  Boulevard,  the  29-Sunset  Muni  bus  line  runs  on  the 
block  between  Beverly  Street  and  Junipero  Serra  Boulevard. 

Long-term  improvements  on  this  segment  of  Holloway  Avenue  would  involve  installation  of 
Class  II  bicycle  lanes,  or  sharrows  as  a  Class  III  facility.  This  long-term  improvement  would 
extend  bicycle  route  improvements  associated  with  the  near-term  improvement  Project  8-3: 
Holloway  Avenue  Bicycle  Lanes,  Junipero  Serra  Boulevard  to  Varela  Avenue.  Long-term 
improvements  on  this  segment  would  be  developed  following  completion  of  the  ongoing  traffic 
calming  study  being  conducted  as  part  of  SFMTA's  Livable  Streets  program.  The  traffic 
calming  study  area  is  bounded  by  Holloway  Avenue  between  Junipero  Serra  Boulevard  and 
Ashton  Street,  and  Garfield  Avenue  between  Junipero  Serra  Boulevard  and  Ashton  Street. 
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LONG-TERM  IMPROVEMENT  L-11:  INDUSTRIAL  STREET  BETWEEN  LOOMIS  STREET 
AND  OAKDALE  AVENUE 

Industrial  Street,  between  Loomis  Street  and  Oakdale  Avenue  is  a  moderate  volume  arterial  in 
the  Bayviev\^.  Industrial  Street  connects  Bayshore  Boulevard  with  Oakdale  Avenue.  It  has  two 
travel  lanes  in  each  direction  and  parking  on  both  sides  of  the  street.  The  24-Divisadero  Muni 
bus  line  runs  in  both  directions  on  Industrial  Street.  This  0.32-mile  segment  of  Industrial  Street 
is  not  currently  part  of  the  bicycle  route  network. 

Long-term  improvements  on  this  section  may  involve  implementation  of  Class  II  or  Class  III 
bicycle  facilities  in  both  directions.  A  new  bicycle  facility  on  this  segment  of  Industrial  Street 
would  provide  an  alternative  route  to  connect  existing  Bicycle  Route  25  on  Bayshore  Boulevard 
south  of  Industrial  Street  with  existing  Bicycle  Route  170  on  Oakdale  Avenue,  via  a  lower- 
volume  street  than  Bayshore  Boulevard.  Also  see  near-term  improvement  Project  5-4:  Bayshore 
Boulevard  Bicycle  Lanes,  Cesar  Chavez  Street  to  Silver  Avenue. 

LONG-TERM  IMPROVEMENT  L-12:  JENNINGS  STREET  BETWEEN  CARGO  WAY  AND 
EVANS  AVENUE 

Jennings  Street,  which  extends  about  1,100  feet  between  Cargo  Way  and  Evans  Avenue,  is  a  low 
volume  street  in  the  Hunters  Point  neighborhood.  Jennings  Street  connects  Evans  Avenue  with 
the  Port  of  San  Francisco's  Intermodal  Container  Terminals  along  Cargo  Way.  It  has  one  travel 
lane  in  each  direction  and  parking  on  both  sides  of  the  street.  Jennings  Street  is  not  currently 
part  of  the  bicycle  route  network. 

Long-term  improvements  on  this  section  may  involve  implementation  of  bicycle  facilities  in 
both  directions.  A  new  bicycle  facility  on  Jennings  Street  would  connect  existing  Bicycle  Route 
68  on  Evans  Avenue,  with  the  bicycle  route  on  Cargo  Way  proposed  as  part  of  near-term 
improvement  Project  4-2:  Cargo  Way  Bicycle  Lanes,  3''*  Street  to  Jennings  Street,  and  w  cuiid 
connect  to  the  existing  Bay  Trail  at  the  eastern  terminus  of  Cargo  Way  at  Heron's  Head  Park. 
Also  see  near-term  improvement  Project  4-3:  Illinois  Street  Bicycle  Lanes,  16"' Street  to  Cargo 
Way. 

LONG-TERM  IMPROVEMENT  L-13:  LEE  AVENUE  BETWEEN  HOLLOWAY  AVENUE  AND 
PHELAN  AVENUE 

Lee  Avenue  between  Holloway  Avenue  and  Phelan  AvcMnie  is  .i  li>\v-volume  residi  tili.il  sitiH-l 
in  the  Ingleside  neighborhood.  The  Balboa  Park  Area  ri.m  im  Uulc>s  (ln<  pri>posiHl  I'xtiMision  i>t 
Lee  Avenue  north  of  Ocean  Avenue  to  connect  u  ilh  I'holan  Avenue  as  part  ot  lln-  lulure 
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development  of  San  Francisco  City  College.  This  segment  is  not  part  of  the  existing  bicycle 
route  network  and  would  be  improved  in  conjunction  with  long-term  improvement  L-10: 
Holloway  Avenue  between  Harold  Avenue  and  Junipero  Serra  Boulevard.  Lee  Avenue  is  two- 
way,  with  one  travel  lane  in  each  direction  and  parking  on  both  sides  of  the  street.  The 
intersection  of  Lee  Avenue  with  Ocean  Avenue  is  signalized,  and  the  intersection  with 
Holloway  Avenue  is  unsignalized. 

Long-term  improvements  on  Lee  Avenue  would  involve  a  Class  II  or  Class  III  facility,  with 
treatments  to  facilitate  turns  to  and  from  Ocean  Avenue.  Existing  Bicycle  Route  84  runs  east- 
west  on  Ocean  Avenue,  as  a  Class  III  (signed  route  only,  with  sharrows)  facility.  This 
improvement  would  provide  a  connection  between  existing  Bicycle  Route  84  on  Ocean  Avenue 
and  the  existing  Bicycle  Route  90  which  currently  runs  on  Holloway  Avenue  between  Font 
Street  and  Plymouth  Avenue,  but  which  would  be  extended  to  Harold  Avenue  as  part  of  long- 
term  improvement  Project  L-10:  Holloway  Avenue  between  Harold  Avenue  and  Junipero  Serra 
Boulevard. 

LONG-TERM  IMPROVEMENT  L-14:  MANSELL  STREET/PERSIA  AVENUE  BETWEEN 
OCEAN  AVENUE  AND  UNIVERSITY  STREET 

Mansell  Street  between  University  Avenue  and  Dublin  Street,  and  Persia  Avenue  between 
Dublin  Street  and  Ocean  Avenue  are  low  to  moderate-volume  streets  in  the  Excelsior 
neighborhood.  This  one-block  segment  is  not  part  of  the  existing  bicycle  route  network  and 
would  complement  near-term  improvement  Project  5-9:  Ocean  Avenue  Bicycle  Lanes,  Alemany 
Boulevard  to  Lee  Avenue,  near-term  improvement  Project  8-3:  Holloway  Avenue  Bicycle  Lanes, 
and  long-term  improvement  L-10:  Holloway  Avenue  between  Harold  Avenue  and  Junipero 
Serra  Boulevard.  Mansell  Street  has  one  to  two  travel  lanes  in  each  direction,  while  Persia 
Avenue  has  one  travel  lane  in  each  direction.  The  29-Sunset  Muni  bus  line  runs  the  length  of 
Mansell  Street  and  Persia  Avenue  between  San  Bruno  Avenue  and  Mission  Street. 

Long-term  improvements  on  Mansell  Street  and  Persia  Avenue  would  involve  Class  II  and/or 
Class  III  facilities.  A  new  bicycle  route  on  Mansell  Street  and  Persia  Avenue  would  provide  a 
connection  between  existing  Bicycle  Route  705  on  Mansell  Street  that  runs  between  San  Bruno 
Avenue  and  University  Street  and  existing  Bicycle  Route  84  that  runs  on  Ocean  Avenue 
between  Alemany  Boulevard  and  19"'  Avenue.  Completion  of  the  near-term  and  long-term 
improvements  would  pVovide  for  a  continuous  east-west  route  between  the  Bayview  and  Lake 
Merced  neighborhoods. 
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LONG-TERM  IMPROVEMENT  L-15:  MENDELL  STREET  BETWEEN  OAKDALE  AVENUE 
AND  PALOU  AVENUE 

Mendell  Street  between  Oakdale  Avenue  and  Palou  Avenue  is  a  pedestrian  plaza  in  the 
Bayview  neighborhood  (on  the  block  south  of  the  Bayvieu'  Opera  House).  This  one-block 
segment  is  not  part  of  the  existing  bicycle  network.  Bicycling  is  not  permitted  within  the  plaza. 

Long-term  improvements  on  Mendell  Street  would  involve  bicycle  facilities  to  permit  bicyclists 
to  use  this  segment  to  connect  between  existing  Bicycle  Route  170  on  Oakdale  Avenue  and 
existing  Bicycle  Route  7  on  Palou  Avenue. 

Long-Term  Improvement  L-16:  Mission  Creek  Bikeway  between  Fourth  Street  and 
Harrison  Street 

The  Mission  Creek  Bikeway,  as  currently  envisioned,  would  include  four  major  segments:  Treat 
Avenue  (between  Harrison  and  Bryant  Streets),  Division  Street  (between  Bryant  and  Vermont 
Streets),  Eighth  Street  and  Townsend  Circle  (between  Vermont  and  Berry  Streets),  and  the 
crossing  to  Mission  Bay  (Berry  Street  to  Mission  Creek  Park  bicycle  path).  Near-term 
improvement  Project  2-6:  Division  Street  Bicycle  Lanes,  9"'  Street  to  11"'  Street  would  be 
incorporated  into  the  Mission  Creek  Bikeway. 

The  long-term  improvement  would  provide  a  continuous  bicycle  route  linking  the  comer  of  16^^ 
and  Harrison  Streets  to  the  bikeway  planned  along  the  south  side  of  the  Mission  Creek 
Channel.  To  the  extent  possible,  the  bikeway  would  utilize  the  abandoned  Mission  Creek  line 
of  the  Southern  Pacific  Railroad.  The  bikeway  would  provide  a  non-motorized  access  through 
the  vehicle-oriented  area  under  the  Central  Freeway. 

The  bikeway  would  consist  of  a  combination  of  bicycle  facilities  along  low  volume  streets.  The 
Mission  Creek  Bikeway  would  connect  to  existing  Bicycle  Route  33  on  Harrison  Street,  existing 
Bicycle  Route  36  on  7"^  and  8"'  Streets,  and  existing  Bicycle  Route  123  on  Henry  Adams  Slrool. 
The  bikeway  also  would  provide  a  connection  between  existing  Mission  and  Polrero  Mill 
neighborhoods  and  the  Caltrain  train  station  at  4"'  and  Townsend  Streets. 

LONG-TERM  IMPROVEMENT  L-17:  MONTEREY  BOULEVARD  CORRIDOR  BETWEEN 
CIRCULAR  AVENUE  AND  GENNESSEE  STREET 

Monterey  Boulevard  between  Circular  Avenue  and  Gennessee  Street  is  a  high  voIuiih'  .irti  ri.il 
street  in  the  Sunnyside  neighborhood.  It  is  the  primary  east-west  r(\Kl\\ay  and  It.is  tw  o  tr.ni-i 
lanes  in  each  direction  and  on-street  parking  on  both  sides  of  the  street.  The  23-Monterey  Muni 
bus  line  runs  along  this  segment  of  Monterey  Boulevard,  and  the  36-Torasita  and  43-Masonic 


Case  No.  2007.0347E 

San  Francisco  Bicycle  Flan 


V.A.5-13 


FinjI  UK 
AliCUST  2009 


V.  Environmental  Setting,  Impacts,  and  Mitigation  Measures 

A.  Transportation 
5.  Long-Term  Improvements 

Muni  bus  lines  run  on  Monterey  Boulevard  between  Gennessee  Street  and  Foerester  Street. 
Adjacent  streets  to  the  north  and  south  of  Monterey  Boulevard  are  generally  low  to  moderate 
volume  residential  streets,  with  one  travel  lane  in  each  direction  and  parking  on  both  sides  of 
the  street.  Monterey  Boulevard  between  Circular  Avenue  and  Gennessee  Street  is  not  part  of 
the  existing  bicycle  route  network,  although  west  of  Gennessee  Street  existing  Bicycle  Route  70 
runs  on  Monterey  Boulevard  as  a  Class  III  facility.  Between  Circular  Avenue  and  Gennessee 
Street,  existing  Bicycle  Route  70  runs  on  Hearst  Street. 

Long-term  improvements  within  the  Monterey  Boulevard  corridor  could  include  Class  II 
bicycle  facility  and/or  Class  III  signed-route  along  Monterey  Boulevard,  or  on  other  streets  in 
the  corridor.  Bicycle  improvements  within  this  6-block  (0.8-mile)  corridor  would  rationalize  the 
east-west  bicycle  route  network  in  this  area. 

LONG-TERM  IMPROVEMENT  L-18:  MONTEREY  BOULEVARD  CORRIDOR  BETWEEN 
JUNIPERO  SERRA  BOULEVARD  AND  SAN  BENITO  WAY 

Monterey  Boulevard  between  Junipero  Serra  Boulevard  and  San  Benito  Way  is  a  low  volume 
local  street  in  the  St.  Francis  Wood  neighborhood.  This  segment  of  Monterey  Boulevard  has 
one  travel  lane  in  each  direction  and  on-street  parking  on  both  sides  of  the  street.  Monterey 
Boulevard  between  Junipero  Serra  Boulevard  and  San  Benito  Way  is  not  part  of  the  existing 
bicycle  network.  The  segment  of  Monterey  Boulevard  between  San  Benito  Way  and  Santa  Clara 
Avenue  is  part  of  existing  Bicycle  Route  65  which  runs  north-south  on  San  Benito  Way  between 
Ocean  Avenue  and  Monterey  Boulevard. 

Long-term  improvements  within  this  5-block  (0.25-mile)  segment  of  Monterey  Boulevard  could 
include  Class  II  bicycle  facility  and/or  Class  III  signed-route  along  Monterey  Boulevard,  or  on 
other  streets  in  the  corridor. 

LONG-TERM  IMPROVEMENT  L-19:  OAK  STREET  BETWEEN  BAKER  STREET  AND 
SCOTT  STREET 

Oak  Street  between  Baker  Street  and  Scott  Street  is  a  three-block  segment  of  a  high  volume 
arterial  that  extends  between  Stanyan  Street  and  Market  Street.  This  three-block  segment  is  not 
part  of  the  existing  bicycle  network.  Oak  Street  runs  one-way  eastbound  with  three  travel  lanes, 
and  parking  on  both  sides  of  the  street.  The  16AX/16BX-Noriega  Express  Muni  buses  run  on 
Oak  Street  during  the  nioming  peak  commute  period. 

Long-term  improvements  on  this  segment  of  Oak  Street  could  involve  installation  of  Class  II  or 
Class  III  bicycle  facilities.   This  improvement  would  provide  a  connection  between  existing 
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Bicycle  Route  51  on  Baker  Street,  and  the  existing  Bicycle  Route  47  on  Scott  Street.  This 
improvement  would  create  the  eastbound  couplet  to  the  bicycle  lane  that  currently  exists  in  the 
westbound  direction  on  Fell  Street,  and  would  move  the  eastboimd  portion  of  existing  Bicycle 
Route  30  from  Hayes  Street  to  Oak  Street. 

LONG-TERM  IMPROVEMENT  L-20:  O'FARRELL  STREET  BETWEEN  MARKET  STREET 
AND  POLK  STREET 

O'Farrell  Street  between  Market  Street  and  Polk  Street  is  a  moderate  to  high  volume  arterial  that 
runs  through  the  Union  Square  and  Civic  Center  areas.  This  9-block  (0.8-mile)  segment  of 
O'Farrell  Street  is  not  currently  part  of  the  existing  bicycle  route  network.  O'Farrell  Street  runs 
one-way  eastbound  with  two  to  three  travel  lanes  and  parking  on  both  sides  of  the  street. 
Between  Polk  Street  and  Mason  Street  the  south  travel  lane  is  a  Bus  Only  lane.  The  38-Geary 
and  38-Geary  Limited  Muni  bus  lines  run  the  length  of  the  segment  and  the  27-Bryant  Muni  bus 
line  runs  on  O'Farrell  Street  between  Jones  Street  and  Mason  Street. 

Long-term  improvements  on  this  segment  of  O'Farrell  Street  could  involve  the  installation  of 
Class  II  and/or  Class  III  bicycle  facilities.  These  improvements  would  create  a  new  east-west 
connection  in  the  southern  portion  of  Union  Square  area.  It  would  connect  with  the  north/south 
route  on  Polk  Street  (existing  Bicycle  Route  345)  and  the  northeast-southwest  route  on  Market 
Street  (existing  Bicycle  Route  50). 

LONG-TERM  IMPROVEMENT  L-21:  PIER  70  BETWEEN  18^"  STREET  AND  22"°  STREET 

Pier  70  is  located  within  San  Francisco's  Central  Waterfront,  on  an  approximately  65-acre  Port 
of  San  Francisco-owned  site,  generally  between  18"'  and  22"^  Streets,  and  east  of  Illinois  Street. 
The  site  currently  contains  generally  industrial  uses,  including  ship  repair,  tow-away  auto 
storage,  artist  studios,  recyclers  and  storage  facilities.  The  Port  of  San  Francisco  is  conducting  a 
public  planning  process  to  develop  a  master  plan  for  the  entire  site.  Development  of  this  area 
would  require  extension  of  the  existing  city  grid  eastward  into  the  site  to  provide  an  accessible 
framework  of  city  streets.  Current  planning  efforts  envision  the  creation  of  walkabk^  and 
bikeable  streets,  linked  to  the  waterfront  and  to  open  space  areas. 

Long-term  improvements  at  Pier  70  would  likely  include  a  combination  of  bicycle  facililios, 
depending  on  the  final  street  network  and  type  and  localicMi  of  land  uses  and  open  space. 
Development  of  the  site  would  include  the  completion  of  the  San  Francisco  Bay  Trail  as  close  as 
possible  to  the  perimeter  of  the  site  (without  affecting  maritime  operations)  as  a  Class  !  tacilitx . 
as  well  as  a  network  of  new  Class  II  bicycle  lanes  and  Class  III  bicycle  nnilo  designalit>ns  on 
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new  streets.   The  new  facilities  would  connect  with  the  existing  Bicycle  Route  5  on  Illinois 
Street. 

LONG-TERM  IMPROVEMENT  L-22:  SHOTWELL  STREET  BETWEEN  14^"  STREET  AND 
26"^"  STREET 

Shotwell  Street  between  14"'  Street  and  26"^  Street  is  a  low- volume  residential  street  in  the 
Mission  District.  This  12-block  (1.3-mile)  segment  of  Shotwell  Street  is  not  currently  part  of  the 
bicycle  route  network.  Shotwell  Street  is  a  north-south  roadway,  with  one  travel  lane  in  each 
direction  and  parking  on  both  sides  of  the  street.  Intersections  of  Shotwell  Street  with  east-west 
cross-streets  are  2-way  or  all-way  STOP  sign-controlled. 

Long-term  improvements  on  this  segment  of  Shotwell  Street  would  facilitate  north-south 
bicycling  within  the  Mission  District.  This  new  route  would  run  parallel  to  existing  Bicycle 
Route  45  on  Valencia  Street  to  the  west  and  existing  Bicycle  Route  33  on  Harrison  Street  to  the 
east.  It  would  also  connect  with  east-west  routes,  including  the  existing  Bicycle  Route  40  on  14'^ 
Street,  existing  Bicycle  Route  44  on  22'"^  Street  and  existing  Bicycle  Route  60  on  Cesar  Chavez 
Street  (see  near-term  improvement  Project  5-6:  Cesar  Chavez  Street/26"'  Street  Bicycle  Lanes, 
Sanchez  Street  to  US  101). 

LONG-TERM  IMPROVEMENT  L-23:  STANYAN  STREET  BETWEEN  FREDERICK  STREET 
AND  FULTON  STREET 

Stanyan  Street,  between  Frederick  Street  and  Fulton  Street,  is  a  moderate  to  high  volume  street 
in  the  Haight  Ashbury  neighborhood  and  forms  the  eastern  edge  of  Golden  Gate  Park.  This  9- 
block  (0.6-mile)  section  of  Stanyan  Street  is  not  currently  part  of  the  bicycle  route  network; 
however,  between  Frederick  Street  and  Waller  Street  the  travel  lanes  have  sharrow  indications. 
Stanyan  Street  is  a  north-south  roadway  and  has  one  to  two  travel  lanes  in  each  direction  with 
parking  on  both  sides  of  the  street.  During  peak  periods,  portions  of  Stanyan  Street  have  tow- 
away  restrictions.  The  21-Hayes,  33-Stanyan,  7-Haight  and  71/71  L-Haight-Noriega  Muni  bus 
lines  run  along  portions  of  Stanyan  Street. 

Long-term  improvements  on  this  section  would  involve  installation  of  Class  II  and/or  Class  III 
bicycle  facilities.  Bicycle  improvements  on  Stanyan  Street  would  provide  a  north-south  route 
adjacent  to  Golden  Gate  Park  for  bicyclists  to  connect  to  neighborhoods  to  the  north,  south  and 
east  of  Golden  Gate  Pahk,  and  to  connect  with  existing  bicycle  routes  in  the  area,  including  the 
existing  Bicycle  Route  30  within  the  Panhandle,  existing  Bicycle  Route  32  on  Page  Street,  as  well 
as  existing  bicycle  routes  within  Golden  Gate  Park. 
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LONG-TERM  IMPROVEMENT  L-24:  TRANSBAY  TRANSIT  CENTER  CONNECTION 

A  new,  multimodal  Transbay  Transit  center  is  proposed  to  be  constructed  on  the  site  of  the 
existing  Transbay  Terminal  on  the  blocks  bounded  by  Beale,  Mission,  Second  and  Folsom 
Streets.  The  existing  Transbay  Terminal  is  located  on  Mission  Street  between  First  and  Fremont 
Streets.  The  Project  would  provide  a  centralized  location  for  public  and  private  bus  (AC 
Transit,  Muni,  Golden  Gate  Transit,  Greyhound),  paratransit,  and  rail  (Caltrain)  services  in  San 
Francisco's  Financial  District/South  of  Market  Area  and  would  enhance  transit  access  for 
passengers  arriving  and  departing  from  San  Francisco.  It  would  also  improve  connections  to 
other  local  and  regional  transit  providers  and  facilitate  future  expansion  of  regional  express 
train  service  and  the  implementation  of  statewide  high-speed  rail  service.^ 

Four  existing  designated  bicycle  routes  are  within  the  Transbay  Transit  Center  area: 

•  Existing  Bicycle  Route  30  on  Folsom  Street  (eastbound)  and  Howard  Street  (westbound); 

•  Existing  Bicycle  Route  50  on  Market  Street; 

•  Existing  Bicycle  Route  11  on  Second  Street;  and, 

•  Existing  Bicycle  Route  5  on  The  Embarcadero 

As  part  of  Long-Term  Improvement  L-24,  the  street  right-of-way  may  be  reconfigured  within 
the  Transbay  Transit  Center  area  and  the  Transbay  Redevelopment  Project  area.  Phase  I  of  the 
Transbay  Transit  Center  is  expected  to  be  completed  by  2014.  Phase  II,  including  completion  of 
the  Downtown  rail  connection,  is  anticipated  to  be  completed  by  2019.'*  The  Transit  Center 
District  Plan  is  anticipated  to  complete  environmental  review  in  the  fall  of  2009,  and  to  proceed 
through  the  city's  decision  making  process  thereafter.  In  the  future,  long-term  improvements  to 
the  bicycle  route  network  would  be  developed  in  this  area,  to  provide  both  local  connections 
between  the  new  Transit  Center  and  the  existing  bicycle  route  network,  as  well  as  regional 
connections.  These  improvements  could  be  implemented  on  one  or  more  streets  in  the  area. 
Design  and  implementation  of  long-term  improvements  in  the  Transbay  Transit  Confer  Area 
would  include  coordination  with  Golden  Gate  Transit,  AC  Transit,  Muni,  Caltrain,  and  o[hcr 
transit  providers  to  accommodate  and  minimize  impacts  on  transit  operations. 


Transbay  Joint  Power  Association,  2006.  I  ransil  Center.  AvaiLible  onlini-  M  http  //wirw  tmnshnif 
center.  org/TransBay/content.aspx?id=40|  Accessed  Septemlx'r  23,  2008.) 

Transbay  Joint  Power  Association.  2006.  Timeline.  Av.iil.ibU-  oiilnu-  .it  htlp://www.transb.iv 
center.org/TransBay/content.aspx?id=58  (Accessed  September  25,  2U08j. 
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IMPACT  ANALYSIS 

Impacts  associated  with  the  long-term  improvements  w^ould  vary,  depending  on  the  type  of 
improvement,  the  number  of  existing  travel  lanes,  traffic  volumes,  and  transit  operations. 
Treatments  included  as  part  of  the  long-term  improvements  could  include  installation  of  bicycle 
lanes,  pathways  or  other  bicycle  facilities;  pavement  marking  changes  such  as  installation  of 
colored  pavement  materials  and  the  installation  of  sharrows;  signage  changes;  modifications  to 
bus  zones;  modifications  to  parking  configuration;  changes  to  the  locations  and  configurations 
of  curbs,  sidewalks  and  medians;  widening  of  roadways  and  narrowing  of  sidewalks; 
reconfiguration  of  intersections;  installation  of  bicycle  boxes  and  bicycle  traffic  signals; 
installation  of  traffic  calming  devices;  and,  designation  of  shared  bicycle  and  transit  lanes. 

Impacts  associated  with  the  long-term  improvements  would  be  expected  to  be  similar  to  those 
described  in  Subsection  V.A.3  of  this  EIR,  namely,  project-level  analysis  for  the  near-term 
improvements,  since  similar  design  elements  would  be  utilized.  This  Subsection  describes  the 
range  of  potential  impacts  associated  with  the  long-term  improvements. 

Traffic 

Long-term  improvements  affecting  travel  lanes  to  provide  for  Class  II  bicycle  lanes  or  Class  III 
shared  facilities,  would  include  minor  narrowing  of  travel  lanes,  sharrow  pavement  markings 
on  existing  travel  lanes,  and  travel  lane  reductions  to  provide  for  a  bicycle  lane. 
Implementation  of  sharrows  and  minor  narrowing  of  travel  lanes  would  not  substantially 
change  the  capacity  of  the  roadway.  The  increased  presence  of  bicyclists  on  these  street 
segments  may  result  in  slower  vehicle  travel  speeds  and  would  depend  on  a  number  of  factors 
such  as  the  number  of  travel  lanes,  the  lane  widths,  the  vehicle  and  bicycle  volumes  (including 
if  there  is  oncoming  traffic),  and  the  speed  of  bicyclists  and  vehicles.  The  increase  in  delay 
would  generally  be  minimal  and  would  only  occur  when  both  bicyclists  and  vehicles  are 
present.  Because  drivers  would  be  able  to  pass  the  bicyclists,  the  capacity  of  the  street  segment 
would  not  be  substantially  affected  and  intersection  LOS  would  not  substantially  change. 
Traffic  impacts  associated  with  sharrow  and  minor  narrowing  of  travel  lanes  would  be  less- 
than-significant.  Implementation  of  long-term  improvements  could  result  in  a  reduction  in 
roadway  capacity  and  increased  traffic  delays,  primarily  if  there  is  a  reduction  in  the  number  of 
travel  lanes  required  to  accommodate  a  bicycle  lane.  Reduction  in  the  number  of  travel  lanes 
could  subject  vehicles,  including  transit  using  the  affected  roadways,  to  increased  congestion 
and  delays.  Increased  delays  could  result  in  drivers  diverting  to  other,  potentially  less 
convenient,  routes  to  access  their  destinations.  The  actual  impact  of  a  long-term  improvement 
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on  roadway  capacity  and  traffic  operations  would  depend  on  the  length  of  the  affected  roadway 
segment,  the  number  of  travel  lanes  that  would  be  available  for  vehicular  flow,  and  the 
available  green  time  for  each  movement. 

The  operational  impact  on  signalized  intersections  would  be  considered  significant  when  an 
improvement  causes  the  intersection  level  of  service  to  deteriorate  from  LOS  D  or  better  to  LOS 
E  or  F,  or  from  LOS  E  to  LOS  F.  The  operational  impacts  on  unsignalized  intersections  are 
considered  potentially  significant  if  the  improvement  results  in  the  level  of  service  at  the  worst 
approach  to  deteriorate  from  LOS  D  or  better  to  LOS  E  or  F  and  Caltrans  signal  warrants  would 
be  met,  or  would  cause  Caltrans  signal  warrants  to  be  met  when  the  worst  approach  is  already 
operating  at  LOS  E  or  F.'*  In  addition,  the  improvement  may  result  in  significant  adverse 
impacts  at  intersections  that  operate  at  LOS  E  or  F  under  existing  conditions  depending  upon 
the  magnitude  of  the  improvement's  contribution  to  the  worsening  of  the  average  delay  per 
vehicle. 

Implementation  of  mitigation  measures  could  reduce  any  long-term  improvement's  impacts  to 
a  less-than-significant  level  (potential  mitigation  measures  that  could  be  implemented  to  reduce 
potential  impacts  are  presented  on  p.  V.A.5-26).  However,  in  some  instances  where 
intersections  remain  at  LOS  E  or  F  conditions  even  with  mitigation,  impacts  may  not  be  reduced 
to  a  less-than-significant  level.  In  some  instances,  the  right-of-way  geometry  may  not  permit 
implementation  of  mitigation.  Therefore,  as  a  whole,  the  long-term  improvements  project 
impacts  may  be  considered  potentially  significant  and  unavoidable. 

Transit 

Potential  impacts  on  transit  operations  associated  with  the  long-term  improvements  include: 

•  Increased  travel  times  for  transit  vehicles  on  streets  where  long-term  improvements 
reduce  capacity  of  roadways  and  result  in  significant  increases  in  delay. 

•  Increased  difficulty  for  buses  to  pull  into  and  out  of  curb  bus  stops  due  to 
reconfiguration  of  bus  stops  to  accommodate  bicycle  lanes. 

The  operational  impact  on  transit  would  be  considered  significant  if  an  improvement  project 
results  in  an  increase  in  transit  delay  equal  to  or  greater  than  the  scheduled  peak  periinl 

In  order  to  ensure  that  the  advantages  outweigh  the  disadvantages  of  installing  a  "signal,  and  to 
provide  some  consistency  in  the  application  of  signals,  a  series  of  signal  warrants  for  the  traffic  and 
bicycle  signals  have  been  developed  to  define  the  minimum  conditiivis  (e.g.,  the  minimum  hourly 
traffic  volumes  at  approaches  to  intersection)  under  which  further  consideration  ol  a  signal  is 
appropriate. 
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headway.  Implementation  of  mitigation  measures  could  reduce  any  particular  long-term 
improvement's  impacts  to  a  less-than-significant  level  (potential  mitigation  measures  that  could 
be  implemented  to  reduce  potential  impacts  are  presented  on  p.  V.A.5-26).  However,  in  some 
instances  where  intersections  remain  at  LOS  E  or  F  conditions  even  with  mitigation,  impacts 
may  not  be  reduced  to  a  less-than-significant  level.  In  some  instances,  the  right-of-way  may  not 
permit  implementation  of  mitigation.  Therefore,  as  a  whole,  the  long-term  improvements 
project  impacts  may  be  considered  potentially  significant  and  unavoidable. 

Parking 

Implementation  of  long-term  improvements  could  result  in  a  net  increase  or  decrease  in  the 
number  of  on-street  parking  spaces.  The  impact  of  a  decrease  in  on-street  parking  supply 
would  depend  on  the  number  of  parking  spaces  that  would  be  eliminated,  the  location  of  the 
spaces,  and  the  overall  parking  occupancy  in  the  area.  The  loss  of  a  few  parking  spaces  would 
generally  not  be  noticeable  within  an  area  where  on-street  parking  is  not  fully  occupied,  and 
available  parking  supply  exists  to  accommodate  the  displaced  vehicles.  However,  the  loss  of  a 
few  parking  spaces  in  an  area  where  parking  supply  is  constrained  and  generally  fully 
occupied,  would  result  in  an  increased  competition  for  on-street,  and  potentially  off-street, 
parking  spaces. 

In  San  Francisco,  parking  supply  is  not  considered  a  permanent  physical  condition,  and  changes 
in  the  parking  supply  would  not  be  a  significant  environmental  impact  under  CEQA  but  rather 
a  social  effect.  The  loss  of  parking  may  cause  potential  indirect  physical  effects,  which  would 
include  cars  circling  and  looking  for  a  parking  space  in  neighboring  streets.  The  secondary 
effects  of  drivers  searching  for  parking  is  typically  offset  by  a  reduction  in  vehicle  trips  due  to 
some  drivers,  aware  of  constrained  parking  conditions  in  a  given  area,  shifting  travel  modes. 
Hence,  any  secondary  environmental  impacts  that  may  result  from  a  shortfall  in  parking  would 
be  minor.  Therefore,  any  net  reduction  in  on-street  parking  supply  would  not  result  in 
significant  parking  impacts. 

Pedestrian 

In  general,  impacts  on  pedestrian  operations  would  occur  if  projects  included  sidewalk 
narrowing  which  resulted  in  inadequate  clear  walkway  width  to  accommodate  the  pedestrian 
demand,  or  roadway  widening  or  removal  of  center  medians  that  which  resulted  in  insufficient 
green  time  for  pedestrians  to  cross  the  roadway.  However,  these  conditions  would  not  occur, 
as  the  design  of  the  long-term  improvements  would  be  required  to  safely  accommodate 
pedestrian  travel.  The  amount  of  green  time  provided  for  pedestrian  crossing  at  intersections  is 
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based  on  the  requirements  of  the  California  MUTCD  to  ensure  that  sufficient  green  time  would 
always  be  available  to  safely  accommodate  pedestrian  crossings  at  signalized  intersections.  The 
design  for  roadway  widening  that  would  reduce  sidewalk  widths  would  be  required  to  provide 
for  a  minimum  clear  walkway  area  to  accommodate  persons  traveling  in  wheelchairs  and  to 
maintain  LOS  C  walkway  conditions.  If  sidewalk  narrowing  is  proposed  under  any  of  the 
bicycle  projects,  the  sidewalk  width  would  be  consistent  with  SFMTA's  minimum  clear 
walkway  zone  guidelines,  such  as  those  contained  in  the  Bicycle  Route  Placement  Criteria.''  In 
addition,  in  June  2008  the  Planning  Department  and  SFMTA  published  the  draft  San  Francisco 
Better  Streets  Plan,  which  provides  guidance  on  sidewalk  design.^  Therefore,  long-term 
improvements  would  be  required  to  be  designed  to  maintain  acceptable  pedestrian  operating 
conditions,  and  would  not  result  in  significant  pedestrian  impacts. 

Bicycle 

Overall,  implementation  of  the  long-term  improvements  would  have  a  beneficial  effect  of 
improving  conditions  and  safety  for  bicyclists  by  addressing  deficiencies  and  gaps  within  the 
bicycle  route  network.  Implementation  of  long-term  improvements  would  not  result  in 
significant  bicycle  impacts. 

Loading 

Implementation  of  the  long-term  improvements  to  accommodate  bicycle  lanes  could  result  in 
elimination  of  curb  parking  areas  currently  dedicated  to  yellow  commercial  vehicle  freight 
loading  zones  or  active  passenger  loading/unloading  zones.  The  impact  of  a  loss  of  on-street 
parking,  including  on-street  white  passenger  loading/unloading  and  yellow  commercial  freight 
loading  zones,  would  depend  on  the  number  of  spaces  that  would  be  eliminated  and  the 
location  of  the  spaces  and  the  availability  of  alternate  accommodations  for  loading/unloading 
activities.  The  loss  of  yellow  commercial  and  white  passenger  loading/unloading  zones  could 
result  in  double-parking  within  the  travel  lane  or  the  bicycle  lane.  Double-parking  would  not 


The  technical  information  contained  in  this  section  is  based  on  the  Wilbur  Smitli  Associates  San 
Francisco  Bicycle  Plan  Project  Transportntion  Impact  Study,  October  28,  2008,  Appendix  this 
document  is  on  file  and  available  for  public  review  by  appointment  at  the  Planning  neparlment,  Ih30 
Mission  Street,  Suite  400,  San  Francisco,  California,  94103,  as  part  of  Case  File  No.  2007.03471:. 
The  draft  Better  Streets  Plan,  June  2008,  provides  guidance  in  accommodating  the  competing  nivds 
for  street  space,  and  prioritizing  the  needs  of  walking,  bicycling  and  transit  use.  C  hapter  4  o\  lh»' 
draft  Better  Streets  Plan  includes  guidance  on  recommended  and  standard  minimum  sidewalk 
widths.  The  draft  Better  Streets  Plan  is  currently  out  lor  public  review  and  comments, 
and  is  available  online  at:  http://www.sfg0v.0rg/site/upl0adedfiles/planning/Citywide/Better_SfriY/s/ 
Draft_BSP_4. Approac.pdf 
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necessarily  impact  loading  activities  or  impact  vehicle  and  bicycle  flow,  if  traffic  volumes  are 
low  and/or  adjacent  travel  lanes  are  available  for  traffic  to  bypass  the  vehicles  parked  in  the 
travel  or  bicycle  lane.  In  situations  where  on-street  parking  is  removed  and  the  loading 
demand  cannot  be  reasonably  accommodated  within  existing  adjacent  locations,  and  roadway 
right-of-way  is  constrained,  loading  operations  may  result  in  a  potential  significant  impacts. 

Implementation  of  mitigation  measures  could  reduce  the  long-term  improvemenf  s  impacts  to  a 
less-than-significant  level  (potential  mitigation  measures  that  could  be  implemented  to  reduce 
potential  impacts  are  presented  on  page  V.A.4-24).  However,  in  some  locations  with  a  high 
volume  of  loading  demand,  impacts  may  not  be  reduced  to  a  less-than-significant  level  if  the 
mitigation  cannot  be  implemented.  Therefore,  the  long-term  improvements  project  loading 
impacts  may  be  considered  potentially  significant  and  unavoidable. 

CUMULATIVE  CONDITIONS 

This  assessment  evaluates  the  potential  for  multiple  long-term  improvements  to  result  in 
cumulative  impacts  when  viewed  in  connection  with  the  effects  of  other  past,  present,  and 
reasonable  foreseeable  future  projects,  including  the  near-term  improvements  analyzed  in 
Subsection  V.A.3,  and  the  Bicycle  Plan  Actions  analyzed  at  a  programmatic  level  in  Subsection 
V.A.2.  The  potential  for  cumulative  impacts  would  depend  on  the  geographic  location  of  the 
near-term  and  long-term  improvements,  and  the  distribution  and  intensity  of  development 
projects  throughout  the  City  and  their  travel  demand  characteristics. 

Cumulative  impacts  would  be  expected  to  be  similar  to  those  described  in  Subsection  V.A.3, 
project-level  analysis  for  the  near-term  improvements.  This  Subsection  describes  the  potential 
cumulative  impacts  associated  with  the  long-term  improvements.  Potential  mitigation 
measures  that  could  be  implemented  to  reduce  potential  impacts  are  presented  beginning  on 
p.  V.A.5-26. 

Traffic 

Implementation  of  long-term  improvements  could  result  in  a  reduction  in  roadway  capacity 
and  increased  traffic  delays,  primarily  if  there  is  a  reduction  in  the  number  of  travel  lanes 
required  to  accommodate  a  bicycle  lane.  Reduction  in  the  number  of  travel  lanes  could  subject 
vehicles,  including  transit  using  the  affected  roadways,  to  increased  congestion  and  delays. 
Increased  delays  could  result  in  drivers  diverting  to  other,  potentially  less  convenient,  routes  to 
access  theif  destinations.  The  actual  impact  of  a  long-term  improvement  on  roadway  capacity 
and  traffic  operations  would  depend  on  the  length  of  the  affected  roadway  segment,  the 
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number  of  travel  lanes  that  would  be  available  for  vehicular  flow,  whether  intersections  are 
signalized  or  STOP-sign  controlled,  and  the  available  green  time  for  each  movement  at 
signalized  intersections. 

As  indicated  in  Subsection  V.A.3  of  this  EIR,  as  a  result  of  increases  in  background  traffic 
volumes,  numerous  intersections  within  San  Francisco  are  projected  to  operate  poorly  under 
future  year  2025  Cumulative  conditions.  At  some  locations,  implementation  of  improvements 
would  result  in  significant  cumulative  impacts  (i.e.,  cause  LOS  operating  conditions  to  change 
from  LOS  D  or  better  to  LOS  E  or  LOS  F,  or  from  LOS  E  to  LOS  F),  while  at  other  locations  that 
would  operate  at  LOS  E  or  F  without  the  improvements.  The  improvements  may  be 
determined  to  represent  a  significant  contribution  to  the  cumulative  impacts.  Implementation  of 
mitigation  measures  could  reduce  the  cumulative  impacts  of  the  long-term  improvements  to  a 
less-than-significant  level.  However,  in  some  instances  where  intersections  remain  at  LOS  E  or  F 
conditions  even  with  mitigation,  mitigation  is  incompatible  with  the  proposed  improvement,  or 
roadway  geometry  precludes  implementation  of  mitigation,  impacts  may  not  be  reduced  to  a 
less-than-significant  level.  Therefore,  the  long-term  improvement  projects  would  result  in 
significant  cumulative  impacts,  and  traffic  impacts  may  be  considered  potentially  significant 
and  unavoidable. 

Transit 

Under  cumulative  conditions,  transit  operations  would  be  substantially  affected  by  the 
intersection  operating  conditions.  As  described  above  for  traffic  impacts,  due  to  background 
traffic  volume  increases,  numerous  intersections  within  San  Francisco  are  projected  to  operate 
poorly  under  future  year  2025  Cumulative  conditions.  If  implementation  of  long-term 
improvements  results  in  an  increase  in  transit  delay  in  both  directions  equal  to  or  greater  than 
six  minutes,  increases  in  overall  vehicle  delays  at  intersections  could  result  in  significant 
operational  impacts  on  transit  routes.  Implementation  of  mitigation  measures  could  roduco  the 
long-term  improvements'  impacts  to  a  less-than-significant  level.  However,  in  some  instances 
where  either  existing  or  future  cumulative  conditions  where  intersections  remain  at  1  X\S  l{  oi  ] 
conditions  even  with  mitigation,  mitigation  is  incompatible  with  the  proposed  improvement,  or 
roadway  geometry  precludes  implementation  of  mitigation,  transit  delays  may  not  be  ie<.lin.ed 
to  a  less-than-significant  level.  Therefore,  the  long-term  improvements  would  result  in 
significant  cumulative  impacts  on  transit  operations,  and  transit  impacts  would  be  consuii  ii  d 
potentially  significant  and  unavoidable. 


Ca.sc  No.  20()7.()347E  Findl  t  IK 

  V.A.5-23   

San  Francisco  Bicycle  Plan  Au;1'M  2«» 


V.  Environmental  Setting,  Impacts,  and  Mitigation  Measures 

A.  Transportation 
5.  Long-Term  Improvements 

Parking 

The  projected  growth  in  residential  housing  units  and  employment  within  San  Francisco  would 
result  in  increased  parking  supply  and  demand.  The  extent  to  which  new  parking  demand 
would  be  accommodated  would  depend  on  the  parking  supply  that  new  development  would 
provide  and  intensity  of  uses,  however,  in-general  on-street  parking  utilization  is  anticipated  to 
increase.  Implementation  of  long-term  improvements  could  result  in  a  net  increase  or  decrease 
in  the  number  of  on-street  parking  spaces.  The  impact  of  a  decrease  in  on-street  parking  supply 
would  depend  on  the  number  of  parking  spaces  that  would  be  eliminated,  the  location  of  the 
spaces,  and  the  overall  future  parking  occupancy  in  the  area.  The  loss  of  a  few  parking  spaces 
would  generally  not  be  noticeable  within  an  area  where  on-street  parking  is  not  fully  occupied 
and  available  parking  supply  exists  to  accommodate  the  displaced  vehicles.  However,  the  loss 
of  a  few  parking  spaces  in  an  area  where  parking  supply  is  constrained  and  generally  fully 
occupied  would  result  in  an  increased  competition  for  on-street,  and  potentially  off-street, 
parking  spaces. 

Parking  supply  is  not  considered  a  permanent  physical  condition,  and  changes  in  the  parking 
supply  would  not  be  a  significant  environmental  impact  under  CEQA,  but  rather  a  social  effect. 
The  loss  of  parking  may  cause  potential  indirect  physical  effects,  which  would  include  cars 
circling  and  looking  for  a  parking  space  in  neighboring  streets.  The  secondary  effects  of  drivers 
searching  for  parking  is  typically  offset  by  a  reduction  in  vehicle  trips  due  to  some  drivers, 
aware  of  constrained  parking  conditions  in  a  given  area,  shifting  travel  modes.  Hence,  any 
secondary  environmental  impacts  that  may  result  from  a  shortfall  in  parking  would  be  minor. 
Therefore,  any  net  reduction  in  on-street  parking  supply  would  not  result  in  significant 
cumulative  parking  impacts. 

Pedestrian 

In  general,  impacts  on  pedestrian  operations  would  occur  if  projects  included  sidewalk 
narrowing  which  resulted  in  inadequate  clear  walkway  width  to  accommodate  the  pedestrian 
demand,  or  roadway  widening  or  removal  of  center  medians  that  which  resulted  in  insufficient 
green  time  for  pedestrians  to  cross  the  roadway.  However,  these  conditions  would  not  occur, 
as  the  design  of  the  long-term  improvements  would  be  required  to  safely  accommodate 
pedestrian  travel.  The  amount  of  green  time  provided  for  pedestrian  crossing  at  intersections  is 
based  on  the  requirements  of  the  California  MUTCD  to  ensure  that  sufficient  green  time  would 
always  be  available  to  safely  accommodate  pedestrian  crossings  at  signalized  intersections.  The 
design  for  roadway  widening  that  would  reduce  sidewalk  widths  would  be  required  to  provide 
for  a  minimum  clear  walkway  area  to  accommodate  persons  traveling  in  wheelchairs  and  to 
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maintain  LOS  C  walkway  conditions.  Therefore,  long-term  improvements  would  be  required 
to  be  designed  to  maintain  acceptable  pedestrian  operating  conditions,  and  would  not  result  in 
significant  cumulative  pedestrian  impacts. 

Bicycle 

Implementation  of  the  long-term  and  near-term  improvements,  and  the  actions  within  the 
Bicycle  Plan  would  have  a  beneficial  effect  of  improving  conditions  and  safety  for  bicyclists  by 
addressing  deficiencies  and  gaps  within  the  bicycle  route  network,  and  encouraging  bicycling 
as  an  alternative  mode.  Implementation  of  long-term  improvements  would  not  result  in 
significant  cumulative  bicycle  impacts. 

Loading 

The  projected  cumulative  growth  in  commercial  activities  within  San  Francisco  would  result  in 
increased  commercial  vehicle  loading/unloading  activities.  Implementation  of  the  long-term 
improvements  to  accommodate  bicycle  lanes  could  result  in  elimination  of  curb  parking  areas 
currently  dedicated  to  yellow  commercial  vehicle  freight  loading  zones,  or  active  passenger 
loading/unloading  zones.  The  impact  of  a  loss  of  on-street  parking,  including  on-street  white 
passenger  loading/unloading  and  yellow  commercial  freight  loading  zones,  would  depend  on 
the  number  of  spaces  that  would  be  eliminated  and  the  location  of  the  spaces,  and  the 
availability  of  alternate  accommodations  for  loading/unloading  activities.  Double-parking  of 
vehicles  within  the  travel  or  bicycle  lanes  would  not  necessarily  impact  loading  activities  or 
impact  vehicle  and  bicycle  flow,  if  traffic  volumes  are  low  and/or  adjacent  travel  lanes  are 
available  for  traffic  to  bypass  the  vehicles  parked  in  the  travel  or  bicycle  lane.  In  situations 
where  on-street  parking  is  removed  and  the  loading  demand  cannot  be  reasonably 
accommodated  within  existing  adjacent  locations,  and  roadway  right-of-way  is  constrained, 
loading  operations  may  result  in  a  potential  significant  cumulative  impacts  to  loading. 

Implementation  of  mitigation  measures  could  reduce  the  long-term  improvements'  impacts  to  a 
less-than-significant  level  (potential  mitigation  measures  that  could  be  implemented  to  reduce 
potential  impacts  are  presented  on  p.  V.A.5-26).  However,  in  some  locations  w  ith  a  high 
volume  of  loading  demand,  at  locations  where  mitigation  is  incompatible  w  ith  the  proposed 
improvement,  or  where  roadway  geometry  precludes  implementation  of  mitigation,  impacts 
may  not  be  reduced  to  a  less-than-significant  level;  therefore,  the  long-term  improv  i-ments 
would  result  in  significant  cumulative  impacts,  and  loading  impacts  wouM  be  i  (MisidtMi  d  \o  be 
significant  and  unavoidable. 
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MITIGATION  MEASURES 

This  section  presents  the  transportation  mitigation  measures  that  could  be  implemented  to 
reduce  the  significant  impacts  of  long-term  improvements  and  significant  cumulative  impacts. 
In  some  instances,  feasible  mitigation  measures  would  not  be  available,  and  impacts  would 
remain  significant  and  unavoidable.  The  potential  impacts  for  the  long-term  improvements  are 
identified  as  TR-LTx.  The  corresponding  mitigation  measures  are  identified  as  M-TR-LTx.x, 
where  x  is  an  identifier  for  different  treatments  to  address  one  type  of  impact  such  as  Traffic. 

Traffic 

Significant  Impact  TR-LTl: 

Both  individually,  and  in  a  cumulative  scenario,  the  implementation  of  long-term 
improvements  could  result  in  a  reduction  in  roadway  capacity  and  increased  traffic  delays. 
Reduction  in  the  number  of  travel  lanes  could  subject  vehicles,  including  transit  using  the 
affected  roadways,  to  increased  congestion  and  delays. 

Measures  that  could  potentially  reduce  significant  traffic  impacts  to  less-than-significant  levels 
include: 

M-TR-lTl.l: 

Unsignalized  intersections  may  be  signalized,  as  appropriate. 
M-TR-LT1.2: 

Changes  may  be  made  to  signal  timing  (including  redistributing  green  time  from  one  phase  to 
another,  lengthening  of  signal  cycle  times,  changing  permitted  movements  to  protected 
movements,  signal  coordination/progression),  as  appropriate. 

M-TR-LT1.3: 

Changes  may  be  made  to  roadway  geometry  (e.g.,  changing  shared  lanes  to  exclusive  turn 
lanes,  proving  exclusive  right-turn  or  left-turn  pockets),  as  appropriate. 
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M-TR-LT1.4: 

Floating  bicycle  lanes^  may  be  implemented,  where  on-street  parking  is  restricted  during  peak 
periods,  to  provide  for  additional  vehicular  capacity,  as  appropriate. 

M-TR-LT1.5: 

Parking  may  be  eliminated  to  provide  for  additional  vehicular  capacity,  as  appropriate. 

In  some  instances,  where  either  existing  or  projected  cumulative  conditions  at  intersections 
operate  at  LOS  E  or  LOS  F  conditions,  mitigation  measures  would  not  be  available,  and  in  these 
cases  traffic  impacts  would  remain  significant  and  unavoidable. 

Transit 

Significant  Impact  TR-LT2: 

Both  individually,  and  in  a'  cumulative  scenario,  the  implementation  of  long-term 
improvements  may  cause  transit  to  experience  increased  travel  time  on  streets  where  these 
improvements  reduce  capacity  of  roadways  and  result  in  significant  increases  in  delay.  Buses 
may  experience  increased  difficulty  pulling  into  and  out  of  curb  bus  stops  due  to 
reconfiguration  of  bus  stops  to  accommodate  bicycle  lanes. 

Potential  mitigation  measures  that  could  reduce  significant  transit  impacts  to  less-than- 
significant  levels  include: 

M-TR-LT2.1: 

Signal  pre-emption  or  other  transit  priority  techniques  may  be  applied  to  reduce  overall  transit 
travel  times,  as  appropriate. 

M-TR-LT2.2: 

Bicycle  proposals  may  be  modified  to  create  discontinuities  in  bicycle  treatment  to  avoid  transit 
delays,  as  appropriate. 

M-TR-LT23: 

Bus  stops  may  be  reconfigured  to  facilitate  bus  operations,  as  appropriate. 


A  floating  bicycle  lane  is  provided  on  streets  where  on-street  [\irking  is  desired  durini;  non  piMk 
traffic  periods,  and  during  peak  periods  there  would  be  a  tow-away  restriction  to  provide  on 
additional  travel  lane.  The  bicycle  lane  shifts  locations  when  the  tow-awav  restriction  is  in  effivl. 
When  parking  is  allowed,  bicyclists  use  the  bicycle  lane  space  between  the  p.irked  vehicles  .ind  the 
solid  white  stripe  indicating  the  bicycle  lane.  When  parking  is  not  .ilU>\ved,  bicyclists  n\o\c  to  the 
right  and  use  the  shoulder  bicycle  lane. 
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M-TR-LT2.4: 

Parking  may  be  eliminated  to  substitute  for  lane  removal  and/or  increase  roadway  capacity,  as 
appropriate. 

In  some  instances,  where  either  existing  or  projected  cumulative  conditions  at  intersections 
operate  at  LOS  E  or  LOS  F  conditions,  feasible  mitigation  measures  would  not  be  available,  and 
transit  impacts  would  remain  significant  and  unavoidable. 

Parking 

No  mitigation  measures  are  required. 
Pedestrian 

No  mitigation  measures  are  required. 
Bicycle 

No  mitigation  measures  are  required. 
Loading 

Significant  Impact  TR-LT3: 

Both  individually,  and  in  a  cumulative  scenario,  the  implementation  of  long-term 
improvements  may  result  in  elimination  of  curb  space  currently  dedicated  to  yellow 
commercial  vehicle  freight  loading  zones,  or  active  passenger  loading/unloading  zones. 

The  following  mitigation  measures  could  reduce  potentially  significant  loading  impacts  to  less- 
than-significant  levels. 

M-TR-LT3.1: 

Where  feasible  and  required  to  respond  to  loading  zone  impacts,  on-street  parking  layouts  shall 
be  modified  to  accommodate  additional  yellow  commercial  freight  loading  zones. 

M-TR-LT3.2: 

Traffic  management  strategies  shall  be  developed  and  implemented,  where  feasible,  to 
accommodate  short-term  passenger  loading/unloading  activities. 

In  some  locations,  feasible  mitigation  measures  would  not  be  available,  and  loading  impacts 
would  remain  significant  and  unavoidable. 
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SUMMARY  OF  PROGRAM  LEVEL  REVIEW  OF  LONG-TERM 
IMPROVEMENTS 

As  described  under  'Impact  Analysis,'  above,  impacts  associated  with  the  long-term 
improvements  would  vary  depending  on  the  type  and  location  of  the  improvement.  To  the 
extent  that  the  long-term  improvements  are  similar  to  the  near-term  improvements  described  in 
Subsection  V.A..3  of  this  EIR,  the  impacts  of  specific  improvements  would  be  similar  as  well. 
The  range  of  impacts  associated  with  the  long-term  improvements  is  summarized,  below. 

Traffic 

Implementation  of  sharrows  and  minor  narrowing  of  travel  lanes  would  be  less  than  significant. 
Where  vehicular  travel  lanes  are  converted  to  bike  lanes,  the  loss  of  a  travel  lane  could  result  in 
increased  traffic  congestion  and  delays.  To  the  extent  that  increased  traffic  and  delays  result  in 
operational  impacts  such  that  intersection  LOS  drops  below  LOS  D,  these  impacts  would  be 
considered  potentially  significant.  In  cases  where  roadway  geometry  precludes  mitigation,  or 
where  intersection  LOS  remains  at  E  or  F  conditions  with  mitigation,  impacts  would  be 
potentially  significant  and  unavoidable. 

Transit 

If  long-term  improvements  result  in  decreased  roadway  capacity  and  corresponding  delay, 
transit  could  be  affected.  If  transit  delays  drop  below  the  scheduled  peak  period  headway, 
impacts  would  be  considered  significant.  In  some  locations  roadway  geometry  may  preclude 
mitigation,  in  others  mitigation  may  not  be  sufficient.  In  locations  where  intersections  remain  at 
LOS  E  or  F,  impacts  would  be  potentially  significant  and  unavoidable. 

Parking 

Some  long-term  improvements  could  result  in  the  gain  or  loss  of  on-street  parking.  However,  in 
San  Francisco  changes  in  the  parking  supply  are  not  considered  significant  under  CEQA, 
therefore  impacts  would  be  less  than  significant. 

Pedestrian 

To  the  extent  that  sidewalk  narrowing  is  proposed,  long-lerm  iniprovonionts  \vi>uld  ii\|uiii'il 
to  be  designed  to  maintain  acceptable  pedestrian  operating  conditions,  and  \vi>iiKl  not  result  in 
significant  pedestrian  impacts. 
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Bicycle 

Overall,  the  implementation  of  long-term  improvements  would  have  a  beneficial  effect  for 
bicycles;  therefore  no  impacts  would  occur. 

Loading 

Implementation  of  long-term  improvements  could  result  in  elimination  of  existing  loading 
zones  which  could  result  in  double-parking  within  travel  or  bicycle  lanes.  In  some  locations 
mitigation  measures  could  reduce  impacts  to  a  less  than  significant  level,  in  other  locations 
mitigation  measures  are  not  feasible  and  impacts  would  be  potentially  significant  and 
unavoidable. 

Long-Term  Improvement  Measure  -  Loading:  Both  individually,  and  in  a  cumulative  scenario, 
the  implementation  of  long-term  improvements  to  accommodate  bicycle  lanes  could  result  in 
elimination  of  curb  space  currently  dedicated  to  yellow  commercial  vehicle  freight  loading 
zones  or  active  passenger  loading/unloading  zones. 
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6.  CONCLUSION  

The  Bicycle  Program  is  an  ongoing  program  for  the  City  of  San  Francisco.  At  its  foundation  is  the 
San  Francisco  Bicycle  Plan  (Bicycle  Plan),  which  consists  of  goals  and  objectives  that  reflect  the 
City's  commitment  to  improve  the  quality  of  life  of  its  residents  and  to  expand  the  role  and 
importance  of  bicycle  transportation  in  the  City.  Furthermore,  the  Bicycle  Plan  provides  an 
overview  of  the  components  for  a  successful  bicycle  program  including  the  bicycle  route  network; 
other  bicycle-related  facilities  and  programs  such  as  bicycle  parking;  education;  outreach; 
enforcement;  and  the  implementation  of  citywide  policies,  including  amendments  to  the  Snn 
Francisco  General  Plan,  Planning  Code  and  Transportation  Code,  which  support  the  ongoing  program. 
Together  these  enable  the  City  to  provide  the  safe  and  attractive  environment  needed  to  promote 
bicycling  as  a  transportation  mode. 

In  order  to  facilitate  travel  by  bicycle  within  San  Francisco,  the  City  adopted  its  first  bicycle  plan  in 
1997.  An  update  of  the  existing  1997  San  Francisco  Bicycle  Plan  was  initiated  by  the  Bicycle 
Program  staff  in  2002.  The  2002  planning  process  resulted  in  the  development  of  the  Bicycle  Plan 
Policy  Framework  (May  2005),  which  updated  the  goals  and  objectives  from  the  existing  1997 
Bicycle  Plan  and  added  action  items  to  better  define  the  necessary  steps  to  achieve  the  stated  goals 
and  objectives,  and  the  drafting  of  the  Bicycle  Plan  Network  Improvement  Document  (NID)  (April 
2005),  which  described  the  existing  bicycle  route  network  (a  series  of  interconnected  streets  and 
pathways  on  which  bicycling  is  encouraged),  and  identified  specific  potential  projects,  both  near- 
term^  and  long-term,  to  improve  the  bicycle  route  network.  These  documents  were  published  by 
SFMTA  in  2005. 

The  April  2005  draft  NID  identified  many  potential  improvements  for  the  bicycle  route  network 
and  included  specific  design  treatments  for  18  network  improvement  projects  to  address  gaps 
within  the  bicycle  route  network.  The  April  2005  draft  NID  presented  information  regarding  the 
opportunities  and  constraints  with  respect  to  implementation  of  improvements  to  the  network. 
With  the  refinement  of  project  designs  for  the  60  near-term  improvements,  the  April  2005  draft  NID 
has  been  superseded.  Relevant  sections  of  the  April  2005  draft  NID  have  been  incorporated  into 
Chapter  1  of  the  2008  updated  Bicycle  Plan^  (a  policy  document)  regarding  the  existing  bicycle 

1  Near-term  refers  to  bicycle  improvement  projects  which  would  bo  iinpleiiientiHl  within  five  years  ol 
project  approval.  The  time  line  for  the  implementation  of  these  near-term  impnnements  is  dependiMit 
upon  completion  of  environmental  review  and  the  lifting  of  the  current  C  alifornia  Sup«Ti»>r  (.'ourt 
injunction  prohibiting  installation  of  bicycle  facilities. 

-     This  document  is  referred  to  herein  as  the  San  Francisco  Bicycle  Plan. 
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route  network.  Other  sections  of  the  April  2005  draft  NID  are  manifest  in  the  near-term,  long-term, 
and  minor  improvements,  which  are  being  analyzed  as  part  of  the  environmental  review  process 
for  the  Bicycle  Plan  Project.  In  this  Chapter,  all  of  these  proposed  improvements  and  policy  goals, 
objectives,  and  actions  have  been  reviewed  and  analyzed  for  their  potential  to  cause  significant 
impacts  to  the  physical  environment. 

None  of  the  policy  goals,  objectives,  and  actions  would,  in  themselves,  have  a  direct  significant 
effect  on  the  physical  environment.  The  predictable  indirect  impact  of  implementing  the  policy 
goals,  objectives,  and  actions  would  be  the  implementation  of  the  proposed  improvements  which 
are  presented  in  the  Bicycle  Plan.  Therefore,  the  implementation  of  policy  goals,  objectives,  and 
actions  could  indirectly  lead  to  the  same  impacts  as  identified  for  the  actual  improvement  projects 
discussed  in  Subsections  V.A.3  (p  V.A.3-1),  V.A.4  (p  V.A.4-1),  and  V.A.5  (p  V.A.5-1).  These  potential 
indirect  effects  include  both  significant,  and  significant  and  unavoidable  impacts.  These  impacts  are 
enumerated  and  discussed  in  detail  in  Subsections  V.A.3  (p  V.A.3-1),  V.A.4  (p  V.A.4-1),  and  V.A.5 
(p  V.A.5-1).  The  implementation  of  the  policy  goals,  objectives,  and  actions  proposed  under  the 
Bicycle  Plan  would  have  no  other  potentially-significant  impacts  on  the  physical  environment. 

Subsection  V.A.3,  p  V.A.3-1,  reviews  the  impacts  resulting  from  implementation  of  the  60  near-term 
improvement  projects.  These  projects  include  design  elements  such  as  the  reconfiguration  or 
reduction  in  lanes  in  a  section  of  roadway,  a  relocation  of  an  existing  passenger  loading  zone,  and 
an  elimination  of  parking  spaces  to  allow  space  for  placement  of  a  bicycle  lane.  These  are  the 
Bicycle  Plan  projects  with  the  most  obvious  implications  for  bicycle  and  other  traffic  circulation  in 
the  City  of  San  Francisco.  This  section  identifies  project-level  impacts  including  both  potentially- 
significant  impacts,  and  significant  and  unavoidable  impacts.  Specifically,  there  would  be  a 
potential  reduction  of  traffic  levels-of-service  on  some  roadway  segments  and  at  some  intersections, 
a  potential  slowing  of  transit  movement  in  specific  locations,  and  a  potential  reduction  of  truck 
loading  spaces  in  specific  locations  within  the  project  area.  Of  the  remaining  elements  reviewed  in 
the  Subsection  V.A.3,  p  V.A.3-1,  project  level  review  (pedestrians,  bicycles,  and  parking),  all 
impacts  were  identified  as  being  less-than-significant  or  as  having  no  potential  to  impact  the 
physical  environment. 

Subsection  V.A.4,  p  V.A.4-1,  studies  the  impacts  resulting  from  implementation  of  nine  minor 
improvements  proposed  for  use  on  an  as  needed  basis  by  the  Bicycle  Program  to  improve 
conditions  for  bicyclists.  Minor  improvement  projects  include  the  installation  of  sharrows, 
installation  of  bicycle  parking  within  the  street  right  of  way,  the  installation  of  bicycle  boxes  at 
intersections,  minor  pavement  marking  changes,  the  installation  of  colored  pavement  materials  for 


Case  No.  2007.0347E 

San  Francisco  Bicyci  e  Plan 


V.A.6  2 


FinnI  EIR 
Algl  ST  2009 


V.  Environmental  Setting,  Impacts,  and  Mitigation  Measures 

A.  Transportation 
6.  Conclusion 

bicycle  facilities,  minor  signage,  minor  traffic  signal  changes,  and  on-street  vehicle  parking  changes. 
These  treatments  would  be  implemented  on  an  as  needed  basis  to  address  deficiencies  for  the 
bicycle  route  network  or  further  the  goals  of  the  Bicycle  Plan.  No  significant  program-level  impacts 
would  arise  from  these  minor  improvements,  either  as  a  result  of  the  individual  improvements,  or 
reviewing  the  improvements  in  a  cumulative  context. 

Subsection  V.A.5,  p  V.A.5-1,  studies  the  impacts  resulting  from  implementation  of  long-term 
improvements  under  the  Bicycle  Plan.  These  improvements  include  area-specific  changes  in 
circulation  patterns,  and  includes  projects  with  fairly  broad  goals  such  as  developing  a  given 
intersection/block  area  as  a  safe  bicycle-friendly  area.  This  section  identifies  four  potentially- 
significant  and  unavoidable  impacts  that  could  result  from  long-term  improvements.  These 
potential  program-level  impacts  include  (a)  a  potential  to  increase  traffic  delays  in  some  areas  of  the 
City;  (b)  a  potential  to  cause  a  significant  adverse  impact  to  intersection  levels-of-service;  (c)  a 
potential  to  slow  transit  vehicle  movement  in  some  locations;  and  (d)  a  potential  to  eliminate  some 
curb  space,  currently  used  for  passenger  loading/unloading  or  commercial  loading/unloading.  All 
of  these  potential  impacts  were  identified  as  being  potentially  significant  and  unavoidable.  Aside 
from  these  potential  areas  of  impact,  no  significant  environmental  impacts  were  identified. 

Taken  as  a  whole,  the  transportation  analyses  identify  several  potentially-significant  but 
potentially-mitigable  impacts.  Minor  improvements  would  not  substantially  change  the  capacity  of 
the  roadways,  and  would  not  result  in  significant  impacts  on  traffic,  transit,  pedestrian,  bicycle, 
parking  and  loading  conditions.  The  long-term  improvements  would  not  result  in  significant 
impacts  on  pedestrian,  bicycles,  and  parking  conditions.  However,  because  the  long-term 
improvements  may  include  reduction  in  the  travel  lanes,  there  may  be  significant  impacts  on  traffic 
and  transit  operations  in  both  the  program-level  and  cumulative  analyses.  In  addition,  removal  of 
on-street  passenger  and  commercial  vehicle  loading/unloading  zones  as  part  of  on-street  parking 
removals  could  result  in  potentially-significant  impacts  at  locations  where  there  may  be  high 
loading  demand  and  nearby  on-street  facilities  to  accommodate  the  demand  not  available.  Ihis 
finding  applies  to  both  the  program-level  and  cumulative  analyses.  Potential  measures  to  reduce 
impacts  on  traffic,  transit,  and  loading  have  been  identified.  However,  no  determination  ma\  be 
made  as  to  the  feasibility  of  any  of  these  measures  in  a  particular  location  until  the  specific  KKatii>n 
and  project  designs  are  known. 

The  long-term  improvements  would  be  composed  of  design  elenionls  similar  to  those  tor  the  near- 
term  improvements  and  therefore,  the  proposed  mitigations  measures  mav  reduce  significant 
impacts  to  less-than-significant  levels  as  demonstrated  by  the  development  ol  miligatii>n  measuri's 
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for  some  of  the  near-term  improvements.  However,  in  some  instances  impacts  may  not  be  reduced 
to  less-than-significant  levels  and  impacts  may  be  considered  significant  and  unavoidable.  Also,  in 
some  instances,  where  either  existing  or  projected  cumulative  conditions  at  intersections  already 
operate  or  will  operate  at  LOS  E  or  LOS  F  conditions  without  the  potential  long-term  projects, 
feasible  mitigation  measures  may  not  be  available.  In  these  instances  impacts  may  remain 
significant  and  unavoidable. 

The  aforementioned  potentially-significant  impacts  were  identified,  and  mitigation  measures  were 
proposed  for  the  near-term  improvements,  and  mitigation  measures  were  proposed  for  each  impact 
to  reduce  the  given  impact  to  less  than  significant.  However,  the  mitigation  measures  proposed  for 
some  impacts  would  require  further  study  and  analysis  to  determine  how  effective  the  proposed 
mitigation  measure  actually  would  be.  Under  CEQA,  mitigation  measures  cannot  be  predicated  on 
future  studies  and  analysis.  Therefore,  this  report  has  taken  the  conservative  position  of  presuming 
that  these  impacts  will  not  be  effectively  mitigated  by  the  proposed  mitigation  measure,  and  has 
identified  these  impacts  as  remaining  significant  after  mitigation. 

The  potential  transportation-related  impacts  of  the  Bicycle  Plan  Project  include  a  number  of 
potentially-significant  and  unavoidable  impacts.  These  significant  and  unavoidable  impacts  are 
listed  below  and  are  grouped  by  impact  category  and  geographic  cluster: 

Traffic 

•  The  long-term  potential  and  cumulative  potential  to  increase  traffic  delay  in  some  areas  of 
the  City,  through  the  reduction  of  roadway  capacity  and  specifically  the  reduction  in  the 
number  of  lanes  available  for  automotive  vehicle  use. 

•  The  long-term  potential  and  the  cumulative  potential  (which  considers  impacts  of  both  the 
Bicycle  Plan  and  other  development  anticipated  to  occur  around  the  project  area)  to  cause  a 
significant  adverse  impact  to  some  intersection  levels-of-service. 

•  The  near-term  and  long-term  potential,  and  the  cumulative  potential  (which  considers 
impacts  of  both  the  Bicycle  Plan  and  other  development  anticipated  to  occur  around  the 
project  area),  to  cause  a  significant  adverse  impact  to  intersection  levels-of-service  at: 

Cluster  2 

-     2'"^  Street/Bryant  Street 
2"'^'  Street/Harrison  Street 
2'"^  Street/Folsom  Street 
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-  2"'^  Street/Howard  Street 
2"'^  Street/Townsend  Street 

-  5*  Street/Bryant  Street 
5'*^  Street/Howard  Street 
5""  Street/Brarman  Street 
7'^  Street/Townsend  Street 

lO"'  Street/Brannan  Street/Potrero  Avenue/Division  Street 
11*  Street/Bryant  Street/Division  Street 

-  Church  Street/Market  Street/1 4'^^  Street 
Potrero  Avenue/16"'  Street 
Fremont  Street/Howard  Street 

Cluster  3 

Masonic  Avenue/Fell  Street 

Masonic  Avenue/Turk  Street 

Masonic  Avenue/Fulton  Street 

Masonic  Avenue/Geary  Boulevard 
Cluster  5 

Bay  shore  Boulevard/Jerrold  Avenue/U.S.  101  Off-ramp 
Bryant  Street/Cesar  Chavez  Street 
Evans  Avenue/Cesar  Chavez  Street 
Guerrero  Street/Cesar  Chavez  Street 
Mission  Street/Cesar  Chavez  Street 
South  Van  Ness  Avenue/Cesar  Chavez  Street 
Cluster  6 

Burnett  Avenue/Clipper  Stroet/Porloln  Drive 
Fowler  Street/Portola  Avenue 
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Woodside  Avenue/O'Shaughnessy  Boulevard/Portola  Drive 

Transit 

•  The  long-term  potential  to  slow  some  transit  movement  in  some  locations. 

•  The  near-term  potential  and  cumulative  potential  to  slow  some  transit  movement  in  some 
locations: 

Cluster  2 

Muni  bus  line  9 

Muni  bus  line  10 

Muni  bus  line  30 

Muni  bus  line  45 

SamTrans  bus  line  292 
Cluster  3 

Muni  bus  line  43 
Cluster  5 

Muni  bus  line  12 

Muni  bus  line  27 
Cluster  6 

-     Muni  bus  line  48 
Muni  bus  line  52 

Loading 

•  The  long-term  potential  to  eliminate  some  curb  space  currently  used  for  passenger 
loading/unloading  or  commercial  freight  loading/unloading. 

•  The  near-term  potential  and  cumulative  potential  to  eliminate  some  curb  space  currently 
used  for  passenger  loading/unloading  or  commercial  freight  loading/unloading. 

Cluster  1 

Along  North  Point  Street  east  of  Columbus  Avenue 
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Cluster  2 

Along  2"^^  Street  between  Market  and  Bryant  Streets 
Along  the  north  side  of  Market  Street  near  Noe  Street 
Cluster  5 

Along  Bayshore  Boulevard  between  Cesar  Chavez  and  Industrial  Street 

Along  the  west  side  of  San  Bruno  Avenue  between  Paul  Avenue  and  Silver  Avenue 

The  action-by-action,  project-by-project,  and  improvement-by-improvement  analysis  of  the  San 
Francisco  Bicycle  Plan  would  have  no  other  transportation-related  potentially-significant, 
significant,  or  significant  and  unavoidable  impacts.  All  other  impacts  that  could  occur,  through 
implementation  of  the  Bicycle  Plan,  have  been  found  less  than  significant,  or  no  impacts  have  been 
identified  for  the  given  action  or  improvement  project  considered. 
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